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Abstract 
 
 
The main objectives of this research are to investigate the interaction between the city of 
Edinburgh, Lothian Buses (Edinburgh’s principal public transport provider) and people using 
specific bus routes within the city boundaries.  A single overarching question dominated the 
nature of this research: ‘What can we know about the local character of the city from the 
vantage point of the bus?’  
 
The primary means of data collection were systematic participant observations along specific 
bus routes from 2004 to 2005.  Consideration moves beyond solely examining the interaction 
between passengers, and treats the bus and the city as complex phenomena with which people 
have an interactive relationship.  Through these observations, it explores the ways in which the 
bus is more than a mode of transport that links places, and instead maintains that the bus 
network forms its own multi-stranded signature within the city.  Unravelling these strands 
reveals a mobile place where heterogeneous types of bus users engage in sense making 
procedures.  In addition, the quotidian conversations that take place within the bus add their 
own unique rhythms and provide an added dimension to city life. 
 
Analysis draws on these systematic observations, delving beneath the surface of the familiar 
practice of bus travel, seeing the new in the familiar and subjecting these observations to 
philosophical enquiry.  This research also considers the multifarious dimensions of the 
embedded experience of travel within its in-situ spatial and temporal imagination.  The 
changing temporal and spatial nature of the bus creates a highly complex place within which 
contested identities produce knowable and recognisable corporal inscriptions upon the bus.  
Through the everyday practices and accomplishments within the lifeworld, we treat the city as a 
work in progress, in which there is an enduring tension between a community’s need for 
inclusiveness and the concomitant practices that contribute to the process of exclusion.  
 
The embodied time spent travelling is the substantive life-blood of this thesis and the rich veins 
of the bus network present themselves as an essential part of the city’s anatomy.  In chorus, the 
theoretical foundation reflects upon itself as principled speech.     
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Chapter Rose Does this Bus go to The Castle?  
 
 
Does This Bus Go To The Castle? 
Bus Stop 
 
 
 Madder:  Does this Bus go to The Castle? 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
YOU ARE HERE 
 Everyday boredom is not necessarily banal  
 
 
 The passenger, more than a commuter 
 
 
 Tourism dilemma  
 
 
 The city as a particular place  
 
 
 The bus as a moving stage 
 
 
 Why Lothian Buses? 
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Lothian Bus 603, Dennis Trident chassis and Plaxton President body, in harlequin livery 
 
I’m transfixed by a man wrestling with four overfilled M&S-Food carrier bags, but then my 
attention is brought back to this side of the glass by the loud and irritated sigh of the woman in 
front of me.  She turns to her friend and mimics an American accent saying, “Does this bus go 
to the castle?”  The source of her discontent is the longer than normal halt in our westward 
progress along Princes Street.  We are on a number 16 Lothian Bus that has been briefly delayed 
by two people who look like tourists asking the driver where the bus goes and struggling to find 
the correct change for their bus fare.  A sense of relief – M&S man finds what he was looking 
for – his bus RidaCard.  He boards the bus and waits patiently behind the tourists who have now 
sorted themselves out.  The bus driver will let them know when it is time to get off, and with 
that we trundle towards the next stop as M&S man with arms out-stretched is led up the aisle by 
his precarious carrier bags.  
 
Welcome to the everyday life of Lothian Buses, the locally owned public bus service in 
Edinburgh, Scotland’s capital city.   
 
This thesis had its beginnings within the Transport Research Institute at Napier University, but 
although it is a study involving buses, it soon became apparent that it was not going to be a 
conventional transport study.  I frequently observed quizzical looks from other transport 
researchers when they realised that I was embarking on a project without a ‘well-formulated 
hypothesis’.  In particular, within the transport arena, the investigation of ways of deterring anti-
social behaviour on buses, and the problems of growing car-use, were perceived to be major 
priorities, as was research into the reasons why certain people do not use buses.  Each of these 
questions, however, struck me as deterministic, because not only do they assume a great deal of 
prior knowledge about people and buses, but they also close down the possibility of new 
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insights.  Thus, on the one hand, there was an expectation that my funding could only be 
justified on the grounds that I set out to solve a problem, but on the other, my predicament was 
that until I studied people using buses, the nature and existence of these problems could not be 
sufficiently identified. 
 
This perceived need to start out with a practical and material problem was also incongruous in 
the context of my own pre-research bus-use, because against the beleaguered British image of 
public transport and buses in particular (Stradling et al., 2007), Lothian Buses did not appear to 
be in need of fixing.  As a consequence of the Transport Act (1985), the bus companies of very 
few cities outside London have remained in the ownership of local authorities.  Two of the most 
significant exceptions are Cardiff and Nottingham, but by far the largest is Edinburgh where 
Lothian Buses has retained local control through shared ownership between Edinburgh City 
Council and its neighbouring authorities in West Lothian, Midlothian and East Lothian.  The 
City of Edinburgh Council claim that Lothian Buses provide the most frequent bus services in 
Scotland (City of Edinburgh Council, 2007)1.  Furthermore, on the 9th November 2007, Lothian 
Buses won the UK Bus Awards for the third time, having also won previously in 2002 and 2004.  
On their own their website they proudly claim: 
 
‘Lothian Buses has topped the polls to receive the UK Bus Awards accolade of City Operator 
of the Year and the even more coveted Bus Operator of the Year. 
 
The UK Bus Awards are the biggest and most prestigious award for any bus company in the 
United Kingdom to win. We have demonstrated that we strive to consistently deliver excellent 
customer service, maintain high operational and engineering standards, invest in buses and our 
staff together with effective partnerships. These have all helped to increase the number of 
passengers by over 35% over the past 6 years’  
(http://www.lothianbuses.co.uk/news.aspx, Accessed 13/11/07; own emphasis added). 
 
Regardless of whether or not Lothian Buses lives up to this triumphal image, my own starting 
point has been to identify this bus network as an important feature within Edinburgh’s daily 
circulation of people within the city.  Investigating a public bus system that is not without its 
faults2, but essentially functions comparatively well, seemed to offer a valuable opportunity to 
                                                   
1 Unlike other comparable capital cities, however, it does not have a substantial urban railway network. It 
therefore depends very heavily on its bus network, which has to cover over 259 square kilometres 
(including green-belt and adjacent rural areas), and potentially support a resident population which, in 
2001, numbered 448,624 people (City Development Department, 2004; Scottish Government, 2007), and 
is rapidly approaching half a million.  To these should be added the many thousands of people who travel 
to Edinburgh every day from the surrounding hinterland.  Visit Scotland  (2005) also claim Edinburgh 
attracts 3.5 million visitors per year.  Nearing the end of 2007, however, streets are being dug up along 
Leith Walk to make way for the new tram system that is planned to be introduced in Edinburgh in 2011 
(City of Edinburgh Council, 2007; Scottish Executive, 2006a).    
2 Indeed, this is not an uncritical account of Lothian Buses, there being a number of issues that have been 
raised throughout this study   
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study the ordinary rather then the extraordinary3.  It is, in part, the focus on the ordinary that 
removes this research from the realms of conventional transport study, but at the same time, the 
insights gained relate back directly into mainstream transport agendas.  From a sociological 
perspective, this therefore involves the investigation of the tripartite relationship between buses, 
passengers and the city4 
Dialectical Threesome 
Studying the social interaction that surrounds bus travel is dependent on the three cross-cutting 
and intersecting elements of the buses themselves, bus passengers and the city of Edinburgh.  
This relationship entails much more than a mode of transport that moves people from one 
location to another.  We have a bus that passes through the city, but we also have a city that 
passes through the bus (Jungnickel, 2003).  We have, then, an urban study that is firmly rooted 
around a particular object that is perpetually in motion, and we have a situation where 
passengers  are doing more than merely passing through the bus.  There is necessary 
cooperation between passengers that achieves the collective accomplishment of orderly bus 
travel.  In addition, we have a city that is inscribed by intersecting bus routes, but we also have a 
city with its own identity and rhythms that indexically reflect back upon the bus.  Here we have 
a continual shift between space and place.  
The Bus 
'It's the traffic you recall most in Bogota.  And it's the wandering packs of buses that most 
embody something essential in its reality' (Osborne, 1993). 
 
Although a long way from Edinburgh, Peter Osborne’s quote captures something tantalizing 
about the bus’s relationship to the city.  It is as if the bus is a quasi subject as opposed to a quasi 
object (Latour, 1993; Serres, [1980] 1982) within the city.  For our purposes, the interest is on 
the multifaceted nature of the word ‘bus’.  It can either refer to one particular bus vehicle, in 
that, “I was sitting on a bus”, or it can be a generic, “I need to catch my bus”, which is a 
shorthand for the buses that service a familiar and known bus route.  Similarly, the bus also 
stands as a representation of the bus network and the infrastructure that supports its operation.  
It is here that there is an intersection between time, space and place, and an embedded set of 
expectations that surround what is considered to be a fair distribution of buses.  Timetables, bus 
frequency and areas of the city that have a bus route are structural elements within the daily 
practice of bus use.  This structure, however, is not as reified as that which often features in 
                                                   
3 Michael Bull’s (2001; 2004) seminal study of the playing of music and radios in cars, for example, 
would never have come to fruition if the social study of car use investigated only dominant issues such as 
congestion. 
4 In particular, the focus here is on how people use buses.  I would like to have included the drivers in this 
study, but it made the focus too broad.  Drivers only feature briefly as an authority figure with whom 
passengers interact. 
Chapter Madder Does This Bus go to The Castle        5 
 
 
many sociological debates, because its size and scale allows the negotiated agency within the 
process of provision to be made visible (see Chapter Olive). 
   
As Bridge & Watson (2000: 374) observe, there has been widespread concern within urban 
studies literature that public space within cities is under threat.  An extreme version of just such 
a view is represented in the following quote. 
‘Today the public world is shrunken and fractured.  Parks, schools, libraries, post offices, town 
halls, and civic centers are dispersed, underutilized, and underfunded.  Yet these civic 
elements determine the quality of our shared world and express the value we assign to 
community.  The traditional Commons, which once centered our communities with convivial 
gathers and meeting places, is increasingly displaced by an exaggerated private domain: 
shopping malls, private clubs, and gated communities.  Our basic public space, the street, is 
given over to the car and its accommodation, while our private world becomes more and more 
isolated behind garage doors and walled compounds.  Our public space lacks identity and is 
largely anonymous, while our private space strains towards a narcissistic autonomy’ 
(Calthorpe, 1993: 23).     
Peter Calthorpe’s view is based on an American urban model that is highly dependent on the 
car, to the extent that it is seriously detrimental to all forms of public transport.  A highly 
patronized public bus service, does then, stand in stark contrast to this highly pessimistic view 
of the city.   
 
Nevertheless, despite the potential opportunity that the bus provides to witness people within a 
public space, I do not wish to present an unproblematic or romantic image of bus travel.  As 
Bridge & Watson (2000) observe, 
‘Differences are constituted across many dimensions from race, class and ethnicity to gender, 
sexuality, age, and able bodiedness, and none of these exists as a homogenous space or entity 
since they multiply and intersect with one another in complex, fluid, and diverse ways, (ibid.: 
251)   
In a Lothian Buses context, some of these differences are more evident than others.  For 
example, discussions surrounding public space have always been problematic in terms of 
gender, because women’s roles in public have been restricted.  My observations, however, have 
not found overt5 evidence of gender inequality whilst waiting for or travelling on the bus.  This 
is not to say, however, that there are not gender inequalities surrounding bus use, both in terms 
of transport modes and routes available, and aspects of town planning surrounding walking to 
                                                   
5 I use the term overt here because on certain bus routes there are a higher number of women over the age 
of 65 than their male counterparts using the bus.  On one particular bus route, the higher number of 
women on board seem to be engaged in domestic shopping activities that bring them into context with 
other women that they chat to on the bus.  The wider activities that surround their bus use seem to provide 
the opportunity for social engagement.  From this study, however, it is not possible to tell how this 
compares to the social interaction of their male cohorts.  
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and from bus stops along uninhabited side-streets.6  There are a number of studies that do 
highlight the gender inequalities surrounding transport use (see, for example, DfT, 2007; Grieco 
et al., 1989; Hamilton & Jenkins, 1989; Hamilton et al., 2002).  Differentiation is most visible 
on buses is along lines of social class, age7, lifecycle8, and able bodiedness9.   
 
Of these categories, it is social class that has proven to be the most difficult to account for 
within the confines of the bus.  Whilst being aware of macro circumstances and theoretical 
accounts, at a micro level, social class is not something that has a fixed identity.  Nevertheless, 
Chapter Yellow starts from a conventional perspective of social class 10 in relation to the 
common expectation that bus travel is predominantly a working class mode of transport.  Within 
the Lothian Bus context, however, this common image is disrupted by the fact that people from 
a wide variety of backgrounds use the bus, which in turn raises the question of whether the bus 
can provide a space where everyone can potentially be equal.  This interest in the potential for 
onboard equality also draws on the themes of inclusion and exclusion and considers some of the 
varied ways in which their subtle production takes place within the quotidian act of bus use.      
 
                                                   
6 Equally, there are gender differences in the reported perception of feeling unsafe whilst using public 
transport (Crime Concern, 1997).  My own study concentrates on the people actually using buses and is 
unable to account for, or predict wider travel patterns or barriers to using public transport.  For a 
discussion about women being potentially more amenable to using public transport on environmental 
grounds, see Polk (2003). 
7 In terms of age, it is children and teenager’s presence on the bus that is most problematic.  As a result, 
Ethno Log Supplementary 3 discusses some of the prevalent social attitudes towards children, thereby 
placing them in a wider sociological context. 
8 The relevance of lifecycle is most acute here in terms of carers travelling with children’s prams and 
buggies.  Both men and women can be regularly observed trying to negotiate wheeled devices on and off 
buses.     
9 On the bus, issues of infirmity intersect with lifecycles.  Chapter Navy discusses the issue of the elderly 
infirm, and others with special mobility needs being brought into conflict with buggy-users.   
10 Although I use the term social class at this juncture, it is not something that has been theorised here.  Its 
usage in Chapter Yellow echoes a general understanding, which only becomes something more narrowly 
defined within a particular membership categorisation, which is explored in Chapter Khaki. 
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The City of Edinburgh 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
‘That first half-blind glimpse of Edinburgh happened by chance to catch one thing about it 
which anyone accustomed to cities would probably not have seen: that it is a city of 
extraordinary and sordid contrasts.  The tourist’s eye is a very specialised mechanism, and it is 
quite capable of such apparently impossible feats of taking in the ancient monuments and 
houses of Edinburgh without noticing that they are filthy and insanitary’ 
(From Scottish Journey, Muir, [1935] 1980: 9). 
 
I have included these two quotes for a number of reasons, the first of which is that they 
represent a named place rather than a generic space.  Both quotes capture the longstanding 
tension that exists between tourists and many residents, and these extracts also hint at the multi-
faceted nature of Edinburgh. This has implications for how the bus is experienced within the 
city.  First, it is important to mention that this study is set in the city of Edinburgh, but not 
because Edinburgh offers something that other cities could not match or that the transport 
system is generically different from elsewhere.  It is important because Edinburgh represents a 
named place, as opposed to an abstract spatial concept of a generic city.  This study could have 
taken place in London, Cardiff or Belfast and in each case the local character and intersecting 
histories would have added their own unique narratives.  If, for example, when highlighting the 
importance of the tripartite relationship, I had simply referred to the relationship as being 
between bus, passenger and city, ‘the city’ would be in danger of being treated as space rather 
than a particular place (Bonner, 2002; McHugh, 2005; McHugh et al., 1974; Raffel, 2006).  
Idiosyncrasies within place disrupt generalisation.  The implications for the theorist in search of 
‘Din Eidyn’s days are long since gone; 
...Auld Reekie’s had it too... 
...The Athens of the North? Aye well... 
...Embra then? Sure enough... 
... 
Edin-burg! I heard that once 
too often; a Yank in a car 
who asked me for directions. 
Keep right on, I said (a youthful prank) 
And sent him to Dunbar 
... 
So, what’s in a name? Edinburgh. 
To me it always was the Toun. 
I’ll meet you up the Toun I’d say,  
the intention always clear...’ 
 
(Extract from the poem, The Toun, [town] by Jim Glen, 2000). 
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a common good means a dialectical engagement takes place within and between the essence and 
the particular (Blum & McHugh, 1984)11.  
 
This idea of place sits in contrast to a city as a tourist destination.  In both the Glen and Muir 
extracts, the tourist is treated as a person who is only interested in ‘the tourist gaze’ (Urry, 
1990) of any city.  The tourist comes to stand for someone who only engages with surface 
appearances, and hence Muir’s observation that the tourist is able to filter out anything 
unpleasant.  This interest in the superficial was observed by McHugh et al. (1974), who argue 
that the traveller lacks a commitment to a particular place12. 
‘That travel is to be anywhere, rather than somewhere, explains some familiar features of the 
phenomenon...the traveller’s interests in beauty and exoticism are surface versions of her/his 
commitment to be anywhere, and so even the beautiful will not attract her/him for long since 
s/he is interested in beauty not as her/his version of somewhere (community) but as her/his 
version of anywhere.  Beauty is oriented to by the traveller only in so far as it satisfies her/his 
craving for looking’ (Ibid.: 138-9). 
Yet, in Edinburgh, the relationship between tourist and resident is more ambiguous because 
Edinburgh residents know that the city benefits from the considerable income generated from 
tourism13.  Equally, many sites of interest and public spaces only receive adequate funding 
because of a recognition that ‘the built heritage’ is a profit generating commodity14. 
Simultaneously, these benefits have to be balanced against the resulting transport problems 
caused by the increased volume of visitors to the city at peak times.  Many residents complain 
that it is difficult to move around the city during the time of the Festival(s) (see Ethno Log 
Supplementary 4 page 237)*, because road space and bus space is filled beyond capacity.  
Equally, although it could be argued that the whole city benefits indirectly from the income 
generated by tourism, for the people living in the poorest and non-tourist-frequented areas, these 
economic arguments are perhaps less widely accepted.  Indeed, there are visible signs on the 
city’s buses that point to an uneven distribution of resources.  For example, the buses that 
operate along known tourist routes receive priority, with high-frequency premier routes and 
new-model buses, and extra resources directed to keeping these buses clean throughout the 
day15.  This disparity between the areas of the city where tourists do and do not go is echoed in 
the uneven tempo of different transport routes through the city.  
                                                   
11 My usage here is consistent with how the authors engage with the Heideggerian and Socratic concepts 
of the ‘whatness’ and the ‘thatness’. 
12 McHugh et al’s (1974) use of the term traveller is in keeping here with my own use of the term tourist. 
The authors stress that they are mot making a moral judgment against travel. 
13 Visit Scotland (2005) estimate that in 2005 visitors to Edinburgh and surrounding areas spent over one 
billion pounds (http://www.visitscotland.org/edinburgh_city_2005.pdf, Accessed, 12/12/07)  
14 The historic architecture, in combination with its statutory protection, means that many parts of the city 
are very inaccessible to people with mobility impairment (Gleeson, 1999).    
15 pers. comm. off-the-record comment by bus inspector based at Annandale Street depot, 2004.  
Although the topic of tourism does not feature within this study, there are nevertheless tensions that 
surface from time to time which manifest themselves as the outsider who does not respect the rules.  
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Similarly, individual biographies and personal histories can both conflict, and map on to a 
collective inscription of past and present. ‘The visible places of the city are brought into contact 
with an invisible order’ (Crang & Travlou, 2001: 173).  Thus, building on Wilson’s (1991) 
analogy of city as text, Alan Blum notes in The Culture of Cities website:  
‘The history, practices and actions which a city produces over time can then be understood as 
a city’s “speech,” made vivid and discernible in a multitude of texts that are read as traces or 
inscriptions of its particular character... The material city makes reference at first to the 
landscape and topography of the city as a symbolic order and imaginative structure.’ 
(http://www.yorku.ca/cities/city/words/pub_con-dex.html, Accessed 02/02/07).    
It is in this context of endeavouring to explore the material structure in relation to the practices 
that form their own inscriptions within the city, that I have attempted to capture the ephemeral 
nature of these inscriptions through the presentation of two pictorial journeys.  As well as 
Blum’s (2003) Imaginative Structure of the City, providing the inspiration here, the aim is also 
to explore how the disparity of resources is inscribed as an uneven tempo within the urban 
context of Edinburgh bus routes.  I have linked this idea of an uneven tempo to that of 
competing rhythms within the city, and as a result, Chapter Beige draws on Henri Lefebvre 
Rhythmanalysis (2004).  Despite agreeing with many of Lefebvre’s arguments and using his 
formulation of the ‘everyday’ as a dialectical concept, this thesis is also an indirect challenge, 
however, to Lefebvre’s depiction of the typical public transport user. 
 
The passengers 
‘One only has to open one’s eyes to understand the daily life of the one who runs from his 
dwelling to the station, near or far away, to the packed underground train, the office or the 
factory, to return the same way in the evening and come home to recuperate enough to start 
again the next day’ (Lefebvre, 1996: 159). 
 
Juxtaposed to our familiar mundane travel we have genres of science fiction such as Star Trek 
that have subjugated the tyranny of space through the process of human inter-galactic travel, 
travelling faster than the speed of light.  Yet, even here there is a fictional speed limit.  This is 
because a journey is dependent on duration, and without it, we are still ‘here’ rather than ‘there’.  
Duration gives us a new perspective, and while people sitting on a slow bus may wish for a bit 
of warp speed rather than warped legroom, there is something that can be gained from the time 
within the journey.  Speed limits, distance travelled, and overall travel-times are essential parts 
of a journey16 – they enable us to join various parts of our lives together.  Speed, time and space 
are also at the heart of a capitalist economy where profits are dependent on quick and efficient 
                                                                                                                                                     
Equally rush hour during the July and August can be a fraught time when locals are unable to board their 
bus home because it is full of tourists.    
16 It is the time-space duration of the journey that creates the necessary habitat of passengers. 
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circulation of artefacts and people (Harvey, 1989; Sassen, 2001; Virilio, 1997).  Indeed, 
postmodern theory makes science fiction obsolete with its descriptions of money and powerful 
corporate decisions happening at the push of a button, initiating movements of money around 
the globe17.  Nevertheless, the people with their finger on the pulse of these new virtual 
mobilities still have to commute to their postmodern offices on twentieth-century engineered 
roads.  Equally, those that have no job to go to, or those struggling with their own physical 
mobility, still need to travel within the city.    
 
In contrast to being in the subterranean world of the subway, or the fictional idea of travelling 
faster than the speed of light, Edinburgh’s bus passengers can idly gaze upon the city for the 
duration of the journey.  De Botton (1993) observes that the flow of the passing landscape is 
conducive to freeing our minds from their usual habitual thoughts.  Thinking becomes less 
constrained when our thoughts do not have a fixed focal point.  Where the bus passenger’s 
experience differs from De Botton’s observations of train journeys, however, is that the city bus 
journey is usually much shorter, stops more frequently, and does not contain hours of open 
landscape to gaze upon.  Indeed, due to the length of some journeys, the process of waiting, 
boarding and alighting can take up nearly as much time as the time spent sitting down. 
Similarly, for the season-ticketed bus traveller, the bus ride is part of a daily routine, which is 
diametrically divergent to the idea of travel as an expedition into the new and exotic.  As a 
result, it seems dull and uninteresting to the point where the very idea of a journey becomes 
superseded by the commute.  
 
If we were to compare Edinburgh to somewhere like London, for example, then Edinburgh  
provides a rather weak version of the clichéd view of the commuter, in which everyone has the 
appearance of being on ‘automatic pilot’ and disengaged from their surroundings18. Similarly, it 
is only for a short period of time throughout the day, and on small sections of the bus routes. 
that there is ever standing room only.  Equally, I hope to show that a common portrayal of the 
city being populated by people with a permanent Simmelian blasé demeanour is to seriously fail 
to notice the rich social exchanges that take place within the everyday life of the city.  This is 
not to say, however, that there is an absence of pressure to complete a journey as quickly and 
efficiently as possible.  This pressure can make people more focused on their destination rather 
than on their immediate surroundings.  In this respect the blasé attitude is locked into a tension 
between community values and economic pressures.  From a practical perspective, commuters 
in terms of large numbers of people all wanting to travel at the same time, present an operational 
                                                   
17 This is not to say that these technological innovations do not create a new set of time and distance 
constraints.  See for example Poster (1995) 
18 Another area in which Edinburgh and London can be contrasted is in terms of size and volumes of 
people travelling on public transport.  In Edinburgh the tourist stands out more as someone who is ‘other’.  
On the London Underground, for example, the distinction is made between the competent and 
incompetent transport user rather than the local and tourist.  (See Chapter Brown for a discussion 
surrounding the concern with following the rules)   
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problem and it is this aspect of transport provision that tends to dominates transport policy 
(Scottish Executive, 2006b), and clock and calendar time take on universal structural 
significance or a ‘ubiquitous code’ (Postill, 2002). 
 
Yet, despite the fact that there is a ‘...heavy reliance on linear quantifiable notions of time’ 
(Adam et al., 2002: 7), local travel can potentially provide pockets of escape from this type of 
time demand.  For example, on the one hand, consumer society presents the appearance of a 
myriad of suggestions of how people can choose to spend their time, and on the other, the more 
embedded reality is that people are often locked into an acute time-bind (Hochschild, 1997) 
which can be conducive to feelings of guilt about doing nothing.  Being on the bus gives people 
permission to relax because there is a limited number of possible activities to undertake.  The 
main task of travelling is taking place, therefore the deed of doing something is being fulfilled, 
so daydreaming is now acceptable because time is not being wasted19.  Similarly, Mokhtarian & 
Salomon’s (2001) ‘teleportation test’20 demonstrated that contrary to popular opinion, many 
commuters did not consider that the time spent travelling was dead-time.     
 
In terms of a focus on passengers, commuters are only one type of passenger using local bus 
services.  People also travel by bus to meet friends and family, go shopping, attend official 
engagements; the list is as varied as the city itself.  Equally, two people making a similar 
journey may have very different experiences.  Nevertheless, the non-glamorous perception of 
‘local’ and ‘daily’ travel is bound up with conceptions of the everydayness or the 
‘quotidienneté’ (Lefebvre, 1981: 8)21, which conceives the everyday as a homogenous and 
repetitive process.  We take hope, however, from Lefebvre’s position that the everyday is 
dialectical and that there is a continual tension between linear and cyclical repetition of the lived 
human experience or la vie quotidienne22.  Equally, abstract timetables are held in tension with 
individual passenger needs, as inadvertent tactics of resistance (de Certeau, 1984) disrupt the 
homogenous repetitive experience of daily travel.  Despite these potential disruptions, however, 
I am not making any claims about bus passengers having the potential to offer revolutionary 
transformations of the everyday.  Instead, it is worth considering whether boredom can be a 
positive quality or a necessary form of suffering.  Perhaps it is the avoidance of boredom that 
                                                   
19 From a rational perspective of having to use time well, Lyons (2003) and Lyons et al. (2007) examined 
the tasks that people do while travelling.   
20 In this study the authors asked the question “If you could snap your fingers or blink your eyes and 
instantaneously teleport yourself to the desired destination, would you do so?”  From the results, the 
authors argue that contextual location was important and that may people welcomed the physical 
separation of home and work.     
21 See Ethno Log Supplementary 2 for a brief description of Lefebvre’s tripartite analysis of the everyday.   
22 Lefebvre cautions against treating “lived experience” as the only signifier of the everyday or le 
quotidien because the everyday is not just the concrete and perceived, it is also a concept.  As such, the 
everyday is a structure and a product, and the only way to uncover all its many facets is through critical 
analysis.  As Elden (2004a) notes, the structure and product is better represented by Lefebvre’s term, 
oeuvre, which is ‘the production of knowledge, of institutions, of all that constitutes society’ (Lefebvre, 
quoted in Elden, Ibid.: 94).   
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leads to the banal as a form of triviality (Debord [1967] 1994).  It is in this vein that I hope to 
reveal that within the practice of mundane bus travel moral and ethical issues are worked out on 
a daily basis. 
 
Appositely, within a British context, David McKie observes that despite the inconvenience and 
frustration that bus travel so often involves,  
‘...you will certainly hear and learn a lot more on the buses of Britain about the country you 
live in than you ever could if you travelled only by speedy train or convenient car’ (McKie, 
2006: 4). 
Likewise, then, I hope that the excursion along some of Lothian Buses bus routes will be 
revealing about the character and identity of Edinburgh, and in turn will point to something 
essential that can potentially be said to be applicable to other cities, if we choose to look at the 
depth of work taking place within everyday human interaction.    
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Having loaded that hotly 
awaited film by a favourite 
director, and sitting 
comfortably on the sofa, the 
DVD menu presents a choice 
between ‘Main Feature’ and 
supplementary options such 
as ‘Behind the Scenes’ or a 
commentary that explains the 
intended meaning.  At this 
point the viewer has a choice 
of which to watch first.  Usually there are no numbers that influence this choice, and the non-
linear menu format means there are no expectations placed on the viewer1.  I would like to offer 
the same choice here, but the limitations of a paper-based document make this more difficult to 
achieve.  In addition, academic conventions also place restriction and expectations on how a 
work of this nature should be presented.   
 
Notwithstanding these hurdles, I have nevertheless attempted to give the reader a degree of 
choice by deliberately not numbering the chapters.  Instead, I have taken my inspiration from 
the transport arena itself and used colours to ‘brand’ the chapters.  As with the ‘Main Feature’, 
the main body of this thesis has an intentional linear narrative of progressing through various 
aspects of a bus journey.  My own desire for choice arises around the issue of whether to read 
the ‘Main Feature’, which starts with A Fair Ride in the City and ends with This Bus will 
Terminate at Longstone, first, or to head for page*202 and read the rationale behind this 
presentation.  Reading Chapter Amber: Research Reflection, first will perhaps alleviate certain 
“conventional” methodological concerns that may arise in the main text, and also contextualise 
this study within a certain epistemological framework.  Taking the conventional route of just 
turning the pages in sequence will perhaps present the opportunity for a less predictable read.  
 
The reason for this approach is that as a means of reflecting on my own academic practice, other 
than saying that this is a qualitative study based on observational data, I am delaying any 
discussion about my own ontological position until Chapter Amber.  This is perhaps an over-
ambitious or naïve aim, but I would like to set out my argument in such a way as to allow it to 
stand on its own merits rather than only being acceptable from a particular point of view.  
Similarly, it is the substantive practice surrounding bus use that I hope to bring to the fore rather 
than the embedded theory becoming the topic of study.    
 
                                                   
1 The same being true for internet sites.  
Jigsaw by Helen Broadhead  
  
 
A Fair Ride In The City 
Bus Stop 
 
 
 
 
 
 
 Yellow:  A Fair Ride in the City  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
YOU ARE HERE 
 
 Open-minded space needs both pleasure and reality 
 Dead time – the single-minded bus  
 Social Inclusion – necessary conflict 
 Public service provision  
 Bus space 
 Expectations of how to co-produce a city 
 Diversity 
 A divided city 
 
 
Chapter Yellow A Fair Ride In The City 16 
 
 
 
Figure 1 TRi Survey, 2003, respondents’ likes & dislikes: high fares 
 
‘The bus was perhaps the most indelible symbol of public space in my daily encounters, 
stitching together the crazy quilt of L.A.’s communities for an eighty-cent fare’ (Hutchinson, 
2003: 49).  
 
One city, one transport network 
The Edinburgh based charity OneCity Trust has the aim of tackling social injustice and 
inequality within the City of Edinburgh.  Its name, ‘One City’, is a mission statement rather than 
a reflection of a reality within Edinburgh.  The trust has also been responsible for delivering a 
book One City (2005) which is a collection of short stories presenting different perspectives of 
Edinburgh by the well-known novelists, Alexander McCall Smith, Ian Rankin and Irvine Welsh.  
In the introduction, J.K. Rowling describes her own personal experience of being on the wrong 
side of the social divide.  Describing where she initially lived when she moved to Edinburgh, 
she writes: 
‘Violence, crime and addiction were part of everyday life in that part of Edinburgh. Yet barely 
ten minutes away by bus was a different world, a world of cashmere and cream teas and the 
imposing facades of the institutions that make this city the fourth largest financial centre in 
Europe.  I felt in those days as though there was an abyss separating me from those who 
bustled past me carrying briefcases and Jenners bags – and, in truth, there was. 
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The OneCity Trust has identified this separation as a “culture of contentment”, which insulates 
[the more affluent] from the disadvantage experienced by excluded groups and areas’. These 
groups may include the poor, disabled, those marginalized due to their ethnicity or, in the 
words of OneCity ‘people who feel isolated from others and from the benefits of the city’, a 
wholly accurate description of how I felt then’ (in McCall Smith et al., 2005: 3).  
Rowling’s two paragraphs reflect the opinion that Edinburgh is a hugely divided city.  This 
division is not addressed in the same way within the official political rhetoric.  Instead, the term 
‘social exclusion’ is used as a catch-all phrase for people and the effects of exclusionary 
practices.  This term infiltrates our everyday language and The Government’s Social Exclusion 
Unit defines it as follows:   
 
‘Social exclusion is about more than income poverty.  Social exclusion happens when people 
or places suffer from a series of problems such as unemployment, discrimination, poor skills, 
low incomes, poor housing, high crime, ill health and family breakdown. When such problems 
combine they can create a vicious cycle. 
 
Social exclusion can happen as a result of problems that face one person in their life. But it 
can also start from birth. Being born into poverty or to parents with low skills still has a major 
influence on future life chances [sic.]’. 
(Social Exclusion Unit; http://www.socialexclusionunit.gov.uk/page.asp?id=213, accessed 
17/08/05). 
 
Rowling’s and the Social Exclusion Unit’s extracts have much in common.  However, 
Rowling’s accounts adds a further dimension.  She challenges a common expectation that cities 
are places where social inequalities are made highly visible.  For example, a homeless person 
sitting outside a designer shop hopes to receive some small change by infiltrating the distracted 
conscience of the wealthy shopper emerging from the glass-fronted fortress.  In theory, the city 
makes visible the startling contrasts between rich and poor, but Rowling’s quote suggests that 
this stark contrast is only visible from the outside.  The poor are marginalized by their lack of 
spending power and credentials, which renders them invisible to most people engaged in city 
life.  Unlike the city walls of the medieval city, the modern city socially excludes in much more 
subtle, but no less effective, ways. 
    
Consider the bus; Edinburgh’s only means of local public transport; within this divided 
landscape it is possible to view it as a space where the socially excluded have yet to be excluded 
from1.  It is fair to say that the very rich and powerful ‘ air people’2 will not be travelling by 
                                                   
1 The important issue of paying to access the bus is being put aside at this point, but will be returned to in 
more depth.  
2 Raban’s (1974) term for describing the extremely wealthy people in New York who are isolated from 
street life.  Living in security-controlled penthouse apartments and moving between destinations in 
chauffeur-driven limousines, these people need never come in contact with the public sphere.      
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bus, but people in expensive business suits are a regular sight on the inner city’s buses in 
Edinburgh.  Indeed, the TRi Travel Survey (2003) also revealed that people travelling by bus 
range across the Occupational Category spectrum from 1 – 5.  In economic terms, there are 
therefore people travelling by bus who have no alternative means of transport, alongside people 
who voluntarily choose this mode.  Due to congestion and limited inner city parking, the bus is 
an attractive option.  Therefore the bus is a place that has the potential to reduce the social 
divide within the city.        
 
With this in mind, this chapter will explore the bus as an important public space, considering the 
implications of bringing people from different social spheres together and confining them in a 
small and limited space.  The very nature of this confined space means that people have to limit 
their own expectations of personal space, being in closer proximity to strangers than most would 
normally choose.  In this respect, this is a place of potential equality, where everyone has to 
make a small sacrifice for the greater good of the bus as an entity.  There are obvious limitations 
to this equality.  The unemployed man is only equal to the woman in a highly paid job for the 
duration of the bus journey.  At the end of the journey the employed woman is much more 
likely to have access to a greater number of commodities and services that the city has to offer.  
In contrast, the unemployed man may have an abundance of free-time that would be envied by 
the full-time working woman, but without adequate resources this time adds to the sense of 
alienation.     
 
The main criticism, therefore, of taking such an approach is why should anyone bother to study 
a space where equality is so transitory?  Even worse, taking this partial equality seriously may 
result in it being seen as a superficial veneer that smoothes over the causes of inequality within 
the city.  Indeed, these concerns have been wrestled with throughout this research project.  Yet, 
this concern has been in continual tension with the haunting worry that if equality cannot be 
realised within such a limited space, then how could there ever be any possibility of extending 
this equality to other areas of the city?  If the bus, as a basic social system, delivers unjust 
outcomes, what hope is there in ever achieving a just society in an extended complex social 
system?  The bus therefore represents the positive potential of city life where strangers achieve 
a collective aim of travelling between places and, in the process, add to the diversity of place.  
Indeed, the bus is an important lifeline to isolated communities in outlying areas of the city.   
 
However, if, as Rowling claims, the city is successful in the way it isolates the haves and the 
have-nots, there is a danger that the bus in its current form of existence could be under threat.  
The continuation of a public space that all social classes can use in relative harmony is in 
serious jeopardy if there is a tension between different social classes.  There are two ways that 
this could potentially happen; either the more well-off will stop taking the bus, or the people 
who have no other means of transport will be excluded in some way.  If the bus passengers, who 
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have other means of transport, decide to stop taking the bus, it would have widespread 
consequences for the whole service.  A decline in patronage would have a direct effect on bus 
revenue, not only losing the revenue of this group, but also losing their voice, accentuating this 
decline.  The people with transport choices are vital in maintaining high standards.  If people 
have alternatives, they are in a stronger position and have higher expectations, demanding a 
certain level of service.  Making these demands is also helped by having the social capital 
required to have the skills and resources to know how to promote these demands more 
effectively.  In a customer-driven economy, service standards are only going to be kept high if 
people are not taken for granted.  This is not an argument that is dependent on the private sector.  
Indeed, it is quite the reverse.  National and Local Governments have a vested interest in 
minimising congestion, and it is therefore in their interests to keep people out of their cars by 
delivering high standards on the buses, as indicated in many of their policy documents (City of 
Edinburgh Council, 1999; 2000; 2003; 2004; 2007a; 2007b; DfT, 2006; Scottish Executive, 
2003b; 2006b). 
 
At the other end of the social spectrum, there is, ostensibly, a less serious danger that the 
wealthy will build a case against the already socially excluded.  It seems hard to imagine that 
this would be a real possibility, but what is more likely is that if the offending people cannot 
routinely be kept off the bus, they will have to be policed, regulated and/or segregated.  Indeed, 
there is already a case being built to control the centuries-old concern of the unruly underclass3.  
The ultimate dystopian transport outcome is represented in Davis’s (1990) Los Angeles where 
he believes that the wealthy have physically managed to isolated themselves from the 
disadvantaged by designing the city to serve their own interests, and acting as an effective 
fortress to keep out the poor or anyone else that threatens to bring diversity to the city.  One of 
the ways that it has been possible in LA is through the use of private transport.  There are 
physical barriers to walking or taking buses to certain parts of the city.            
     
It has to be emphasised, however, that this is not just an account of the socially excluded using 
buses.  To single out one particular group would be, yet again, to marginalize them within the 
social theory.  Not only would it marginalise a particular group of people but it would also 
obscure essential elements of the city.  The social tensions and clashes of personalities4 are 
taken to be a major component of any form of shared existence.  Yet, how these tensions 
manifest themselves is not something that can be taken for granted.  Blum asserts that it is 
through the discursive fragments that the city reveals itself. 
                                                   
3 Evidence for this will be explored within the discussion of the observations in Chapter Khaki. 
4 Personality here is not referring to the psychological differences between people, but instead, is a 
shorthand for the snapshot of differences that are brought into view through particular activities within the 
city.  Appearance, body-language, accents and behaviour are all potential markers of individuals or social 
groups.      
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‘Critical incidents and case studies bring to view the ongoing tension in the city between 
fragmentation and participation in the spectacle of the continuing collectivization of social 
formations’ (Blum, 2003: 103). 
He carries on to point out that  
‘…accounts of residential segregation and of discrimination are only part of the city’s story 
because in a more fundamental sense we need to encounter the social phenomenon of its social 
mix.  For example, if difference of gender, age, and race are typical to any city, how are these 
differences distributed in the streets, public spaces, and activities of the city not only in 
specified territories but at different times of the day as well?’ (Ibid.: 104) 
 
With Blum’s words in mind then, there is a necessity to get beneath the surface and beyond the 
tourist gaze, and engage in the everyday functioning of the city.  This ultimately requires a 
public space.  The bus seems to be an appropriate site where the everyday functioning of the 
city can be observed.  As well as being an important part of the city’s infrastructure, the bus is 
also a vital public space within the infrastructure.  However, the term public space cannot be 
glossed.  As Rowling observes, people within the city brush shoulders, but contemporaneously 
occupy different domains and experience very different realities.  Indeed, As Patton claims: 
'Cities are places in which different kinds of people live in relative proximity to one another, 
sharing services as well as space, but not always belonging to a single community'  
(1995: 118). 
Open-minded bus 
Acknowledging that the cityscape is not a unified co-production is a move in the right direction.  
The next step is to attempt to present the different layers and realities within the city.  However, 
there is a serious danger that such a portrayal will just produce a set of compartmentalised lives; 
the rubbing shoulders as people go about their unconnected business.  For a public space to have 
any real meaning it needs to be somewhere that everyone comes together to engage in a shared 
activity.  Yet, as Walzer (1995) argues, shared interest alone is not enough to make a public 
space, because if we consider his familiar typology of public space with its dual aspect of being 
either ‘single-minded’ and ‘open-minded space’, we start to see a gradation in the classification 
of public spaces .  Single-minded space he characterises as  ‘…designed by planners or 
entrepreneurs who have only one thing in mind, and used by similarly single-minded 
citizens….Zoned business and residential areas are single-minded' (Ibid, :321).  A shopping 
mall could be classed as just such a place, with shopkeepers focused on selling their goods and 
shoppers in search of a desired commodity, but even then, it is only a shared interest in so much 
as it is an exclusionary cash nexus.  Designer shops do not need to have a sign on the door 
telling poor people to keep out: the exclusivity works in more subtle ways.   
 
In contrast, Walter (1995) describes 'Open-minded space designed for a variety of purposes, 
including unforeseen and unforeseeable uses, and used by citizens who do different things and 
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are prepared to tolerate, even to take an interest, in, things they don't do.  When we enter this 
sort of space, we are characteristically prepared to loiter…The city centre (as it once was) and 
also the "quarter" or neighbourhood with its own stores and shops and small factories constitute 
open-minded space' (Ibid.).  Initially, when situating the bus in relation to these two types of 
spaces, it would seem likely that the bus would be considered a ‘single-minded space’ because it 
exists for the single purpose of moving people through the city.  However, when we start to 
explore people’s attitudes towards the bus it starts to become less single-minded.  The following 
quotes in Figure 2 below are taken from the TRi Household Survey, which had an open-ended 
section within the questionnaire that asked respondents what they liked and disliked about 
buses. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Figure 2: TRi Survey, 2003, respondents’ likes & dislikes: enjoy meeting people 
 
Transport studies often acknowledge the importance of public transport as a means of 
maintaining social ties through the function of transporting people to an external social 
destination.  However, these quotes reveal an added dimension to the social aspect of the bus, 
which is that the bus can be that social venue5.  It is not just through positive comments that the 
social aspect of the bus is revealed as the following quote demonstrates: 
                                                   
5 This is one of the unrecognised failings of Dial-a-Bus schemes, in that although they provide a valuable 
transport service and are a publicly funded amenity, they are not part of the public space within the city.  
This astute observation was effectively portrayed in the Scottish BBC sitcom Still Game, first shown, 
BBC Two, 22:00hr, Friday 5th August 2005 episode 3 – ‘Dial A Bus’.  The characters Jack and Victor 
referred to the bus as a coffin on wheels.  Having interviewed people with mobility problems during the 
 
 
 
 
 
 
 
‘I enjoy the bus, you can 
meet different types of 
people’. 
(Female respondent aged 60) 
 
‘I meet friends and 
neighbours on the bus and 
it’s nice to catch up on 
gossip while travelling’.  
(Female respondent aged 82) 
 
‘Meeting other people 
when I use a bus’ 
(Female respondent aged 48) 
 
‘Like to be out  
and meet people’  
(Female respondent aged 86) 
 
If you use buses, please tell us in your own words what you like 
and dislike about travelling by bus in Edinburgh? 
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Figure 3: TRi Survey, 2003, respondents’ likes & dislikes: respecting the bus 
 
Not only does this woman enjoy meeting people on the bus, but she also is expressing an array 
of likes and dislikes about the bus.  However, these likes and dislikes are more than expressing a 
consumer preference for blue or green cheese & onion crisp packets.  People read the Metro, eat 
and drink6, travel with dogs, and meet people.  From the expression of irritation we can also 
deduce that the bus provides a rich stimulus produced by the array of beings that frequent it.  
The respondent, in reporting other passengers’ behaviour as inappropriate, is drawing our 
attention to a particular set of shared values.  She expects everyone to respect the fabric of the 
bus and demonstrate this shared concern by not putting feet or pets on seats and not dropping 
litter.  Although these complaints take issue with particular behaviours it does not mean that 
they undermine Walzer’s criteria for an open-minded space where people have to be tolerant.  
The respondent is not objecting to people reading the Metro, only that they do not tidy it away 
once they are finished.  The same could be said of a public square, that people are free to do 
what they like as long as they respect the space that enables freedom of expression.  
 
However, despite this strong social element within the bus, it could still be argued that it is 
nonetheless a single-minded space because it exists with the single purpose of being a mode of 
transport.  One way forward would be to still consider the bus as a single-purpose transport-
                                                                                                                                                     
Try a Bus Day on 19th June 2007, one of the recurring comments was how important it was to be able to 
use the same bus as everyone else.  One woman in a wheelchair said she would feel more integrated 
within the community if she were able to use the bus (see Poster in Ethno Log Supplementary 11). 
6 It is not officially permitted to eat or drink on the bus.  
 
 
‘Bus drivers are polite and mannerly and very smartly dressed.  
Enjoy free bus pass.  Enjoy meeting people.  Do not like dogs on 
buses – some sit on seats – should be notice – ‘No dogs on 
seats’.  People drop litter – drink cartons and bottles – 
especially upstairs – Metro newspapers get left lying around – 
could have notice about litter.  Mobile phones are a bit loud.  Do 
not like people putting feet on seats at back of new buses’ 
(Female respondent aged 62) 
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mode, but also a multifarious city entity7.  Yet, there is still something glossed by assuming that 
a mode of transport has a single purpose8.  Yes, it gets people from one place to another, but it is 
also important to consider the reason for the journey and how the journey is experienced at an 
individual level.  People may be travelling for either social or business purposes, but within 
these two categories there are another two important factors to consider.  The first is travelling 
with an externally imposed deadline at the destination; and the second is having an open-ended 
time-scale with a flexible destination time.  Business and pleasure trips can overlap here 
because there will be business journeys that do not require that an individual gets to a particular 
place for a certain time.  Equally, social trips can have imposed time restraints, either having to 
make a travel connection or meeting someone at an agreed time. 
 
Nevertheless, even where business travel does not necessarily have an imposed deadline, such 
as when, travelling home from work, there is a sense in which the journey time is added onto the 
net productivity of the working day.  That is, people get paid for working a certain number of 
hours per day that does not, under normal circumstances, include travelling to and from the 
official place of work.  This time is not paid for by an employer, it is a direct time-cost that the 
employee adds onto the working day.  Understandably, journey times, reliability and frequency 
become important indicators of how people rate the overall bus service9.  Under these criteria, 
efficiency determines the purpose of the journey: getting from A to B as quickly as possible. 
Therefore, in addition to mathematical time-space relationships, there is also a potential link 
between time and socially constructed space.  One of the observations at an individual level is 
the blinkered effect of a journey that is tightly coupled to the events subsequent to the journey.  
The focus shifts from the here and now to the single-minded focus of the destination.  
 
Although there is often an economic pressure for quick journey times the quotes in Figure 4 on 
the following page demonstrate that it is not necessarily people in full-time employment that are 
impatient about potentially slow buses. 
                                                   
7 I am grateful to Jeni Harden (pres.com) for emphasising the importance of a mobile open space as a 
unique space within the city.   
8 In studies of car occupants it has been observed that that multi-occupant cars tends to produce 
multipurpose and multi-destination journeys (Jones & Bradshaw, 2000; Laurier et al., 2005).     
9 The TRi Household Survey (2003) is typical of the genre in transport studies in which respondents are 
asked about reliability, unpredictability and journey times.  
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Figure 4: TRi Survey, 2003, respondents’ likes & dislikes: journey time 
 
What these two quotes do have in common, however, is that although they have a different 
assessment of whether the bus is slow or quick, it is still used as a criteria for judging the value 
of the bus.  Equally, one of the bus company’s main aims is to provide a quick and efficient 
service.  This pressure comes from two spheres of influence.  The first is the direct commercial 
pressure, which dictates that taking less time to get from A to B makes the service more cost-
effective in terms of both the driver’s labour costs and the capital investment, where one bus can 
clock-up more bus fares in a shorter period of time10.  The second comes in the form of a 
political imperative from the Scottish Government (Scottish Executive, 2002; 2003a; 2003b; 
2004; 2006a; 2006b; Scottish Government, 2007) that purports a direct relationship between 
public transport provision and growth in the national economy.  There is therefore both internal 
and external pressure to position the bus in the single-purpose space of the commuter corridor.    
  
Yet this political pressure is compromised by another set of social policies.  There is political 
recognition that a public service has the responsibility to cater for as many people as possible, 
which means providing customised access to the infirm, elderly and the very young.  Equally, 
Edinburgh, as a tourist destination, has to make special allowances for visitors who are 
unrehearsed in the local travel script.  Subsequent observations will highlight some of the 
tensions that arise from this conflict of interest.  To some extent, this conflict can be seen as a 
shift in focus between temporal and spatial priorities, with the temporal priority being based on 
                                                   
10 In addition to the economic advantages, efficiency also has the environmental advantage of saving on 
fuel.  
 
 
‘When you are used to the convenience of 
car travel travelling by bus stopping at 
every stop becomes slow and tedious’.  
(Male respondent aged 75) 
‘Like: fairly quick once on, clean 
comfortable.  Dislike: double-
deckers at night not being able to 
read Times at night’.  
(Female respondent aged 46) 
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the premise that time is money and therefore the first priority of public transport is to get people 
to work as cheaply and quickly as possible.  
 
However, at this stage it is still not possible to conclude that all commercial pressures 
necessarily equate to a degradation of open-minded space.  If speed was the only measure of 
success, car manufacturers would only advertise the benefits of getting from A to B efficiently.  
Certainly these are major considerations.  The car’s performance, fuel consumption, comfort 
and safety all factor into this equation, but there are a number of other considerations.  The 
choice of car can also be about having fun: “it’s a pleasure to drive” or “it’s sexy”.  Cars are 
also important markers of status or lifestyle choice, and are often sold with the promise of 
freedom, empowerment and/or adventure obtainable through the vehicle in question.  Equally, 
national-carrier airlines promote the travel-experience rather than a single-purpose of getting to 
the destination11.  Just as people may merely go for a walk through the city for the pleasure of 
being in a particular public space, they may also travel for the enjoyment of the travel rather 
than having a particular place to go – the Sunday driver being a case in point.  Day trips often 
have a planned destination, but as Brown & Laurier’s (2004) study reveals, even when people 
are taking the trouble to map-read to find a particular destination, the whole process is much 
more than the arriving and returning. 
 
Admittedly, this is not a comparison of two similar entities, because it is not car manufacturers’ 
responsibility to provide the road space for quick transit.  The car companies still make a profit 
if their cars continually end-up in daily stationary queues.  Yet, despite the reality of car 
congestion and slow journey times, large numbers of cars continue to be sold profitably.  An 
obvious difference between cars and buses is that the process of car-marketing sells a dream12.  
The advertisements highlight the instant pleasures associated with owning, driving or travelling 
in a particular model and keep any negative realities of owning a car to a minimum.  Car 
marketing usually avoids drawing attention to any form of reality principles associated with 
driving.  The glossily advertised road space is, more often than not, an unrestricted highway that 
promotes the feeling of power and freedom.  When hazards do make an appearance they are 
carefully orchestrated and are there to demonstrate the invincibility of the car’s mechanical 
design such as anti-lock brakes.  Similarly, carefully selected congested streets provide a stage 
                                                   
11 As more people fly on a regular basis the idea of flying being a glamorous pastime is changing, and the 
change is being hastened by the low-budget airlines that make a virtue out of “no-frills”. 
12 Formulating the bus and the car in Baudrillard’s (1998) terms of commodifying objects, then the bus 
would remain firmly within a functional realm, where only the instrumental purpose is considered within 
the transport discourse.  Transport researchers and planners want to increase public transport use, but start 
from the premise that this is not people’s preferred option.  There is a great deal of debate about whether 
to use carrots or sticks to get people out of their cars and onto the buses.  In contrast, symbolic and sign 
values are associated with the car.  The car’s symbolic value is relationally dependent on other models of 
cars and a cars sign value confers social status.  These values overshadow the exchange value.  
Frequently, car drivers only calculate the cost of individual journeys on the basis of how much fuel the 
car has consumed: car insurance, road tax, servicing, repairs, car-payment plans and depreciation costs 
are all ignored (Stradling et al., 2000).  
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on which to parade the ease of parking a small car in the city13.  In stark contrast, there is an 
overwhelming emphasis of reality principles associated with public transport.  Travelling on 
public transport is not promoted as a glamorous pastime, quite the reverse, it is undersold as a 
utilitarian necessity. 
  
Disney ride 
It would appear comical to consider the bus as a venue for unbridled pleasure, but it has to be a 
necessary component of an open-minded space that unless some form of pleasure can be derived 
from it there is no point in protecting it.  Without enjoyment there is a danger that it will become 
a closed-minded space because, if it is only experienced as a space to be endured, then we are 
back to it being a space that is compartmentalised as a proportion of one’s life, written-off as 
dead-time.  However, here we have a paradox, because open-minded space is not a 
commercially sanitised space, and it is not always an easy space to take part in – by its very 
nature, it is a space that is grounded in a diverse reality.  How do we derive enjoyment from a 
space that, by its very nature, is a difficult space, a space that reflects the conflicts and 
differences of the wider city?  In contrast, the inner space of the car can promise enjoyment 
because pleasure and reality do not need to be reconciled within this publicly visible, but 
nonetheless, private space14.  Just as effectively, the Disney theme park keeps reality firmly 
behind the pricey turnstiles.  Yet, people are prepared to queue for as long as three hours for a 
ride that lasts no more than ten minutes.  The pleasure parks are therefore not able to eliminate 
unpleasant realities, but instead manage them in such a way as to make these negative aspects 
invisible within the expectation of a fun day out.   
 
Strangers ‘happily’ queuing together without complaint is the bus operator’s dream, but it is a 
dream that has only been realised against a single-minded candyfloss façade.  The major 
question to leave open at this point is how we envisage a space in which we can derive some 
realistic pleasure, or put another way, can there be a shared and reconcilable version of pleasure 
and reality?15  If an open-minded space calls upon us to accept diversity, then this would suggest 
that we need to take some responsibility for the space in a way that is not required in an  
                                                   
13 The 2006 Honda Civic television advertising campaign has been particularly innovative in emphasising 
the emotional attachment to the technology, by commissioning a sixty strong orchestra to use their voices 
to recreate the sound of the Civic making a short smooth journey.  The use of a choir to create the sound 
has the effect of merging the relationship between human and technology.       
14 This is only the promoted glossy fantasy.  Although glass and metal isolate this internal space, it is a 
highly shared road space where everyone’s actions are accountable with life and death consequences if 
mistakes are made.        
15 It has been argued that it is not possible to incorporate pleasure into reality, see for example, Bataille 
(1985).  Its usage here, however, is consistent with a basic Freudian distinction between an unfettered 
childish desire for pleasure and a more mature awareness that reality forces compromise on the desire for 
pleasure.  Nevertheless, a realistically grounded form of pleasure is not necessarily about deferred 
gratification, because the modifications and compromises that take place within social interaction can 
provide new and unexpected pleasures.      
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unthreatening homogeneous theme park or the isolation of a car.  At this stage, however, it is 
difficult to know what taking responsibility on a bus might look like.  Just like the theme park 
rides, bus passengers are not required to have direct input into the operational procedures.  It is, 
therefore, the idea of open-mindedness that requires some form of responsibility.  Yet, here 
there is a danger of producing a circular argument because a logical continuation of this 
approach suggests that taking responsibility cannot be achieved without people acting in 
accordance with a desire to maintain open-minded space.  Unfortunately, this explanation is 
unsatisfactory as it is not possible to say that people act responsibly because they want to protect 
open-minded space.  Perhaps open-minded space is better understood as a space that provides 
opportunities for people to act responsibly.  Seen in this way, we are able to consider how open 
and closed-minded spaces are produced.  
 
The chapters that follow are snapshots of the practices that both produce and destroy the 
potential for open-minded space and also provide the foundations on which to consider the 
potential enjoyment that can be derived from this unique mobile public space.  Part of the 
distinctiveness of a mobile public space is derived from the place which it traverses.  This is the 
focus of the next chapter, which considers bus routes as places within the larger place of 
Edinburgh.  The bus route and the bus are necessarily co-dependent, but by focusing on the bus 
route as a place, Chapter Olive will stress that the relationship between space and place is far 
from straightforward.   
 
 
 
 
 
 
 
 
 
 
 
        
  
 
Taking Route... 
Bus Stop 
 
 Olive:  Taking Route...  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
YOU ARE HERE 
 Two journeys transporting different geographies 
 High frequency marks a visible practice of routes 
 Route narratives 
 Route identity 
 Particularity of place 
 Common place 
 Unequal service provision 
 Temporal imprisonment 
 Circulation is nourishing 
 Philosophical history of place 
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Figure 5 TRi Survey, 2003, respondents’ likes & dislikes: familiarity  
 
‘To reach place you need cross no boundary, but you must follow some kind of path.  Thus 
there can be no places without paths, along which people arrive and depart; and no paths 
without places, that constitute their destinations and points of departure.’  
(Ingold, 2000: 204) 
 
The bus as a collective noun is an object within the city, but unlike the shops, the park or the 
Castle, buses are not fixed in a static place.  Equally, the bus would not be what it is without a 
pre-defined route: that is, a publicly-accessible system where people can travel with the certain 
knowledge that the bus will deliver them to a certain place along a well-trodden pathway.  The 
bus route, therefore, is the means by which the city and the bus interact.  Yet, unlike a tramline 
with its visible architecture of tracks and boarding platforms, the bus route is invisible to the 
unfamiliar traveller.  Buses with numbers on the front do not necessarily mean much without 
accompanying travel information.  Indeed, research on information provision such as Rüetschi 
& Timpf (2005) has highlighted some of the difficulties involved for the unfamiliar bus user.  In 
addition, research is currently being undertaken through the EPSRC’s FUTURES project into 
‘wayfinding’, and how people interpret and make use of bus travel information (Lyons & 
Campbell, 2004)1. 
 
Here, however, the emphasis is on how the bus route becomes an embedded part of place within 
the city.  The first part of this chapter, therefore, will explore the importance of the concept of 
place over and above that of space.  Within the context of place, the second half of the chapter 
will explore the concept of a bus route once it has become a recognisable part of the city.  The 
intention is to examine how people engage with buses as mobile objects that have the potential 
to be late or unpredictable, but operate in the context of a familiar route.  People may never 
knowingly sit on the same bus twice, yet the following quote reveals that the route concertinas a 
fleet of buses into one entity.   
                                                   
1 The term wayfinding used here is in line with mainstream transport literature.  However, Tim Ingold 
(2000) distinguishes between using a topographic map as a means of navigation and wayfinding as an 
everyday practice of travelling from place to place.  Ingold maintains that these are two very different 
entities.             
 
‘When I am familiar 
with a route I am 
happy travelling on 
buses’  
 
(Male aged 22)  
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‘I now live in Islington, north London.  This means the No 38 bus is part of my life' (Michael 
Nyman, Independent Newspaper, 10/07/2004, p46) 
This quote chimes with my own observations that people talk about the No. 7 bus or No. 38 bus 
as a shorthand for a recognizable route along which buses pass.  Not only does the particular 
service provide access to other parts of the city, the route itself actually forms its own dynamic 
space within the city.  Transport planners often refer to the route as a corridor, and while a 
corridor can have some eye-catching features, its sole function is to enable people to be 
somewhere else.  Yet, Michael Nyman’s sentiment for the No 38 hints at the idea that this route 
is more than a corridor.  It would have sounded very strange if he had said the No 38 corridor 
was part of his life.  Instead, the composer is making use of a common understanding with the 
reader that living in a particular location entails an embedded relationship with the surrounding 
environment.   
 
The context of Nyman’s comment was in relation to an article about the demise of the London 
Routemaster.  After Transport for London (TfL) announced in July 2004 that the Routemasters 
would be withdrawn from service in December 2005, there was a great deal of media interest.  
Although the news centred on the loss of these iconic buses, there was also an underlying 
nostalgia for the history of the routes that they passed along.  Equally, TfL’s plan to keep some 
of the buses operating on two ‘Heritage Routes’ has done little to ease the sense of loss.  If it 
were just about preserving the buses as material objects in the city, then surely two routes that 
pass by some of the most famous tourist attractions would be enough.  But as Travis Elborough 
notes, ‘Eight survive [Routemasters] on the ‘heritage routes’, but they are gone by dusk and, 
like cabbies, not seen south of the river.  To hop on one now is to take a journey into the day 
before yesterday, which is history’ (Elborough, 2006: 179).  More telling of the actual 
importance of the route is gained in his introduction. 
‘The 38, the 19 and the 73 Routemasters shipped me – and they did feel like boats – back and 
forth from work and beyond; their routes inform my earliest impressions of the city as a 
resident.  They defined my ambit, my city...My memories of some districts are intimately 
connected to Routemaster bus routes.  When I think of being in Nottinghill, Camberwell, 
Bethnal Green, the numbers 7, 36 and 8 continue to spring unbidden to mind’ (Ibid.: xi-xii) 
 
The route to place 
In Chapter Yellow the potential for a positive version of the city was formulated around the idea 
of open-minded space, but taking London’s Routemaster as an example, we have something 
new to add to the equation.  The sense of shared nostalgia for a shared history seems to resonate 
with the idea of place.  I will argue that this process of route familiarisation is also an important 
element within the process of place attachment.  However, as Corcoran (2002) notes, ‘Place is a 
slippery term which is difficult to define.  Embedded within the concept of place are layers of 
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sedimented meaning derived from memory, sentiment, tradition and identification with a spatial 
location’ (Ibid.:49).  Notwithstanding this difficulty, there is, just the same, a serious need to 
address the complex relationship that exists between place, space and time.  Space and time are 
fundamental to any study based on motion, but what this axiomatic position forgets is that we 
are not dealing with abstract molecules in absolute space, but with people travelling though 
places that hold particular sets of values and memories.  Casey (1998), assiduously traces the 
shifting conceptualisation of place through its long history in western philosophy and observes 
that place becomes increasingly marginalised in favour of a modern idea of space.  Whether it 
be Gassendi and Newton’s absolutism, or Locke and Leibniz’s relativism, the modern 
mechanisms of ‘expansion and motion’ (Ibid.:137) are mathematical entities which have a 
fundamental impact on both place and space.  Casey asserts,  
‘Everywhere we look in the seventeenth century, we find science and philosophy colluding on 
problems that bear on place and space alike...What underlies the collusion and makes the 
century coherent in the end, is the common premise of “simple location”’ (Ibid.:138)  
As he explains, simple location2... 
‘...is the belief that ‘any bit of matter can be said to be here in space and here in time, or here 
in space-time, in a perfectly definite sense which does not require for its explanation any 
reference to other regions of space-time...for our purposes, we need only note that simple 
location entails the reduction of place to position – to a pinpointed spot in a massive matrix of 
relations – and the expansion of space to an infinite universe that makes this matrix possible’ 
(Ibid.:138).   
 
Although this disembodied approach to the problem of how to get people from one space to 
another as quickly as possible can still be found in transport studies3, Casey (Ibid) observes the 
rise of phenomenology, in particular, the writings of Husserl and Merleau-Ponty have reinstated 
the importance of body-in-place.  Casey maintains that a necessary component of place is the 
Heideggarian being-in-the-world, which presupposes a multiplicitus subject-centred world that 
reflects this embodiment back and forth between subject and place in infinite directions.  Yet, 
even this formulation misses something.  Examining the highly varied writing of those such as 
Bachelard, Deleuze & Guattari, Foucault, Derrida and Irigaray, Casey argues that the place that 
emerges from contemporary thought is ‘...not mere multiplicity but radical heterogeneity of 
place’ (Ibid.:337).  He refers to this new place as eventmental, which is an ongoing process with 
continual inclusion of new ‘envelopments’.  Here he stresses, however, that place has no single 
location.  Therefore place can be understood as being ‘...an event capable of implacing things in 
many complex manners and to many complex effects’ (Ibid.) 
 
                                                   
2 Casey borrows the term simple location from Alfred North Whitehead’s Science and the Modern World 
3 Indeed, Chapter Beige gives a sense of this in the urban planning of the 1960’s that had the car as the 
central element within the city, which resulted in ‘rationalised’ and ‘orderly’ landscapes built for 
machines rather than people.  Unfortunately, these landscapes may now be theoretical reinterpreted, but 
this is little consolation to the people living with the material legacy of the of simple location worldview.      
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Although Casey himself does not refer to a sociological necessity of place, his conception of an 
‘eventmental’ place provides a meaningful context in which we contextualise and understand 
social action4.  Nevertheless, without qualifying this statement further, we are in danger of 
returning to a location based understanding of place.  Social action needs place, but it is the very 
presence of social action that produces place.  From this reading, however, we are not saying 
that we make place out of space.  Place is not merely a case of making spaces meaningful; place 
and social action are co-dependent5.  Despite providing the potential for a more thoughtful 
sociological understanding of place, the fact that there can never be a definitive definition of 
place means that many contemporary sociological and cultural geographical theories undermine 
place from a different perspective.  Whilst place’s existence is acknowledged it becomes treated 
as a fragmentary entity within spaces (Crang & Thrift, 2000; Harvey, 1989; Lash & Urry, 1994; 
Virilio, 1997).  Equally, Cresswell (2006) argues that sociology needs to reconsider the way in 
which it studies society, and calls for ‘...a sociology that focuses upon movement, mobility, and 
contingent ordering, rather than upon stasis, structure and social order’ (Ibid:43).  I agree that 
there is a need to study new configurations of social interaction caused by increased mobility.  
Indeed, the starting point for a philosophy of place began with Aristotle’s own interest in place, 
which was motivated by a desire to explain motion and change.  Yet, it would be mistaken to 
overlook embedded and slow-to-change aspects of place.  By directing our focus only on the 
physical motion, place becomes the bleared embankment that we speed past in our eagerness to 
find new social conglomerations.  For example, in Augé’s (1995) study of airports, they become 
flattened into phenomena he formulates as non-places6.  Instead, we need to take account of 
motion as something that exists within place rather than only as a means of getting from one 
place to another7.   
Movement within place 
Our task is perhaps helped by the fact that the bus trundles along through place, rather than 
being portrayed as hurtling through space.  This means it is not enough to conceptualize the 
familiar bus route only as a fixed location that a moving object passes along, because place only 
makes sense as something that we exist in.  Being here is never the same place from moment-to-
moment.  In an earlier work, Casey (1993) notes that place is always relational to our bodies 
being in place, and for the most part our bodies are always mobile.  Even sitting and writing 
requires that we move our hand and our eyes to follow the evolving text.  This motion entails a 
‘...constantly changing aspect’ (Ibid.:50), but the one thing that never changes is that we are 
always here in relation to the place we are now in. 
                                                   
4 This idea is developed through the work of McHugh (2005) and then by Raffel (2006), to whom we will 
return.   
5 This concept of co-producing place also has links with the idea that open-minded space is produced by 
people taking some form of responsibility for the difficulties that arise within such places and spaces. 
6 I will return to the issue of non-places in relation to time and stasis in Chapter Red 
7 Again, this also echoes the issues raised when examining the concept open-minded space 
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 ‘I find myself at every moment here.  No matter where I am in relation to the precise layout 
of the room, I remain just here and not there’ (Casey, 1993: 50). 
Getting on and off the bus are fairly obvious demarcations between starting in one place and 
ending in another; the here and the there become transposed.  Yet travelling through place, there 
may never be distinct demarcations between being here and being there.  Travelling through the 
city is a continual shifting of proximity and distance, but the route also gives us a familiar 
structure to this motion   
 
On the bus, this shifting of proximity and distance happens within a collective coming together 
of separate individuals.  Each individual, however, has his/her own understandings of near and 
far.  In terms of daily routine, two people sitting next to each other on the bus may be travelling 
in opposite directions, in that one person may have just finished work and be travelling in the 
direction of home, while the other may just be starting her day and travelling to work.  The bus 
follows a set route through the city, but this does not correspond to the routes that each 
individual on the bus is making.  Although we have bus routes marked on a map, people do not 
board at the beginning and disembark at the terminus.  One person may be on the bus for ten 
minutes and another for forty-five; some people have to change buses, others have a long walk 
at either end of the bus ride.  If we were to plot the journeys of the individuals using a particular 
route, there would be hundreds of intersecting lines8.  How, therefore, do we distinguish 
between separate ontological selves in their own private universe and the intersecting lines 
representing separate vantages points of a shared place9 in the form of a bus route and 
networked bus services?   
 
Common place 
Peter McHugh (2005) and then Stanley Raffel (2006) can help to shed light on the relationship 
between individuals delineating their own routes though the city, and the established bus route 
that demarcates areas within the city giving shape to place.  Through an innovative development 
of place they both offer us an understanding of place that is dependent on how we conceive of 
the ‘self’.  As has already been noted by Casey, place requires embodiment, but McHugh and 
Raffel take this a step further and firmly posit a necessary understanding of place within a 
sociological domain.  Place cannot begin to make sense without a fully developed understanding 
of a social self.  
                                                   
8 Similarly Augé (2002: 15) argues, in relation to subways, that the names on a subway map hold personal 
memories that are distinct to each individual, and that it is wrong to assume that place names contain 
shared historical connotations. 
9 Peter McHugh, Alan Blum and Stanley Raffel have all produced sound arguments for a ‘self’ that is a 
substantive social being, that also has the capacity for principled moral judgement.  See in particular 
Raffel (2002).  In more recent work both McHugh and Raffel have drawn attention to the importance of 
place in relation to principles.  Through the process of presenting my observational data I hope to 
undermine the notion of a non-interactive blasé city dweller. 
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‘People do not just experience themselves as together with other people and things in an 
empty world but as selves in places.  When there are as is inevitable, various people in the 
same place it becomes a ‘commonplace’.  The existence of such common places suggests that 
all theorising that still conceives of people as ontological individual must be firmly rejected 
because places cannot be clearly separated from those who live there as inhabitants’ (Raffel, 
2006: 84)  
 
Here, Raffel (2006) is directly addressing McHugh’s (2005) concept of shared being, in which it 
is only through our shared encounters that justice can materialise though the practice of a shared 
existence.  Importantly, McHugh argues that justice is the only virtue that requires sharing.  
From this starting point, he is able to avoid a naïve or simplistic account of shared being that 
requires an individual being subordinate to the needs of another.  Justice as an overriding 
principle which can never simply be only in the interests of one party; as a shared virtue it 
necessarily has to be in everyone’s interests if it is to be materialised.  In turn, justice cannot be 
meaningful without the recognition that we are simultaneously all both singular and plural. 
‘Any one, whether individual or community, is both plural and singular, and the one “I” has 
within its plural varieties its city, as does the city itself with its citizens’ (Ibid.: 20)  
None of this is to say that places are always just.  Indeed, it is often through the fight for a just 
outcome that the commitment to justice is made visible.  Therefore, if a place is deemed to be 
unjust, this in itself demonstrates a self-reflective concern and knowledge of how a place could 
be better.     
 
If place is now understood as being inhabited by shared beings, how does this help with the idea 
of a bus route as a commonplace if we are all making separate journeys and only joining the 
route for part of the way?  One of the ways we can perhaps make sense of this shared being is 
simply though our shared accomplishment of synchronised getting on and off buses, and how 
we interact with fellow passengers and driver.  In order, however, to convince the sceptic that 
this is sufficient, we need to demonstrate that the accomplishment goes beyond mutual self-
interest.  In order to do this we need to take a step closer towards the sceptic and show how a 
further detail initially appears to give weight to the individualised idea of routes. Figure 6 on the 
following page portrays a selected set of respondents from the TRi survey who use different 
buses. 
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Figure 6: TRi Survey, 2003, respondents’ likes & dislikes: route frequency  
 
The first thing we see is how each person has their own route.  Adding impetus to the sceptic’s 
argument, we have a personal account of their route, with ‘I’ being prominent throughout. 
 
However, we also see from these quotes how bus routes can set up determinants of people’s 
interaction with the city.  The level of service provision, including the general extensiveness of 
the bus network and the frequency of a bus service near to where people live, has a major 
impact on how people travel around the city.  Different areas of the city have different levels of 
service.  People living next to a frequent bus route have more options open to them.  The 
woman living near Leith Walk has the opportunity to travel along numerous routes within the 
city, whereas the man living near Melville Drive is isolated by the lack of service.  In 
geographical terms, both live roughly equidistant north and south of the city centre respectively.  
The Leith Walk woman uses the term lucky to describe the choice of buses she has available to 
her.  We can read into this that she is aware that other places in the city have fewer buses10.  
Equally, by being lucky she is not claiming any right to a better service, nor is she claiming any 
                                                   
10 When interviewing bus users there is often a comparison made between their own service and that of 
other people.  For example, one woman said, “I’m lucky, I can get the 22, (running at five minute 
intervals) but where my Mum stays she can only get the 7”.  Similarly, even if people use a particular 
route on most occasions, there are times when s/he has to use a bus to get to a less familiar part of town.     
Bus Map  Lothian Buses plc  
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personal responsibility for being part of a rich flow of buses.  People can use the political 
process to try and lobby for a better bus system, but as individuals it is difficult to see how it 
would be possible to increase the number of available buses.   
 
The number 13 bus woman expresses her fondness for this route not just on a personal level, but 
sees its importance for her local community.  The fact that she states the importance of 
community hints at the fact that she lives on part of the route where this is the only bus.  Indeed, 
this is the case for a large extent of this route, so its existence is therefore perhaps seen as 
fragile11.  The fewer buses there are to choose from, the more dependent certain people are on 
that particular bus service, but for people with alternative modes of transport, only having one 
bus to choose from is very off-putting.  If one bus is delayed, or there is a hold-up further back 
along the route, then it could result in a very long wait.  As is indicated by the woman who 
would like to visit her sister in the evenings, having an infrequent or unreliable service forces 
people into using other modes of transport.  This creates a vicious cycle because as fewer people 
use the bus the less financially viable the route becomes.  
  
Financial viability, however, is not something that is necessarily in accordance with an 
acceptable level of service.  The woman from Ferniehill expresses a sense of injustice about the 
re-allocation of buses after they have been rerouted to pass the new hospital.  The provision of 
the new hospital has involved a highly controversial Private Finance Initiative that secured the 
move of the Royal Infirmary of Edinburgh and its Accident & Emergency department from its 
city centre location to a greenfield site on the edge of Edinburgh12.  The bus operators have been 
obliged to provide a service to this new destination, which has meant rerouting some services.  
In some cases, this rerouting has only involved a detour of about half a mile, but for an elderly 
or infirm person this distance is as good as removing the service all together.  Here then, we see 
a materialisation of an unjust situation.  The woman from Ferniehill experiences the sense of 
injustice directly because she sees a decline in her own circumstance directly benefiting other 
people.  As will be explored further in Chapter Red, it is frustrating standing at a bus stop 
waiting for an infrequent bus to arrive, but what is even more frustrating is waiting for a bus and 
watching the rest of the people waiting catching buses to other destinations.  There is a sense of 
being forgotten as other passengers come and go, and any sense of camaraderie vanishes as the 
last waitee who bemoaned the poor service now boards her bus.   
 
                                                   
11 As well as some areas close to this route not having any other services, this is an infrequent service and 
does not run on Sundays. 
12 This has put bus operators under pressure to provide all areas of the city with a feasible way to get to 
the hospital by bus.  However, this has only been partially successful because nurses and other hospital 
staff in the TRi Survey complained that they have to travel to work by taxi when on an early shift because 
the bus service does not start early enough to get them to work on time. 
Chapter Olive Taking Route... 37 
 
 
While this is not a positive example, it does nevertheless demonstrate the expectation of fairness 
within a shared common place.  We also feel a sense of injustice for the inequality brought 
about by the temporal variability of the bus routes.  The difference between day and evening, 
and weekdays and weekends turns the route into something that exists as a part-time entity.  For 
example, the number 13, which was described as a ‘great asset to the community’, does not 
operate on a Sunday.  Yet, there are all sorts of places that are not open twenty-four-seven, such 
as schools, shops, restaurants, pubs and sports centres; the list is nearly as long as the city’s 
amenities.  However, where these amenities all differ from a bus route is through shared 
practices and expectations.  There is something very debilitating about having a part-time bus 
route.  The school child does not feel excluded because s/he is not allowed to go to school at 
midnight, but the nurse who cannot get to hospital for an early shift because the service does not 
start for another hour is being denied the opportunity to take part in the shared practice of 
catching a bus to work.  There is an understanding that people may need to move around the 
city twenty-four hours a day.  The fact that the majority of people are home in bed does not 
lessen the fact that each of these people would not like to have a curfew imposed on their 
nocturnal activities.   
 
As has already been asserted, the materialisation of just social practice requires place, and here 
we see people expressing a sense in which the practice of supplying a shared service is 
inconsistent throughout the bus network, which in turn is affecting people’s ability to participate 
within place.  It is here that I will draw on Raffel’s (2006) assertion that people derive 
nourishment from place.  First, he maintains that place is an essential concept in theorising 
social action, and that principled action requires a ‘materialised existence within communities’ 
(Ibid.: 84).  This means, in relation to the above quotes from the survey, that people are doing 
more than knowing and following the rules of bus travel.  They are orienting to a sense of what 
is good for the community.  The dissatisfaction shown towards the bus routes would therefore 
seem to suggest that place does not necessarily deliver what an individual needs.  As Raffel 
notes, belonging can sometimes ‘restrict and restrain’ an individual (Ibid.).  It is in such 
circumstances that we recognise that someone is not receiving nourishment from place.  It is 
through his defence against Michel Serres’ idea that people have a parasitic13 relation to place 
that Raffel successfully develops the idea that people gain mutual nourishment from place.  A 
commitment to place serves to the good of an individual and the particular place.  
 
In relation to the idea of particularity, Raffel draws on of the earlier works that he co-authored 
(McHugh et al., 1974) to illustrate the contrast between being indiscriminate and particular 
about a place.  He uses the example of a tourist to demonstrate being indiscriminate by arguing 
                                                   
13 As Raffel (2006) observes, Serres’ arch parasite Tartuffe is only able to be parasitic because he 
understands and exploits the principles that other people are upholding in the hospitality that they extend 
to Tartuffe.  
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that if a tourist’s only criterion for choosing a destination was that it should be warm, then this 
would make visible her/his lack of particularity.  Indeed, there is a sense in which this person 
seeks to escape from place.  
‘...the traveller seeks relief rather than understanding, he can treat any ‘problems’ that occur 
during his trip as the problems of place or state rather than of self’ (Ibid.: 146)14 
We see here then that being in a place is much more than an object in space.  Being in place and 
being particular about place has implications for the self.  Showing concern and commitment to 
place makes demands on the self.  In contrast, 
‘...we think of a world populated exclusively by tourists and such a world is purely peopled 
society: barely awake, irresponsible, uncommitted, babbling’ (Ibid.: 147). 
Imagining such a world of irresponsibility is far removed from being a member of a community, 
and it is easy to imagine that such a world would lack nourishment.  Raffel (2006) does not 
deny that parasites exist within place, but if place is to continue to nourish, it needs people who 
are principled.  
‘Caring for a principle along with the recognition that one is in a place which enables its 
practice could lead not to indifference to the place but to an active interest in the place’s 
maintenance as a locale where the principle can appear’ (Ibid.: 104) 
 
If we understand place as giving nourishment, then a further step is to consider the potential for 
an extensive network of bus routes being the arteries that circulate the life-blood of the city.  
This is obviously not a new idea; indeed, the use of the term arterial used for the description of 
major roads is a standard part of transport vocabulary.  Equally, the idea of routes being the life-
blood is as old as ancient trade routes.  Notwithstanding this, however, since the era of car 
travel, buses have been relegated to the status of subcutaneous veins – serving as a supplement 
to other more prestigious modes.  Yet if buses were treated as the city’s primary means of 
transport, then seen in this way bus routes serve a dual function.  The first is that the extensive 
circulation of buses throughout the city benefits the functioning of the city, by allowing, for 
example, people to get to work without causing gridlock.  This has a direct benefit to place as a 
whole – the city is nourished by a commitment to public transport.  As has been mentioned in 
the Chapter Yellow, the second is of benefit to the individual, because it allows unrestricted 
access to the city without question of status or income.   
 
In a forthcoming paper, McHugh explores the concept of circulation in a different context, but  
his words are apt here: 
‘...circulation is not simply the heterogeneity among embodiments, as if duplicating the ready-
made, but between the heterogeneity of possibility and its realisation in embodiments.  This is 
to say that circulation is not only the everyday trafficking of realisation alone, but the form in 
which that fact and the not-embodiment of possibility co-exist and which constitute one 
                                                   
14 The word traveller is used here as the uncommitted tourist.   
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corpus: a continuous relation between the possible and real, where the possible is as real as the 
real’   
Ideally, but perhaps never achievable because of the economic imperative, the placing of bus 
routes should not just be pre-determined by destinations to which the most people go, such as 
schools, factories and hospitals.  Routes should allow for new possibilities within the city.  With 
more intersecting routes that branch out from the major arteries, the nourishment of place will 
be more diverse15. 
“You Are Here” 
 
Figure 7 close-up of "YOU ARE HERE" schematic route map 
 
For the unfamiliar visitor to the city, standing at the bus stop reading the words “You Are Here” 
on the map represents an unfamiliar starting point within a blank geographical region that is 
punctuated with unfamiliar names.  Yet, even a resident who is used to a particular bus route 
may be faced with uncertainty when using a new bus route and waiting at a different bus stop.  
It is understandable that someone may say that s/he belongs to Edinburgh, yet this does not 
mean s/he is familiar with every part of town.  The impact of the “You Are Here” sign will 
differ to that of the stranger because the familiar city dweller is embedded within a 
multidimensional jigsaw between known and unknown parts of the city.  Ingold (2000) 
maintains that places are ‘Bound together by itineraries of their inhabitants, places exist not in 
space but as nodes in a matrix of movement...Ordinary wayfinding, then, more closely 
                                                   
15 This said however, in Edinburgh the narrow medieval streets of the Old Town make it difficult to 
increase the diversity of the routes within the city centre.  However, this barrier is very localised and does 
not stop greater circulation within the outer parts of the city.    
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resembles storytelling than map-using’ (Ibid.)16.  He gives an example of someone asking, 
“where are we?”.  This question addressed to a fellow tourist may involve pointing to a 
particular spot on a map, whereas the same question asked to a local is more likely to elicit an 
account of the character of a particular area (Ibid.: 237).  For example, in this imagined 
scenario17 of passing through a particular location on the bus, the local host may say to his/her 
visiting friend, “this is Bruntsfield, it’s a nice area, it has a great delicatessen”.  Similarly, the 
host may overlay his/her biography onto the area in question, such as, “ Just down that street 
[point and saying – there], that’s Boroughmuir High School, that’s where I went to school.”  
Thus Ingold is able to argue that the answer to the question of where one is in relation to 
familiar surroundings, lies in ‘ ..the narrative of past movement’ (Ibid.).   
 
For Ingold, wayfinding is following a known path, or in our case, a known bus route, which is 
in fact a case of retracing one’s steps, which in turn is bound up with memories of previous 
journeys and activities.  In contrast, a stranger navigating ‘...by means of a topographic map, the 
relation between one’s position on the ground and one’s location in space, as defined by 
particular map coordinates, is strictly synchronic, and divorced from any narrative context’ 
(Ibid.).  Ingold offers then a dramatic contrast between the stillness of a map and the embodied 
experience of finding one’s way around place.  Equally, journeys made in place are not just the 
inscription of movement in the form of a path18 upon the surface, they also contribute to place’s 
formation through time.  Thus, Ingold maintains that places combine past present and future 
‘...through the comings and goings of their inhabitants...in a current of movement of 
innumerable journeys actually made’ (Ibid.: 238).  This has serious implications for the material 
realisation of a bus route.  This temporal dimension of past present and future all combining 
within the bus route at any particular moment can be explained in the form of the buses known 
presence.  
 
This presence is in part created through the bus route’s visibility.  Take Leith Walk as an 
example, which is a wide busy road that is about a mile long.  A road leading off of Leith Walk 
is Annandale Street, the site of one of the three Lothian Bus depots.  Leith Walk also passes 
through a densely populated area and is an important road for travelling to the north side of the 
city.  As a result there are at least ten different routes that converge on Leith Walk – 7, 10, 11, 
12, X12, 14, 16, 22, 25 and 49.  The effect is that that at peak times there is always a bus visible 
                                                   
16 Brown & Laurier (2004) provide an excellent example of a situated practice in which a familiar user (a 
‘Londoner’) used the London Underground map in the combined processes of navigation and wayfinding.  
Looking at the connections on the map, an unfamiliar user would just see at which stations it was possible 
to change lines, but to the familiar user, the connections become good and bad connections based on 
previous experience of whether the other line is on an adjacent platform or whether the change will 
involve a long descent or ascent to the particular line.  Similarly, see Laurier & Lorimer (2007) for an 
example of wayfinding as an account of producing a shared route.         
17 Although this is not a real example, it is nevertheless based on similar overheard bus conversations.    
18 Elsewhere in the book, Ingold refers to a path as a ‘taskscape made visible’ (2000: 204) 
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somewhere along this road at any one time.  Similarly, there are also large bus shelters and real-
time information signs dispersed along the road, which contribute to the creation of a visible bus 
route.  As one bus disappears in a south-bound direction, the next to appear is usually travelling 
north-bound19.  The past does not need to have a long duration before the present is visited by 
another bus.  Past experiences of catching a bus along this road therefore provide a reassurance 
that it will not be a long wait until the next future bus arrives.  Over a longer period of time a 
frequent bus service becomes part of the expected practice along a particular route.  The more 
frequent a bus service therefore the higher its visibility, and the more it can be witnessed 
inscribing its route through the city.   
 
The number 22 bus is a testament to this, because its high frequency has actually increased 
demand for this service.  People will walk past other bus routes to catch the 22 bus, because 
their previous experiences have demonstrated its reliability and frequency. In contrast, the 
number 5 bus is often referred to as the “legendary 5” because it runs at 15 minute intervals on 
weekdays and every 30 minutes at weekends.  If it lives up to its reputation of being delayed, its 
lateness has a much greater impact.  If a 22 bus breaks down or the driver does not show up for 
work then it means that there is a delay of five minutes bringing the total maximum wait to 10 
minutes.  In contrast, if a 5 is dropped from the timetable, then a 15minute delay results in a 
thirty-minute wait, and a hour at weekends; this is providing that subsequent buses are running 
to time.  There are occasions when major traffic delays affect the whole city, which seriously 
undermine the integrity of the timetable.  In addition to delays, the route of the number 5 crosses 
town on an east-west axis two miles south of where other routes cross the city20.  Again, this 
cuts down the overall bus visibility, because there are parts of the route where the 5 is the only 
service. Many passengers have bus passes and day tickets, which provides unrestricted access 
encouraging people to ‘bus-hop’.  It is these combined factors that have given rise to its 
legendary status21.         
 
Place within route identity 
Unfortunately, whilst the analogous arteries of bus routes offer an idealised benefit to the city, 
the concomitant recognition that a bus route is a place within a larger place can also be a barrier 
                                                   
19 Needless to say anyone who has stood waiting for a bus on a multiple route will have noticed that the 
buses are never evenly distributed and often appear to cluster.   
20 Princes Street is where the majority of buses cross in the same East-West axis. 
21 One of the common features of all the frequent bus routes is the presence of the same number bus 
travelling past in the opposite direction.  The regularity of the counterpart buses became particular 
apparent in the exercise of taking photographs (see Chapter Beige).  In both journeys we see buses with 
the same route number travelling in the opposite direction.  This regular presence gives a sense of 
continuity.  The process of identifying a particular bus to a particular route is something that bus 
companies have started to become more aware of.  In an attempt to aid bus passengers awareness of their 
local bus routes Lothian Buses has started to brand the bus routes (see Ethno Log Supplementary 7).   
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to increased circulation within the city.  Whilst carrying out observations, it was very noticeable 
that in travelling to different parts of town, the passenger profiles and practices changed.  The 
following extract from Alexander McCall Smith’s novel, Espresso Tales, provides a palpable 
example of a bus route having its own identity.  We join the story as a husband and wife are 
having a discussion about which bus their son, Bertie, should take to his new school in south 
Edinburgh. 
“Both the 23 and the 27 go up Dundas Street and on to Tollcross.  Then the 23 carries on up to 
Morningside, whereas the 27 turns right at the King’s Theatre and goes along Gilmore Place to 
Polwarth.” [Further discussion ensues].  ‘Stuart raises an eyebrow.  The ethics of statistical 
presentation seemed simple in comparison with the complexities of Edinburgh bus routes’ 
(McCall Smith, 2006)  
‘...[Stuart speaking] “And if the 27 involves a shorter walk, then shouldn’t we opt for that?  Is 
there much else to be discussed?  “There is a difference between the 27 bus and a 23 bus” said 
Irene.  “It’s not just a question of which bus goes where.”  Stuart smiled.  “The Morningside 
factor?”   Irene nodded.  “Yes,” she said.  “You could refer to it as that.  The 23 bus is 
probably the most middle-class bus there is.  It’s the archetypical Edinburgh bus, if one uses 
the word Edinburgh in its pejorative sense.  Do we want Bertie to become part of that whole 
Edinburgh scene? (Ibid.:36). 
 
The conversation continues, and although neither parent wanted their son to be exposed to the 
‘...middle-class, Merchant Company view of the world’ (Ibid.: 36), they are concerned that the 
27 can be a bit rough because it goes to a poor area of town, so, reluctantly, they opt for the 23. 
In relation to the novel, McCall Smith manages to produce an amusing irony because Bertie’s 
parents could not have demonstrated a more middle-class attitude to the choice of bus routes22.  
From our perspective, this extract colourfully demonstrates how a bus route’s identity is linked 
to the locale that it traverses.  Equally, the itineraries and practices of those travelling on a 
particular route also vary, which again instructs a particular character.  Similarly, we see how 
place, identity and movement combine within the bus and its route.  McCall Smith also captures 
the prejudices and assumptions that accompany different areas within the city.  The ‘poor’ area 
is typically characterised as rough, whilst the ‘Morningside factor’ also gets to the nub of a 
widely held Edinburgh stereotype.  Outside of the New Town, Morningside is one of the city’s 
wealthiest areas, and it has the reputation for having an almost quaint genteelness that masks a 
more mean-spirited conceit.   
Choosing the routes 
Here then, we return to the issue raised in the previous chapter of Edinburgh as a divided city.  
The bus routes therefore present an opportunity to explore the observable differences that are 
                                                   
22 Bertie’s parents are also representative of a particular type of bus user who have other transport 
options, but choose to travel by bus.  This choice is often accompanied by a moral account of why it is a 
good thing to do. 
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exhibited through the performance of bus travel.  It was only after many hours of observations 
and travelling on most of the bus routes that it became clear that a comparison between two 
distinct bus routes would be enlightening.  In an attempt, therefore, to reveal a representative 
contrast within the city, I chose two routes that would illustrate the most pronounced 
differences.  There could not be more of an endorsement than that made by McCall Smith for 
the first choice of the 23 route.  This is compared with the 33, one of several routes that travel to 
the west of the City, and which is also significant because of the type of bus operated by the 
service.  Indeed, both routes operate the ‘old-style23’ madder (maroon) & white livery double-
deckers.  These particular models have been part of the urban landscape since the early 1990’s24, 
but the ‘old-style livery’ dates from the 1920’s and therefore has a long association with the 
City.  There is therefore an established on-board routine that has not recently been disrupted by 
the introduction of the new-style buses.  I did not want to complicate matters by observing 
people adapting old habits within a new bus layout.  In addition, both services run a similar 
timetable in terms of bus frequency. 
  
 
 
 
                                                   
23 To the non-bus enthusiast there is little visible difference between the bus models operating on the 23 
compared with that on the 33 route.  However, to those with an interest in bus models – the 33s typically 
comprise a Volvo Olympian chassis with an Alexander Royal body.  Most of these were purchased in 
1996.  The 23s are usually a Leyland Olympian chassis with an Alexander RH body, purchased in 1990.   
24 One of the biggest changes in the new-style buses is the impact of the onboard CCTV system, complete 
with television monitors that passengers can watch.  (See Ethno Log Supplementary 4) 
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Figure 8: Two journeys to the Royal Scottish Academy 
Figure 8 illustrates that the 23 crosses the city on roughly a north-south axis and the 33 an east-
west axis.  In both cases, this comparison has focused on the journey into the city centre, from 
south to north and west to east respectively.  Although this represents only a partial examination 
of the bus route, it is nevertheless more representative of a daily journey.  Most people are 
travelling in from the outer parts of town to the centre or vice versa.  In both cases I could have 
travelled in from the opposite extremities of the routes25, because both ends of the 23 route 
terminate in wealthy areas, and conversely, the 33 route links two of Edinburgh’s poorest areas, 
both being located on the margins of the city.  
 
The 23 commences its journey at Napier University’s Craighouse campus, which is busy with 
students during term-time.  Napier, however, like most universities, capitalises on the rental 
potential for conferences and summer schools in out-of-term periods, so there is not usually a 
total exodus during the summer months.  Craighouse was built as a Victorian Hospital and sits 
within landscaped parkland on a hillside at the top of Morningside.  Standing looking in the 
direction of town and immediately beyond the tree-lined boundary is a dense area of large 
                                                   
25 The final decision of direction became determined by the practical considerations of the photography 
undertaken for chapter 10.  The light was of a better quality travelling away from the sun.   
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sandstone villas.  Over these rooftops there is a panoramic view of Edinburgh’s major 
landmarks, and beyond, the coastline of the Firth of Forth as it stretches away towards the East 
Neuk of Fife and East Lothian.   From this point it is approximately three miles from the chosen 
landmark of the Royal Scottish Academy on Princes Street in the city centre.   
 
The 33 journey starts at Westside Plaza26 in Wester Hailes, a suburb of Edinburgh on the edge 
of the city.  It is further from the chosen city centre landmark at approximately 5.75 miles.  
Westside Plaza is the main public square within this local community.  It has partial remnants of 
local authority offices constructed predominantly from re-inforced concrete in the 1970s, and a 
late 1980’s featureless shopping centre that has a limited variety of shops, and a library.  The 
Wester Hailes area has made its way into the Scottish Index of Multiple Deprivation Statistics 
produced by the Scottish Executive.  These figures, as their title implies, are based on a wide 
range of indices: Income, Employment, Crime, Education, Health and access to essential 
services.  These negative scores would not be a great surprise to many of the people living here.  
In contrast to Craighouse Campus, there are signs that the local municipal authorities are 
continually fighting to stem the tide of urban decay and vandalism, despite a sequence of 
regeneration programmes.  Not only are there numerous CCTV cameras located around the 
square27, but there is also a comparable number of signs informing people that they are under 
surveillance.  Similarly, it is a common sight to see a community police van parked in the 
square during the day, although they are much less conspicuous at night.  
 
More detail of these routes will emerge later on in this study.  Chapter Beige provides a visual 
and descriptive account of the two journeys and includes a brief comparison between the 
different onboard rhythms.  Chapter Khaki is based on observations from the 33 route, and 
Chapter Aqua contains elements from the 23 bus route.  The purpose of introducing these two 
locations here is to present the city as a multifarious entity.  Yet, words such as multifarious or 
diverse are too easily relied upon – a powerful point can be made without having to grapple 
with the implications.  By contrast, McCall Smith’s novel highlights that people make serious 
value judgements about others based on the area in which they live.  If, for example, I had been 
conducting two isolated studies about Morningside and Wester Hailes, it would be possible to 
look beyond the superficial greenscape of Morningside or the CCTV of Wester Hailes.  But 
these so-called superficial features are part of the process of identifying with place28.  Place and 
                                                   
26 This is not actually the start of the route (see route map page*151).  However, the last part of the route 
is a small loop that negotiates a circuit around a residential area where fewer people get on or off.  The 
Plaza is the main square in Wester Hailes and is also an interchange site for different bus routes.  
Although it offers different routes they all head back into town.  So it is in fact the end of the line.  
27 When walking about taking pictures in this area I was approached and asked if I was a reporter from 
The Evening News.  The insight that I gleaned from this was that it would make no sense for me to be a 
tourist.    
28 Hargreaves (2004: 57) notes, however, that many of the aspects from which people derive a sense of 
place can appear insignificant or invisible to an outsider.   
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communities often imply reassurance and stability, but places can also be constraining and 
divisive.  If the inhabitants of Morningside and Wester Hailes were to swap environments, it is 
likely that both groups would feel very much out of place.   
 
It is not just that the surroundings would look different; places are also a reflection of the 
practices and habits of the inhabitants, or to use Bourdieu’s term, groups exist within different 
habitus (Bourdieu, 1990),29 in that communities embody a shared history that is a product of the 
everyday practices.  The bus route therefore moves its geographically bound inhabitants outwith 
their geographically defined parts of the city.  However, this does not necessarily lead to social 
integration, because as was reflected by McCall Smith’s characters, there is a reluctance to mix 
with people perceived as other.  Consequently, although routes join together different places, 
there is an uneasiness about these differing geographies cohabiting the same bus whilst on route 
to the city centre30.  So returning to our haematological analogy, even though the bus routes may 
indeed be providing the lifeblood of the city, the blood that is being circulated is not of a single 
type.  The question that remains, therefore, is whether the practice of bus travel sufficiently 
neutralises any potential conflict arising out of difference, and whether the expectations of how 
people should behave on the bus is sufficiently uniform.  This issue will be returned to in 
Chapter Khaki, where the focus is on the practices that produce a sense of ‘Other’. 
 
 
 
 
 
 
 
 
 
 
 
 
 
                                                   
29 As Jenkins (1992: 74) observes, Bourdieu himself points out that the term habitus is a Latin word that 
has been used by Hegel, Husserl, Weber, Durkheim and Mauss.   
30 Although both journeys share the broad destination of the city centre, the passengers are likely to be 
heading for different locales within the city. 
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........................................................................................  
‘.... we distinguish moments in the course of duration, like 
halts in the passage of the moving body.  Even if we grant 
that the movement from one point to another forms an 
undivided whole, this movement, nevertheless, takes a 
certain time, so if we carve out of this duration an 
indivisible instant, it seems that the moving body must 
occupy, at that precise moment, a certain position, which 
thus stands out from the whole’ (Bergson [1911] 1988: 
189). 
 
What stands out from the endless movement of buses 
throughout the city is standing waiting for a bus.  Hanging 
around in draughty bus shelters or uncovered bus stops is 
not what springs to mind when we discuss cities as perpetual movement.  Indeed, even if our 
experience of bus travel is usually as a quick and efficient mode of public transport, our 
embodied spatial and temporal experience of waiting is seen as time wasted.  Therefore a 
theoretical framework that deals with space and time is fundamental to any transport study.  The 
intention of this chapter is to explore time in relation to waiting for a bus, and will consider 
Henri Bergson’s theory of time and space to explore how we balance an internal experience of 
time with external timetables.  The very idea of experiencing waiting is ephemeral and elusive, 
and it is difficult, therefore, to observe how passengers experience the changing temporal and 
spatial environment.  Hence, the intention is to start from a personal perspective and consider 
the phenomenological aspects of time and space.   
Travelling without a watch 
After my hurried walk to the bus stop, I am comforted by the fact that there are other people 
waiting for the bus to arrive.  I do not bother looking at the timetable because there is only one 
bus I can catch, and despite what the timetable may say, it will be along whenever it arrives.  In 
addition, we are lucky that this particular service is scheduled to be every ten minutes during the 
day, which is too frequent to bother about memorising the timetable; the evenings are another 
issue.  Checking the timetable runs the high risk of disappointment, because it will either 
confirm that I have just missed a bus, which is negative and unhelpful information, or it will 
make a promise of the subsequent bus’s arrival, which even if only 30 seconds late, represents a 
disappointment.  The timetable, therefore, is liable to offer false hope.  Obviously, buses do 
arrive early, although we can never really tell; it might be the last bus is really late, arriving only 
minutes before the next bus is due.  Now that I am at the bus stop, it would be a bonus if the bus 
arrived early: not giving a moment’s consideration to the organised person armed with timetable 
that always turns up on time for the bus. 
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Officially, passengers are required to work within a three-minute leeway on either side of the 
stated arrival time of the bus, so turning up on time means you could have a six-minute wait.  
This may not sound much, but try it when it’s blowing- a-gale.  Despite my personal 
circumstances of being potentially late, there is a general sense of less urgency because it is a 
mild day and the sun is shining.  Looking around at the people waiting, no one appears to be 
overtly suffering in the chore of waiting.  Despite not having checked the timetable, I look down 
at my wrist to see what the time is.  A sudden sense of dislocation comes over me as I look at 
the space on my wrist that is usually covered by the watch face.  This blank space, momentarily, 
represents uncertainty, annoyance and mild panic.  There is no time to go back for the watch.  
‘Oh it’s okay’ I tell myself, ‘there is a clock on my mobile phone’, but incredulity at my own 
stupidity mounts as I realise that neither do I have the mobile phone.       
 
Facing a tight schedule without a watch, one of the most fundamental tools of contemporary 
life, is a daunting prospect.  The experience of waiting for the bus has suddenly changed into a 
void of uncontrollable uncertainty.  Having a watch does not offer knowledge of when the bus 
will arrive, but it makes it possible to monitor the time spent waiting.  On today’s tight time 
schedule, the ability to monitor the passing of time is an essential element in reaching an 
appointment on time.  A deadline can be set as to how long I wait, and if the bus does not turn 
up within that time, I can grudgingly opt for the expensive option of getting a taxi.  Instead, I 
face the prospect of waiting in metaphorical darkness of indeterminable length.  I could ask a 
fellow waitee what the time is, but apart from this being an embarrassing prospect, it is a very 
short-lived break in the uncertainty.  It is an unpleasant option that I will reserve for when the 
bus seems to have passed the estimated deadline: asking the time once is embarrassing, but 
more than once is bordering on being a public nuisance.  As well as the embarrassment 
stemming from having to interrupt a stranger’s private thoughts, it is also a public admission of 
incompetence.               
 
To my great relief, I see the bus approaching.  My spirits are raised further, by remembering that 
the time will be printed on the ticket that I buy as I board the bus.  For the first time in my many 
years of bus travel, I appreciate this otherwise insubstantial and flimsy piece of paper.  The 
raised spirits are soon put on edge as the journey progresses.  Each bus stop seems to have more 
than the ‘normal’ number of people boarding, which slows our progress.  Initial uncertainty 
turns into frustration as the bus lurches from stop to stop.  The approach to each stop shatters the 
unrealistic hope that no one will want to get on or off.  It may be melodramatic, but the feeling 
of being imprisoned within a slow and uncertain journey is acute.  Eventually, there is light in 
the form of a clock face gradually coming into focus; the first public clock on the journey – 
9.44am – getting there on time will be difficult, but it is just about possible.  As we get nearer 
the centre of town people are getting off rather than getting on which causes less interruption to 
the flow of the bus and we trundle steadily past familiar landmarks that act as a countdown to 
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the end of the journey.  Fortuitously, there is a church steeple clock in view of the stop as I 
disembark and run to my appointment.  I arrive impolitely hot and sweaty, but on time.   
 
The overall impression produced by this interlude is one in which keeping to a time schedule 
has a socially isolating effect, with the insular pressure to keep to time dominating the whole 
journey.  Indeed, as Georg Simmel ([1903]1995) observed, the dominating effects of clock-time 
within the city are a necessary part of urban life.  Just such sentiments are expressed by John 
Urry, ‘Metropolitan life would be inconceivable without the punctual integration of social 
activities into a stable and impersonal time schedule’ (Urry, 2000).  It would be easy to gloss the 
effects of this journey and only focus on the individuating aspects of time.  Yet if we look again 
at the start of the journey, there is a highly sociable connection to time.  The narrator is 
comforted by other people waiting for the bus to arrive.  Other people waiting for a bus held 
more credence than an abstract timetable.  There was reassurance gained from knowing that 
everyone else present was engaged in the same activity and an implicit acceptance that these 
other people were also familiar with the idiosyncrasies of timetabling.   
 
Similarly, the sense of shared experience is also gained from the fact that the sun is shining.  
Being aware that…there is a general sense of less urgency because it is mild and the sun is 
shining, is fitting into a socially pre-existing rhythm.  On this occasion, this rhythm is connected 
to the meteorological environment.  The interest in the varied climatic conditions also 
emphasises the relative and subjective nature of time, which can be gleaned from the statement 
‘…this may not sound much, but try it when it’s blowen- a-gale.  We are all familiar with the 
concept of enduring something unpleasant making the time appear to pass more slowly.  
Although this is a subjective aspect of time, it is a subjectivity that everyone has in common.  
The people at the bus stop share the prevailing weather, and as a result, the weather can change 
the social dynamic of waiting.  When the sun is shining people are more relaxed.  In contrast, 
when it is raining, physical proximity is closer because people are prepared to endure the 
cramped conditions in an attempt to stay dry.  Despite the interplay with the climate, this is not 
an attempt to argue that the weather brings us closer to ‘nature’: the changing rhythm could 
equally be induced by human factors. 
 
Timetabling the paradoxical 
In contrast to Henri Lefebvre’s theory of Rhythmanalysis (See Chapter Beige) we consider 
Henri Bergson’s (1910) theory of time, as a means of considering the interplay between clock-
time and time as something we experience through change1.  He distinguishes between two 
                                                   
1 Henri Lefebvre took issue with Bergson’s primacy of time over space (Burgel et al., 1987).  However, 
Seigworth (2000) argues that Lefebvre, in his later career, did not totally reject Bergson’s theory.  For our 
own purposes, the issue of the primacy of time will be brought into question at the end of this chapter.  
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types of time.  The first, mathematical time, is measurable and divisible into units, or intervals.  
He claims that only understanding time in this way gives us a false understanding of the 
multifaceted aspects of time.  The second, real duration or durée, he argues, is continuous and 
indivisible.  The passing of time is a constant flow that cannot be stopped or segmented.  
However, this is where the great paradox of time resides, because as soon as we try to 
conceptualise time as duration it becomes segmented.  Measuring time or focusing on a 
particular moment causes a disruption to duration.  ‘…the moments of inner duration are not 
external to one another’ (Ibid.: 221), and as a result do not exist in space.  He distinguishes 
between the concept of time, to which we have access through our intellectual capacity, and the 
experience of time, which we know intuitively.  It is only through a conceptual understanding of 
time that time exists spatially.  He argues that a crucial mistake we make is ‘counting in time 
rather than space’ (Ibid.: 78).  It is not enough then to say clock-time is merely a tool for 
functioning within time (Elias, 1992: 42). 
  
We can nevertheless, start to get an insight into the interplay between time as a concept and  
durée by returning to the example of the timetable at the bus stop.  Before the discovery of the 
missing watch, clock-time was a taken-for-granted background resource.  As Laurier (2003a: 7) 
observes ‘How long it takes us to leave the house/flat in the morning is temporally variable and 
leaving is the accomplishment of all we can get done in the that time…Once the house is left 
then a temporal leg is completed’.  Similarly, the walk to the bus stop constitutes a distinct part 
of the journey, but, due to the short distance, is a part of the journey that is prone to less 
variation.  It is only on arrival at the bus stop that the busyness of doing tasks such as leaving 
the house and walking ceases.  It is at this point – the start of an uncertain wait – that it is 
deemed necessary to check the watch.  Up until the speculation about the bus’s arrival durée 
time was the lived experience.       
 
Durée time or a continuous duration does not fit with a printed timetable.  The existence of a 
timetable may have been appreciated at other times, but in this situation it was deemed 
irrelevant because there was knowledge, based on previous experience, and trust2 in the bus 
company’s scheduling, the bus being frequent enough to take its imminent arrival for granted.  
The high frequency of the service weaves the buses into the regular fabric of the city.  
Concomitantly, the comment that checking the timetable runs the high risk of disappointment, 
and offers false hope, appears to conflict with the trust placed in the frequency of the buses.  
Yet, rather than treating these sentiments as being in conflict, it is perhaps more indicative of the 
complex and multifaceted relationship that we have with and in time.  Even if a regular bus user 
regards the bus service as frequent and reliable, this does not mean that s/he is not aware that the 
traffic can cause unexpected delays.  Therefore, even if the bus company achieved 90 percent 
                                                   
2 Social trust is not something that can be taken for granted.  In this instance, trust hinges on a number of 
factors such as bus frequency, reliability, attitudes of bus drivers and safety issues.   
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accuracy with its timetabling, the theory of probability would mean that this could be the time 
when the bus is late.  Passengers are aware that the bus timetable represents when the bus will 
arrive in an ideal world, but despite this rationalisation, on an emotional level, once the 
timetable has been consulted it is difficult not to take it as a statement of fact.  It is the process 
of reifying the timetable as an accurate prediction of future events that results in ‘false hope’3.  
Not knowing the stated time of arrival and accepting that traffic delays are a frequent part of 
city life makes waiting for the bus much easier.  Rather than having one’s expectations 
dominated by the timetable it is more relaxing to surrender and become a hostage to the fortune 
of the city’s traffic4.   
 
Nevertheless, the timetable is more than a printed statement of probability.  It also structures the 
drivers’ behaviour; s/he having to time his/her driving within specified timeslots.  Passengers 
often make jaded comments about timetables, ‘oh the buses never arrive when they are 
supposed to’, or as was mentioned above, we can never really tell, it might be the last bus is 
really late: arriving only minutes before the next bus is due.  Despite the cynicism, these 
comments still have an underlying hope that the buses are attempting to stick to a timetable, 
while also being aware of the irrationality that builds up in the system of tight schedules5.  This 
hope, as well as a link to waiting, is also connected to habit and memory (Bergson, [1911] 
1988).  For Bergson, the only way the bus can exist in a simultaneous spatial/temporality is to 
conceptualise the bus as a moving space progressing linearly through the units of time.  This is 
indeed the most common way to think about the bus, yet it is not the only way we connect space 
and time.  However, the experience of going to the bus stop everyday is a cyclical event that 
draws on past events to reassure ourselves that the bus will arrive soon.  In this way, we 
construct a social and flowing sense of time through the invisible bus network6.  Eric Laurier 
                                                   
3 Technically, such a concept is impossible, because hope is never a statement of fact.  Even if evidence is 
stacked against an outcome, it does not necessarily undermine hope.  Hope and waiting are fundamentally 
linked: both are a projection towards the expectation of a future event.  We would not wait if we did not 
have hope.  ‘What makes hope such an intense pleasure is the fact that the future, which we dispose of to 
our liking, appears to us at the same time under a multitude of forms, equally attractive and equally 
possible’ (Bergson, 1910: 9-10). 
4 However, taking this approach may not be possible.  For example, if passengers have to make 
connections between two or more modes of public transport, the anxiety to make each connection in good 
time is particularly acute (Rietveld et al., 2001).   
5 The timetable only really becomes an issue when there is an infrequent service.  This is hinted at in the 
travel description, we are lucky that this particular service is scheduled to be every ten minutes during the 
day, which is too frequent to bother about memorising the timetable: the evenings are another issue.  
While there is recognition that the allocation of buses is based on an official decision about scheduling, 
the term luck implies political neutrality about the resultant schedule.  The implication is that the evening 
service is far less frequent, and we are left wondering whether the allocation of resources is still felt in 
terms of political neutrality.   
6 A similar point has been made in Chapter Olive that rail and tram networks have physical tracks from 
which they cannot escape.  The bus network, in contrast, exists in the working practices of the bus 
operator employees and passengers.  The bus routes are an ongoing accomplishment that requires trust 
and cyclical knowledge.  This trust and cyclical knowledge is linked to a temporal/spatial understanding 
that goes beyond divisible and conceptual time.  The bus has the potential to break out of the familiar 
route.  This actually happens during the Edinburgh Festival when all the buses are re-routed at times 
when Princes Street is closed to accommodate outdoor events.  (See Ethno Log Supplementary 4)  
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(pers. comm.) observes that, often without thinking, as the bus passes along a familiar route, the 
eye searches out familiar objects that have the power to trigger a set of repetitious thoughts7.  
These thoughts exist within durée time, but as soon as we bring these thoughts into full 
consciousness we move into a conceptual time.  Equally, the cynical relationship people have 
with the bus timetable is based on a relationship between durée time and the familiar spatial 
surrounding of the bus stop that provides the stimulus of previous events as a reassurance that 
the bus will turn-up.  
Waiting: existentialist uncertainty8  
Yet we are still left with a dilemma because it would then appear that the amount of uncertainty 
generated by a missing watch is out of proportion to the activity of waiting.  Having a watch 
does not offer knowledge of when the bus will arrive, it only allows for the monitoring of clock-
time while waiting.  Yet, given the severity of the emotional response to not having a watch, 
there seems to be an assumption that possessing a watch allows for greater ‘time management’.  
It would seem then, that this illusionary term of ‘time management’ tricks us into believing that 
we have power or control over time.  If we return to Bergson’s understanding of time, we are 
able to see a disparity because we are suppressing our intuitive relationship with the flow of 
time.  Certainly, the issue of having control over time is a contemporary problematic which is 
also the central tenet of mainstream transport studies (see for example, Ben-Akiva & Bowman, 
1998; Doherty & Miller, 2000; Farrell, 2005; Gärling et al., 2000; Schlich & Axhausen, 2003; 
Timmermans et al., 2003)9.  There are many situations where we can make choices about how 
best to spend our time, or weigh-up the costs and benefits of various modes of transport in 
relation to time, speed, convenience and comfort of journey.  Yet, when it comes to waiting, the 
only choice we possibly have is to wait, or give up on the thing that we are awaiting.             
 
'Like many, I have always hated waiting. Often, I have asked myself whether purgatory rather 
than hell would not represent a more heinous punishment for a postmodern soul such as mine. 
Purgatory after all is but a limbo, an interstitial and provisory arrangement depleted of heroes 
or villains where souls await, static, uninformed, bored, for a long, long time'  
(Vannini, 2002: 1).  
These sentiments are supported by transport research where findings suggest that one of the 
major barriers to people using public transport is the uncertainty of waiting for an irregular or 
infrequent service (Bonsall, 2001; Hine & Scott, 2000).  Nevertheless, these studies fail to 
address why waiting has such a negative impact.  Indeed, Vannini (2002) observes that despite 
the extensive social science literature devoted to the subject of time, very little attention is given 
                                                   
7 This observation can also be linked to Marcel Proust’s mémoire involontaire 
8 Klein (2004) claims that it is a sense of uncertainty that differentiates contemporary time with the time 
of industrial capitalism.  Instead, however, rather than arguing that contemporary practices are 
responsible for producing additional uncertainty, it may be more helpful to see it in terms of a change in 
practice being a different way to manage temporal uncertainty.   
9These studies work on the premise that time spent travelling is ‘dead-time’. 
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to the activity of waiting.  Notwithstanding the lack of interest within the social sciences, 
Samuel Beckett’s existentialist play Waiting for Godot10 provides an insightful, albeit bleak, 
portrayal of waiting, whilst managing to capture the real duration of time.  This play then, can 
perhaps shed light on why there is such a dislike of this activity.  In Waiting for Godot, waiting 
symbolises the futility and pointlessness of life11.  Due to the powerful nature of this play, we 
could be forgiven for being consumed by an existentialist futility.  It is only by questioning the 
rootless nature of the central characters that we can start to construct a way out of the 
meaninglessness.   
 
Two tramps, Estragon and Vladimir, are the central characters that wait endlessly at the side of a 
semi-deserted country road for someone named Godot, but he never arrives.  At the end of each 
day, Godot’s messenger boy appears and tells the two men that Mr Godot will not be appearing 
today, but he will come tomorrow.  The location is featureless with the exception of a solitary 
tree near-by.  The two return to this spot everyday, but each morning Estragon has forgotten the 
events of the previous day and does not recognise the surroundings where he has been 
constantly returning.  Against the weight of vehement denials from Estragon that he has ever 
been to this place, Vladimir starts to doubt his own memory.  A landowner, Pozzo, and his 
surreal half-wit slave, Lucky, pass along the road, providing an interlude within the waiting.  To 
a lesser or greater extent, each character has a defective memory, Pozzo, Lucky and the 
messenger boy all fail to recognise Estragon and Vladimir from the previous day.  In terms of 
the symbolism of the play, this lack of memory represents a cyclical meaninglessness of time.  
Time feels ‘empty’12 because there is no common connection between past and future events.  
The only commonality is a reluctant need for each other’s company to help ease the boredom of 
waiting.  Valdimir, commenting on the interlude with Pozzo and Lucky, says ‘That passed the 
time’ whereby Estragon replies, ‘It would have passed in any case’. 
Time in place 
‘It is memory, but not personal memory, external to what it retains, distinct from a past whose 
preservation it assumes; it is a memory within change itself, memory that prolongs the before 
into the after, keeping them from being mere snapshots and appearing and disappearing in a 
present ceaselessly reborn’ (Bergson, [1968]1999: 30). 
 
                                                   
10 Beckett, S. ([1956] 1988) Waiting for Godot: A tragic-comedy in two acts , available online 
http://samuel-beckett.net/Waiting_for_Godot_Part1.html & http://samuel-
beckett.net/Waiting_for_Godot_Part2.html (accessed 04/03/05)   
11 As has already been said, hope and waiting are fundamentally linked, and it has been said about this 
play, that it is a play about hope.  However, we usually take hope to be a positive concept, but here, hope 
means that people do not take responsibility for their own life.  It is hoped that Godot’s arrival will 
signify the answer to all their problems, rather than taking direct and immediate action.  
12 Bergson (1946) argues that emptiness cannot be directly perceived, it can only be conceptualised.   
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The memory deficit in Waiting for Godot creates an Alice in Wonderland atmosphere where all 
the characters appear surreal.  This stands in contrast to the life-world where people share a 
sense of history.  These co-produced memories play a crucial role in producing a sense of 
shared meaningfulness (Davis, 1979; Radley, 1990; Wilson, 1997).  Equally, having no sense of 
the past also denies the play’s characters of having any sense of place.   
   
‘It is to recognize that human experience of the world …encompassing language and history 
within which is formed a sense of tradition, of place, and of one’s self in that place…extended 
the nourishment of a particular place while also being, inevitably, part of that which is in 
common' 13 (McHugh, 2005: 11). 
 
The endless waiting stops Vladimir and Estragon taking ownership of the space they spend so 
much time in.  Indeed, Estragon makes the following outburst:  
‘…All my lousy life I’ve crawled about the mud!  And you talk to me about scenery! (looking 
wildly about him) Look at this muckheap! I’ve never stirred from it!’  
(Beckett, 1998: Act 2: 6). 
This is a non-place14 where time becomes abstracted from place.  In such spaces durée time 
becomes divisible time where life appears to be on hold.  In this way, rather than referring to the 
impossibility of empty time, it makes more sense to refer to a sense of placenessness.  This 
stands in contrast to Vannini’s (2002) experience of waiting for a train in Agra in northern 
India.  The station is full of people, many of whom are not there to catch a train.  As with a town 
square, some local people are there to look on with interest on ‘…their towns life and its 
visitors’ (Ibid.:3).  Vannini observes that due to the intensity of life, the process of waiting for a 
train takes place in durée time, because there is a strong sense of place. ‘The flow of time has 
become alive here.  Its passage is continuous.  Every moment flows in bringing something new’ 
(Ibid.).  In contrast, the two tramps have very little to engage their immediate interest.  
 
However, although Vannini (2002) makes a comparison between waiting in Hong Kong’s 
sterile airport and Agra’s vibrant railway station, it would be a mistake to say that it is only a 
sense of place that affects the attitude to waiting.  If we return to Waiting for Godot, Blum 
(2003) observes the play makes a fundamental distinction between two types of waiting.   
‘What is raised in the play is the question of the difference between genuine and spurious 
waiting, between the action of genuine inaction and the activity of waiting for an outcome’ 
(Ibid. 283)15 
In effect, this is the difference of waiting for death and waiting for a goal-oriented outcome.  It 
is obviously the case that waiting for Vannini’s train or any other mode of transport is a goal-
                                                   
13 Deriving nourishment from place is developed further in (Raffel, 2006) Parasites, Principles, and the 
Problem of Attachment to Place, which was also covered discussed in Chapter Olive.  In Waiting for 
Godot the lack of nourishment is symbolised in the diet of discarded chicken bones and raw turnip.     
14 In the way that Marc Augé (1995) uses the term. 
15 For an in depth discussion of the dramatisation of inaction of Beckett’s play, see Eric Gans (1982). 
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oriented activity.  Waiting for a bus is an intentional act; we are actively doing waiting.  We 
have then, two differences between Vannini’s train wait and that of the two tramps.  Beckett’s 
characters are not sustained by their situation, but nor do they envisage themselves as having 
anything better to do.  Equally, the Indian station provides enough rich stimuli for people not to 
be wishing themselves elsewhere16.  Despite the lively pace of the railway station, the lack of 
apparent deadlines means that people are dwelling in the station rather than rushing to be 
somewhere else.   
 
In a British railway station there are often pressures exerted remotely that make us do the 
opposite.  We rush and speed through the station, barely noticing the surroundings.  Having an 
external deadline means that it stops us living in the here and now and projects our aims into the 
future.  The obvious disadvantage is that we fail to recognise what is good about our current 
situation.  This can be seen with the arrival of the bus.  Once the bus arrived, that should have 
been the end of the wait, but the experience was one of still waiting.  The bus was moving too 
slowly through space.  The view from the bus was a battleground between time and space.  The 
pressing deadline of the future forces itself into the present moment and devalues it.   
 
We have already established, contemporary life would be very difficult to manage without clock 
time and imposed deadlines.   
'…clock time, the organisational time-frame and structure of industrial production, is governed 
by the non-temporal principle of time, a time that tracks and measures motion but is 
indifferent to change' (Adam, 1990: 52). 
There are, then, situations where we are faced with difficult dilemmas.  If, for example we are in 
a hurry to be at a certain place by a certain time, we may not want to stop for someone in need 
of help, which shows an obvious lack of concern for those in our immediate surroundings.  
Conversely, if we only show a concern for those in our immediate surrounding, we may get 
caught up in trivial matters leaving the out-of-sight person whom we agreed to meet left waiting 
and wandering.  This shows a lack of respect for the person awaiting our arrival.  To an extent, 
mobile phones can reduce some of these difficulties.  (Other aspects of mobile phone use are 
discussed in Chapter Aqua.)  As well as mobile phones, there are other interesting ways in 
which people are attempting to balance the here and now with future obligations.  Eric Laurier 
(2003a) observes that in the last decade there have been growing numbers of people in Britain 
that are following their European neighbours and having breakfast in cafés in the morning.  One 
of the reasons he cites for this trend is that, with the exception of cyclists and walkers,  having a 
flexible slot of time at the end of a journey negates the varying journey times to work.  
A‘[Breakfast out] is, then, a block of time which we can slot into the day to absorb the 
                                                   
16 Nowotny (1994) observes that modern communications make people acutely aware of other 
possibilities in the way that people spend their time, making time seem more scarce.  
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contingencies before it.  We can use it to turn up at the same ‘correct’ time every day at work’ 
(Laurier, 2003a: 8). 
 
It could be argued further that people are not just making these new arrangements to guarantee 
their punctuality, but are also attempting to experience durée time by living in the moment 
rather than having to worry about being late.  If we return to Vannini’s (2002) comparative 
experiences of waiting, then the focus of not being late becomes a goal-oriented approach to 
waiting.  Seen in this way, he argues that waiting becomes a dynamic process.  Certainly, if 
there is time flexibility within the journey, people do not have to conceptualise time, but instead 
travel in the flow (Csikszentmihalyi, 1975).  This comes with the added bonus that if arriving 
with time to spare, there is the potential of a qualitative experience within the café.  In effect, 
the café provides a meaningful place where a form of waiting can then take place: it is waiting 
without the wait. 
 
It is not always possible, however, to equate goal-oriented waiting with being part of a dynamic 
process.  Just as Vannini (Ibid.) experienced different cultural experiences of waiting, the 
surrounding context in which the wait takes place is also important.  Vannini would argue that 
taking this line of argument runs the risk of collapsing space and time together.  Whilst I agree 
that it is important to keep the two concepts distinct, it is nevertheless not possible to isolate 
these processes from one another.  People experience different levels of durée and stasis 
depending on their own immediate context.  If we consider the imagery surrounding Beckett’s 
(Ibid.) Estragon and Vladimir, and how we might change their location without changing the 
meaning of the play, we could imagine them sitting at a bus stop next to a dual-carriageway that 
passes through a housing scheme that has little in the way of social spaces.  The reason that 
these two locales could be interchanged is that the imagery in both suggests there is little public 
activity that the waitee can engage with.  The landscape is empty in relation to being at the bus 
stop.   
 
There is then another important aspect to waiting that has not yet been mentioned, which is the 
issue of status and image.  In a capitalist economy where the mantra of ‘time is money’, people 
who have high earning potential demand not to be kept waiting.  Although the rich and powerful 
may make this demand, is it actually possible to avoid waiting?  Whether flying first class or 
economy, for example, the plane does not arrive any quicker.  Again we can draw parallels with 
Waiting For Godot. The absurdity of the play does not just arise out of the actors portrayal of 
waiting, but as Gans (Ibid.) notes, from the ingenious failure by Beckett to show waiting.  Gans 
astutely observes that there is much talk of waiting, but the actors are not waiting.  ‘As soon as 
the actors do anything at all, even if it be standing around in silence – of which they do very 
little – it is not waiting itself, but what they do while waiting’ (Ibid.: 4). 
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Following a similar rationale, we could argue that there is absurdity surrounding the issue of 
waiting at airports.  Air travel separates out the professed elite travellers from the crowd17.  
From pre-departure chauffeur transfers to exclusive lounges, the image-conscious can be seen to 
be avoiding waiting.  They are doing ‘being executive passengers’, which often entails 
complementary drinks, free newspapers, internet access, and the use of showers. Yet, despite 
this stratified passenger segregation, the front of the plane does not get to its destination any 
quicker than the back.  It is not just business and first class passengers that this applies to; the 
budget airline, Easyjet, has recently introduced a service called ‘Speedy Boarding’ which. for a 
fee of between £2.50 and £7.5018 , buys passengers the opportunity to board the plane first.  
Here we have a situation where waiting becomes lost in the process of organised activity.  Even 
when travelling economy class, airports keep everyone occupied while waiting for the plane.  
Although themselves processes of waiting, activities such as check-in and security checks 
reduce the overall time spent in the ‘waiting area’ of the departure lounge.  Once through the 
queues at security, passengers can shop or sit in bars and cafés, and be busy doing something 
that is not waiting.   
 
In contrast to an airport, a bus stop is nothing other than a place to wait19.  It is less than the 
empty departure room where waiting becomes a conscious process20.  The activity of waiting is 
therefore the absurdity of non-activity.  Whether doing waiting or non-waiting, time passes.  In 
a single-minded space, time is of greater importance to the individual because the sense of not 
filling time becomes the focus of attention.         
 
 
 
                                                   
17 See Thurlow & Jaworski (2006) for a discussion about the symbolic capital surrounding Frequent Flyer 
schemes.  
18 In their small print it states: ‘Price dependent on the route. Where passengers are bussed to the plane, 
we cannot guarantee that Speedy Boarders will be first off the bus. Where bussing is frequent on a route, 
this is reflected in the Speedy Boarding price you pay’.  
(http://www.easyjet.com/EN/Book/speedy_boarding.html, Assessed, 27/07/07).  Similarly, any of these 
schemes are dependent on some people not choosing them, thereby playing their part in the scheme’s 
materialisation.   
19 For the regular bus user, however, the individual experience of waiting at a stop can vary greatly.  The 
daily bus user at a stop with an infrequent service, for example, may look forward to meeting friends who 
will also be waiting for the same bus.  Similarly, although the stop itself provides little in the way of 
distraction, people develop their own strategies for doing something while waiting, such as send text 
messages or read the newspaper.     
20 Within transport studies there is widespread recognition that people do not like the uncertainty of 
waiting for buses (Bonsall, 2001; Stradling et al., 2007; Stradling et al., 2004), and to some extent 
Realtime Passenger Information (See Ethno Log Supplementary 6) reduced the uncertainty, but it 
nevertheless makes people no less conscious of the process of waiting.  Studies of the retailing 
environment have also dealt with the issue of time perception while waiting for service and being kept 
informed by staff.  See for example Brown (2004), Durrande-Moreau (1999) and Hornick (1984).   
  
 
Informal Cue For Spontaneous Generosity 
Bus Stop 
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YOU ARE HERE 
 Generosity versus moral outrage 
 Informal queue – avoids procedural justice 
 Canny boarders – grudgingly tolerated 
 Formal queue – visible accountability 
 Bus shelter obstructing easy queuing  
 “Not my bus” - self-disqualification  
 Queues materialise within bodily practice 
 Temporal order 
 Queue demise? 
 
 
Chapter Brown Informal Cue for Spontaneous Generosity 60 
 
 
Part one: informal & formal queuing 
 
Figure 9: TRi Survey, 2003, respondent’s likes & dislikes: tourists q-jumping 
 
The common expectation of a queue is a line of people waiting in order of arrival with new 
arrivals standing behind the people who are already there.  Everyone in the queue is waiting for 
a particular service that has a limited capacity, which cannot provide simultaneous access.  A 
queue develops in a shop, for example, because there is only one assistant, but two or three 
customers waiting for the assistant’s one-to-one attention.  ‘Wait your turn’, is more than just 
the verbal manifestation of a queue, it is a fundamental expression of justice1.  Jumping the 
queue is a visible violation of the locally achieved morality of those queuing.  
 
In terms of social justice, however, making a fuss about a queue jumper can often seem trivial, 
especially if the consequences of the violation are minimal.  For example, if the violator only 
                                                   
1 Garfinkel & Livingston (2003) and Livingston (1987) provided detailed ethnomethodological accounts 
of queues, and observe the collaborative morality within the queue, but would not accept justice in itself 
as a universal principle.   
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delays others by a few seconds, it would seem petty to make a fuss.  In contrast, the lack of 
queues, especially in urban contexts, is often argued to be the visible sign of a lack of social 
order.  Such sentiments are illustrated in the following two extracts: 
 
‘It seems that London's population is now so used to being ushered around that collectively we 
are now unable to organise ourselves without the speakers, guards and posters to tell us what 
to do2.  Gone are the days of Anarchy, when people would naturally organise themselves 
ensuring that those arriving first would board the bus first, a time where Ladies and 
Gentlemen would allow those elder, pregnant or with cumbersome bags to skip ahead.  We 
now live in an age of dog eat dog chaotic selfishness!’ (Spacehijackers website, 
http://www.spacehijackers.co.uk/bus/html/bus2.html, Accessed 5/11/2004). 
 
 
‘When I first came to live in London in 1970, sparrows hopped about the street. Now, no 
sparrows, though I didn't notice them going; instead many magpies, flashing black and white 
from roof to roof. And bus queues. Surely there were bus queues? There was this order of 
precedence. You lined up at the bus stop behind the person who'd got there before you.  
Many different buses might stop there. When your bus arrived - a 19, say, rather than a 73 - 
you stepped out of the line, leaving behind the folk still waiting for the 73, and got on behind 
any fellow 19-catchers who had waited longer. I think that's how it worked.  Did it vanish with 
the bowler hats in those famous pictures of the morning rush-hour crossing London Bridge?’ 
(Ian Jack, Guardian Newspaper, Saturday 7th December, 2002)  
 
Although these extracts are referring to London’s bus queues, it could have been written about 
the apparent demise of bus queues in Edinburgh.  Closer inspection of people queuing for buses 
in Edinburgh, however, will reveal a few surprises about this apparent demise3.  After providing 
a detailed account of these queues, it will be argued that instead of the predicted chaos arising 
out of the slackening of formal queuing, that the new informal queue offers an ephemeral 
opportunity for spontaneous generosity within the city.       
 
                                                   
2 These observations will demonstrate that people are still very capable of organizing themselves into 
queues.  Despite this, the extract does nevertheless raise an interesting point about the structuring of the 
urban landscape.   
3 Similarly, Barry Brown (2004) also makes the observation that queues initially seem like simple 
structures but it is only through detailed observations that more subtle aspects emerge. 
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Non-participant observations of people at a busy bus stop in town centre4. 
On a dry, but cold, mid-week afternoon, I took up my vantage point overlooking the bus stop at 
the top of Leith Street; directly outside the St James Shopping Centre.  This particular stop has a 
large expanse of pavement behind the stop and has steps that lead up to the shopping centre.  
The wide pavements allow pedestrians to pass by unimpeded.  Over a space of five minutes, the 
number of people waiting for a bus rose from one to nine people.  As people arrived, some 
chose to stand in the shelter where people were forming a queue, while others chose to disperse 
themselves out; some leaning against the wall; someone else was sitting on the steps.  When the 
bus arrived, two out of the three people in the queue boarded first, followed by some of the 
other waiting people. 
 
After watching the development of two or three queues and their subsequent depletion by the 
arrival of new buses, it initially appeared that if an individual chose not to physically stand in 
the formal queue, s/he was giving up their entitlement to take her/his turn in the order in which 
s/he arrived.  However, this was only a partial picture.  The complexity of the queuing was only 
emphasised when there were people waiting without any formal queue developing.  When a 
particular bus arrived the people waiting in their preferred scattered positions boarded the bus in 
the order in which they had arrived at the stop.  Remarkably, this choreography took place 
without anyone speaking to their fellow waitees.  In a shopping environment, Barry Brown also 
observes: 'One 'challenge' to queuing is that there is little or no verbal interaction in a queue. 
The co-ordination is done with bodily interaction alone’ (Brown, 2004: 5.4).  The spatial 
dynamics of the queue does not materialise through where people position themselves along a 
pavement, but instead it has a temporal existence, which is only brought into existence by the 
work of each queuer.  It has to be emphasised, however, that this example of everyone boarding 
in the order in which they arrived at the stop is not something to which every queue will 
necessarily adhere.  Indeed, the next informal queue that I observed did not result in everyone 
boarding in the order of their arrival.  It soon became apparent that the key to understanding the 
informal queue is that it has the potential to exist temporally but the informality means that each 
                                                   
4 There are a number of buses that stop at this particular stop.  Significantly, one of the buses that stops 
here is the 22 which runs at five minute intervals.  However, the number of buses at a particular stop can 
be misleading because it is not necessarily representative of the number of buses any one passenger can 
use.  Prior to these observations, I carried out an on-the-street questionnaire at this particular stop, and it 
quickly became apparent that, despite the fact that everyone was waiting for Lothian Buses, the people 
using this particular stop had access to very different levels of service.  The people travelling the shortest 
distance had the largest choice of buses because as the buses leave the centre of town they are funnelled 
along particular routes until branching off and dispersing throughout the city.  However, even after a 
bifurcation, an individual may reside along a route that is serviced by a frequent bus running as often as 
every five minutes, whereas another individual may live near a bus route that only runs at thirty-minute 
intervals.  Where a person lives within the city is therefore a partial determinant of the level of bus 
services to which s/he has access.  The unequal service provision is relevant here because it emphasises 
the fact that observing people in a bus queue is not the same as observing people queuing for the 
undivided attention of a solitary shop assistant. 
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queue is a unique event5.  Each queue is affected by the social dynamics of the people waiting 
for the bus, which changes each time the queue refreshes itself6. 
 
Hailing the bus 
In this section, I will put forward the argument that the development of the informal queue has 
resulted from ambiguities surrounding the act of hailing the bus.  There are no official 
instructions given to passengers of how individuals are supposed to indicate their desire to board 
the approaching bus.  In my own mind, I assume it is common knowledge that if someone 
wishes the bus to stop s/he should stick her/his arm out firmly, thereby clearly indicating the 
intention to board the approaching bus.  Indeed, I have reassuringly witnessed other people 
doing just that.  Conversely, I have observed people standing at a bus stop and giving no 
indication whatsoever to the driver, and yet the bus driver still stops.  This must corroborate 
his/her expectation that the bus will stop merely at the sight of someone waiting.  However, I 
have also witnessed a look of bewilderment on the faces of people at a bus stop who have failed 
to make any gesture towards the approaching bus, only to look on in horror as it speeds past 
without stopping7.  This in turn provides me, as an everyday bus user, with my own internal 
confirmation that sticking an arm out is the correct thing to do.  From a research perspective, 
however, these two approaches can be described as being on a continuum, with inaction at one 
end and the deliberate raised arm at the other.  Many of the bus users are somewhere in the 
middle, and indicate their intention to board with more subtlety.  This can be achieved by 
walking closer to the road, or adjusting bags in order to free-up a hand to show pass/ticket or 
pay the fare.  Although these actions portray getting ready to board, their variation nevertheless 
leads to a sense of ambiguity,8 which may have an impact on an individual’s opting out of the 
formal queue.  
  
Formal queue9  
Standing in the formal queue provides visible authority as to the order in which an individual 
boards the bus.  If there is no bus shelter at the stop, the following procedure is more 
straightforward.  When the bus approaches and an individual wishes to catch it s/he simply 
                                                   
5 Garfinkel (2002) uses the term congregational to refer to the cohorts that make up the locally produced 
order.   
6 In addition, this dynamic can be dramatically disrupted if, for example, an exuberant drunk arrives at the 
stop; everyone’s’ attention is focused on keeping their distance and not making eye contact.  
7 Although not a common sight in Edinburgh, buses occasionally overtake stationary buses at bus stops 
and passengers have to run into the road to make themselves seen to the driver.  I have frequently heard 
anecdotal accounts of this being a regular sight in the streets of Glasgow.  
8 Nash (1975) provides a detailed account of how experienced  bus drivers in Tulsa, USA negotiate a 
balance between making progress and being prepared to stop for riders.  Equally, he portrays an array of 
hailing techniques that range from almost invisible work to bold gestures similar to raising an arm  
9 Harold Garfinkel (2002) is critical of Martin Liebowitz’s (1973) ‘formatted queue’ because it ignores 
the ‘…embodied historicity of that [the individual queue] achievement’ (Garfinkel, 2002: 166).    
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sticks her/his arm out.  As the bus comes to the point of stopping, individuals further back in the 
queue watch whether the people in front of them are making their way to the entrance door of 
the bus.  The queue then moves forward, with the people who do not wish to board this bus 
standing still until all the boarders have boarded; the remaining queue then reconsolidates in the 
correct order of arrival10.  Everyone, including the driver, share the common aim of wanting 
people to get on and off the bus as quickly as possible, thereby speeding the journey time11.  
There then arises a potential conflict between boarding quickly and not jumping the queue, 
because too much haste in moving towards the bus may seem rude if the person in front also 
wishes to board, but has not yet started to move forward.   
 
The design of the bus shelter can accentuate the conflict between efficiency and rudeness.  
Where an individual (Middle-Man) is in the middle of a queue within a bus shelter that is 
glassed-off towards the kerbside s/he is dependent on someone else indicating to the bus driver 
to stop.  Usually, this indication takes place before people start moving towards boarding the 
bus.  A non-indication from the front of the queue does not necessarily mean that no one in front 
intends to catch the bus.  Asking someone verbally whether s/he wants the bus that is coming 
can meet with confusion because there might be two buses approaching, one behind the other, 
and s/he may want the second of the two approaching.  In some incidents people have a choice 
of more than one bus, but they may have a preference for one particular route, which means that 
if the second best comes along first they may hold back until the last minute just in case the 
preferred bus appears on the horizon.  Equally, it might be thought that a way of dealing with 
these ambiguities would be to encourage further dialogue.  On the surface, this seems like the 
polite thing to do, but it involves asking someone to give up some personal information without 
introducing oneself.  The hurried nature of the request can seem impolite, because of the 
demand for a quick response.   
 
In the meantime, the individual in the middle of the shelter starts to shuffle anxiously hoping to 
prompt the people in front to start edging forward.  In the shelter, people tend to stand on the 
right leaving a gap for others to pass on the left.  If there is no sign of movement from the 
person in front, Middle-Man starts to gradually move forward.  This prompts others in front to 
move out to the left and start walking forward.  The shuffling movement may just be a 
mechanism by which people indicate their intentions, but it can also be interpreted as a real 
sense of anxiety about being trapped in an enclosed space where the actions of those 
surrounding the individual appear uncertain.  Although more-open shelters alleviate the 
claustrophobic effect of queuing in a confined space they do not stop the development of the 
informal queue.   
                                                   
10 Watson (1997) & Knaebel (1993) provides a very similar descriptions of how people in a queue 
disqualify themselves from boarding a particular bus.   
11 Drivers are often under great pressure to keep to the timetable. 
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Informal queue 
Not being in the informal queue provides the freedom to hail the bus, and then hang back and 
take the correct turn.  This non-geographical waiting arrangement still has the potential to be a 
queue because people often board in the order in which they arrive at the stop, which is 
achieved by an individual monitoring who is already at the bus stop upon her/his arrival.  People 
who arrive subsequently do the same thing, but the people that are already there do not need to 
concern themselves with these subsequent arrivals.  Without having to worry about standing in 
someone else’s way, all that the waitee needs to monitor is the arrival of his/her own bus.  It 
also gives people the freedom to wander out into the road to get a better sighting of approaching 
buses.  When the bus arrives, people move forward in an assertive manner that clearly indicates 
their intention to board the bus.  As people get closer to the entrance they sometimes hold back 
letting those who were already at the stop get on in front of them.  When the bus arrives people 
stand forward when they think that it is her/his turn, but because people are not standing on top 
of each other there is room for small subtle adjustments to each individual’s place.  As people 
make their way to the entrance, in an ever-decreasing space, there is continual monitoring and 
adjustment as people form a zigzag style of queue.  Ironically, it appears that the formal queue 
is more ambiguous than the informal, because the informal queue has the flexibility to adapt to 
the immediate situation.   
Canny boarders  
It would be misleading to suggest that everyone that opts out of the formal queue is following 
the rules of the informal queuers.  There are people who interpret the scattered effect of those 
waiting as a free-for-all12.  When the bus arrives, the canny boarders13 do not monitor to see who 
was there first, instead s/he edges forward looking for the next gap in the zigzag formation to 
speed their progress onto the bus.  The canny boarders are able to take advantage of other 
people’s more relaxed approach to the rules14.  When there is informal queuing as opposed to a 
free-for-all, an individual tends to step forward when s/he judges it to be her/his turn.  If a 
person walks forward before her/his turn, it is not known whether this has been accidental, 
therefore overt judgements of rude behaviour are not visible.  Even if people wanted to sanction 
others, it would be very difficult to do so without material geographical boundaries.  Therefore 
                                                   
12 How people interpret the opting out of the formal queue is likely to vary greatly.  I have chosen this 
interpretation because it seems to fit with observed behaviour, and this was my own first-impression.  
Indeed, there are many incidents where it is just a free-for-all with the order in which people board being 
totally random.  However, Brown (2004) observed that queues have to take place without hesitation, 
otherwise they become confused.  As well as queue etiquette, passengers also learn the rule of boarding 
the bus quickly, which is dependent on the queue not being problematic.  In addition, the work that Barry 
Brown has conducted within shopping environments notes the importance of eye contact in achieving 
order of service.  Eye contact with other boarders is something that the Canny Boarders avoid.      
13 See Glossary 
14 The canny boarders taking advantage of the relaxed rules has parallels with Raffel’s (2006) account of 
Tartuffe, the parasite, taking advantage of Orgon’s piety.  The main difference is that Orgon was blind to 
what was happening, where as the informal queuers can see what is occurring, but choose not to react.  
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queuing in an informal manner is to relinquish one’s correct turn to board15.  Nevertheless, 
opting out of the queue represents a choice that does not fit with the anarchic selfishness that 
was portrayed in the Spacehijackers extract at the beginning.    
 
Part two: informal queue   
The observations put forward here shed light on some of the complexities and subtleties that 
exist in the process of waiting for a bus, yet, in isolation, do not reveal anything substantive 
about the city.  Therefore, to gain any wider significance from these actions it is necessary to 
consider the queue in the wider context of the city. Here the focus is on how the interplay 
between individual and collective behaviour impacts upon the way in which the city creates and 
maintains a positive materialisation.  In dealing with such issues, Blum (2003) considers the 
idea of the Good16 of the city through the collective life of its inhabitants.  He casts the city as a 
two-headed entity in which its inhabitants are bound together in a continual questioning of the 
ambiguities of city life.  He maintains that this continual questioning is often very fleeting, yet it 
is in these moments that the city, as an entity, reveals its social complexities. 
‘The ephemeral moments and engagements of city life give rise to concerted actions and 
reactions that can disclose to serious questioning traces of collective anxiety over the 
ambiguity of meaning and its uncanny persistence in the shape of problems to be solved’ 
(Ibid.: 51). 
One of the ways that a collective anxiety is articulated is through a worry that city life brings 
about the erosion of civility17.  Civility is often expressed as good manners or politeness, but 
such terms are highly problematic because following Bourdieu (1984) or Elias’s (1982) 
reasoning, civility is created by a dominant ideology, manifesting itself through manners and 
politeness.  Manners are the visible embodiment of power relations that reinforce 'status 
superiority' (Elias, 1982: 332).  Small variations in behaviour can signify large distinctions 
between social classes.  Accepting this reasoning would mean that we were unable to judge 
everyone’s behaviour on an equal footing.  However, while it is not to deny the existence of 
social class, the observed behaviour of queuing suggested that there was enough of a 
commonality to achieve the shared accomplishment.  Indeed, one of the criticisms that can be 
made against Bourdieu’s theory of differentiation is that it does not allow enough scope for 
collective activity to exist as an ongoing accomplishment.  Nevertheless, the anxiety 
                                                   
15 Milgram et al. (1986) examines how queue-jumping in formal queues is policed. 
16 Although Blum engages with the Platonic concept of The Good, he resists any formulation of what this 
might be and treats the good as a perpetual aspirational goal rather than an achievable aim. 
17 These concerns are often articulated in a fragmented fashion because modernity and urbanity are 
treated synonymously.  The city not only comes to be seen as the physical representation of modernity 
and capitalism, but its high density of strangers is also cited as the cause of unfettered individualism 
where strangers show no respect for one another.  While Simmel ([1903] 1995)  observes the highly 
interconnected relationship of these strands, he nevertheless manages to keep them analytically distinct.  
Unfortunately, this has not stopped his concept of the blasé attitude being frequently reduced to a label 
for the urbanite that represents individuals functioning within the city without any real concern for those 
with whom they are superficially engaged.          
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surrounding an apparent demise of good manners can give the appearance of making sense 
within a Bourdieuian framework.  The anxiety could be argued to be a class-based concern 
about ‘inferior’ classes refusing to respect the rules18.  The anxiety materialises in those who 
feel that they are no longer part of the powerful majority that are able to impose standards.    
 
Closer inspection of the articulated anxiety, however, reveals an inclusive sense of concern for 
fellow members of the community, which is evident within the quote at the beginning.  
‘…where Ladies and Gentlemen would allow those elder, pregnant or with cumbersome bags to 
skip ahead’ (Spacehijackers, Ibid.).  In contrast, a Bourdieuian perspective offers an insight into 
the persistent inequalities that exist within a hierarchical society, but what it does not offer is an 
explanation of why there is a widespread concern for all others within the community.  Despite 
the highlighted differences (in Footnote 4) that everyone is waiting for different levels of bus 
service provision, the queue is nonetheless made up of people sharing in a municipal service.  It 
would be a contradiction, therefore, to formulate the rules of the queue as an elitist creation to 
maintain civility.  Thus, we need to either reformulate the idea of civility, or look for another 
cause of the anxiety within the quote.   
 
Returning to the quotes on page one, we can indeed see that they both allude to additional 
concerns, in that both of the quotes have a strong affiliation with how things used to be done.  
‘Gone are the days...’ (Spacehijackers, Ibid.), encapsulates the sense of nostalgia that is attached 
to the utopian queue of the past (Lowenthal, 1985).  It is widely argued that nostalgia is 
compensating for something that is perceived to be lacking in the present by looking to the past 
(Colley, 1998; Corcoran, 2002; Davis, 1979; Radley, 1990; Wilson, 1997).  It does not matter if 
the past is really a present-day fiction, what matters is the underlying hope for the present and 
the future.  The nostalgic tone can therefore be read as a way of trying to mobilise a general 
desire to create a city that caters to everyone’s needs, and civility is seen as the way of 
achieving this aim.  Although referring to the necessary procedures required to create a just 
society, John Rawls offers help with the concept of civility.  
  
‘… we submit our conduct to democratic authority only to the extent necessary to share 
equitably in the inevitable imperfections of a constitutional system.  Accepting these hardships 
is simply recognizing and being willing to work within the limits imposed by circumstances of 
human life.  In view of this, we have a natural duty of civility not to invoke the faults of social 
arrangements as a too ready excuse for not complying with them, nor to exploit inevitable 
                                                   
18 One of the definitions of civility in the Oxford English Dictionary includes an abbreviated quote by 
John Milton that echoes the idea that civility is a virtue that needs to be imposed from a position of 
authority down onto the masses. ‘These abilities, wheresoever they be found, are the inspired guift of God 
rarely bestow'd, but yet to some (though most abuse) in every Nation: and are of power beside the office 
of a pulpit, to inbreed and cherish in a great people the seeds of vertu, and publick civility…’ (from Book 
One, The Reason of Church Government, 1641). 
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loopholes in the rules to advance our interests.  The duty of civility imposes a due acceptance 
of the defects of institutions and a certain restraint in taking advantage of them'  
(Rawls, 1999: 312). 
This duty of civility, then, is about imposing limits on the self19 in order to make allowances for 
those in greater need20.  There is, therefore, a desire for justice within the city.  It would seem 
then that it was a straightforward matter that the demise of the queue threatens to undermine a 
fundamental understanding of justice.  On the surface, it appears that if everyone sticks to the 
rigid rules of the queue, everyone should be satisfied that justice is being accomplished on a 
daily basis throughout the city.  Yet, both the observations and the quotes connote an additional 
factor that is influencing how people queue.  The clue is in the reference to the concessions 
given to certain members of the queue.  Letting those of greater need skip the queue is a visible 
social action that has at its core a recognition that justice does not necessarily mean equal 
treatment if an equitable outcome is to be achieved.  As McHugh (2005) notes, equity involves 
a complex understanding of shared being.   
‘…as the place and embodiment of equity, sharing is a fecund relation of otherness that 
belongs to everyone (collective person) and no one and in which each is extended the 
nourishment of a particular place while also being, inevitably, part of that which is in 
common’ (Ibid.:11) 
Thus, the task of making allowances for certain people is not straightforward.  In these 
particular circumstances, attempting to act equitably requires a calculation based on someone’s 
appearance.  Certain calculations are easier than others.  For example, if someone is carrying an 
awkward parcel, or a parent is struggling with a small child and buggy, it is easy to identify that 
they may need assistance.  In these instances, the encumbrance is not part of an individual’s 
body, but is a temporary state that does not have any bearing on the individual’s sense of self.  
Making an offer of help, therefore, does not carry a high risk of offending the person.  In 
contrast, letting an old person in a formal queue go ahead runs the risk of insulting him/her, 
because a judgement is being made about the individual’s self, and it could therefore be 
interpreted as the fact that s/he is being singled-out as inadequate.  An attempt at achieving 
equity leads to the situation where the person feels they have been treated unfairly, ipso facto 
unequally.  The formal queue represents a procedural justice that imposes a rigid structure that 
does not allow room for the self to make decisions on behalf of the other self.  The duty of 
civility, therefore, only allows for morality that resists taking advantage of others, it does not 
make room for offering help to others.   
 
                                                   
19 Raffel (2001) notes that Rawls’ focus on individual rights poses serious difficulties for a moral self, but 
by focusing on the duty of civility allows for a self-reflective actor to orient the rightness of an action  
(See Raffel, 1999). 
20 Civility formulated in this way could also be a form of temperance.  For example Watt (2004) argues 
that temperance requires that individuals need to know that their actions will produce good outcomes 
rather than just thinking functionally.    
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In contrast, a similar situation in the informal queue does not run such a high risk of offending 
someone, because without the procedural justice we have the option of letting anyone go before 
us, which can appear to be spontaneous, and therefore without any judgement being attached to 
it.  If judgement is involved, we can be more discreet, and mask it by simply hanging back to let 
the old person go first without drawing attention to either party.  With no formal rule, this could 
be read as an act of generosity.  We are going beyond the duty of civility because we are doing 
more than refraining from taking advantage, we are offering something beyond what is expected 
of us.  This act of generosity does not need to be restricted to people with some type of 
infirmity.  Indeed, the spontaneity has a greater impact when one fit-and-able person allows 
another equally fit-and-able person to go first.  This spur-of-the-moment fleeting interaction 
between two strangers has the power to create a friendly and relaxed attitude within the city.     
 
In the informal queue we have the freedom to show generosity towards others, but here we have 
a dilemma, because Raffel argues that generosity is not a spontaneous act.   
‘Generosity along with any other form of moral behaviour must in some sense be a product of 
communally produced and identified standards.  Individuals must learn to follow them.  They 
do not invent them and so it is very misleading to think of behaviour in line with them as 
spontaneous’ (Raffel, 2001: 112). 
Without generosity, at least, giving the appearance of spontaneity we are back to running the 
risk of treating people unfairly by making a noticeable judgment based on physical appearance.  
What can assist at this point is to consider the context in which Raffel theorises generosity.  He 
considers the consequences of generosity in relation to giving money or gifts.  In these 
situations it is necessary to consider what is an appropriate amount to give and what the 
consequences would be of not conforming to specific standards.  If we were to compare the 
people in the queue on the same grounds we would have to say the people are being less 
generous because they are not physically parting with anything, but this line of reasoning would 
force us to conclude a zero sum of generosity within the bus queue.  Instead, we can consider a 
complementary type of generosity.  The OED provides support here, because as well as defining 
generosity as ‘liberality in giving’ it also states, ‘high spirit, nobility of conduct’, which is often 
expressed as in the spirit of generosity, which is perhaps a more apt way of understanding the 
behaviour in the informal queue. 
 
Although this spirit of generosity does not necessarily require any material sacrifice, it 
nevertheless makes demands on the individual.  It requires that an individual is open and non-
defensive of others.  To be generous is not to see other people as a threat, which, if taken 
advantage of, leaves us in a vulnerable position.  A spirit of generosity means giving others the 
benefit of the doubt, and in the case of the canny boarders, it means assuming that the non-
reciprocation of civility was accidental.  Yet, failing to observe the difference between isolated 
incidents and a general decline in civility threatens to extinguish the spirit of generosity, 
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because there will be a general mistrust, with the assumption that self-interest will prevail.  This 
tension is witnessed with tourists negotiating an unfamiliar bus system.  A spirit of generosity 
would need to make allowances for tourists, who are most likely to misinterpret the rules.  For 
example, tourists can misread the lack of a formal queue as a free-for-all and assume a lack of 
civility associated with queuing.  The subsequent effect is then to act upon this interpretation by 
barging ahead, thereby producing a self-fulfilling prophecy.  In turn, the Edinburgh residents 
then feel justified in their assessment of visitors being rude and not respecting the rules21.  
 
This negative judgement of the tourist is concomitant with being made to feel inferior.  The 
perceived lack of respect that the tourist exhibits is not expressed as an anxiety about declining 
civility in the same way as has previously been discussed.  The tourist season is blamed for the 
driver not maintaining the same level of service, by citing the evidence that the bus stops short 
of the bus stop (see Figure 9).  It is uncertain whether the respondent is blaming the bus 
company for the shortage of seats by not putting extra buses on during the busy tourist season, 
but the main grievance is that the Edinburgh residents are suffering at the expense of outsiders 
not respecting existing rules.  The term citizen and second class [citizen] are in keeping with a 
Rawlsian sense of civility in which there is an expectation that individuals will accept defects 
within the institutional functioning of the bus service as long as everyone else acts in the same 
way.  As soon as some people take advantage and unfairly take-up the limited seats, the duty of 
civility is undermined.  Similarly, there is a danger here that being open and generous will be 
reinterpreted as being weak and not being competent enough at the skill of stopping others 
getting on before their turn.  Calculating queue jumpers also rob others of the opportunity of 
spontaneous generosity. 
 
Spontaneous generosity can therefore only flourish within McHugh’s (2002) sense of shared 
being that is totally dependent on a collective understanding.  Spontaneous generosity offers the 
opportunity to create a friendly city, but only if the residents understand each other’s good-will 
gestures.  However, the subtler this understanding is, the more private and exclusive it becomes.  
An outsider may take a long time to see the informal queue, and in the process of breaking the 
rules of the invisible queue, s/he undermines its very existence.  If the informal queue survives it 
may be at the expense of outsiders who are assumed to be rude, and acts of spontaneous 
generosity are reserved for those who will appreciate and understand the gesture.  
   
In conclusion, the informal queue allows a person the freedom to wait for a bus on his/her own 
terms whilst still respecting the order of arrival.  However, there is a danger that the informal 
queue only benefits the long-term bus users who have had the time to familiarise themselves 
with its subtleties.  In contrast, the formal queue offers protection against the demise of public 
                                                   
21 See comment from the TRi Household Travel Survey 2003 at the beginning of this chapter in 
Figure 9. 
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civility because it is a system that has universal understanding.  Spontaneous generosity is not 
protected by firmly embedded public procedures, and as a result has a fragile and ephemeral 
existence.  Yet, this fragility makes it all the more powerful when it does materialise between 
people.   
 
 
 
 
 
 
 
 
  
 
Getting On 
Bus Stop 
 
 
 Purple:  Getting On 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
YOU ARE HERE 
 Putting community before punctuality 
 Trust required to break a respected rule  
 Recognising the camel-type 
 Making an exception 
 Day-ticket source of misunderstanding 
 Methods of payment 
 The gatekeeper 
 Say hello to the driver 
 Don’t dwell too long!  
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Figure 10: TRi Survey, 2003, respondents’ likes & dislikes: friendly drivers 
Boarding the bus 
The entrance doors onto a Lothian Bus are consistent throughout the fleet: the driver’s cab is 
positioned immediately in front of the passengers as they board1.  As soon as passengers step 
into the bus, they come into contact with the driver2.  The driver, with the rare exception of an 
inspector checking passengers’ tickets, is the only representative of Lothian Buses that many 
passengers encounter.  Consequently, from the passengers’ perspective, the driver is the 
embodiment of the whole company: attitudes and behaviour displayed by the driver are read as 
the attitude and behaviour of the company.  Although this is a passenger-centric study, it is 
helpful to clarify the duties of the driver.  In addition to driving, there are various rôles 
contained within this sole position: gatekeeper; timekeeper; route advisor; special needs 
assessor; ticket inspector/issuer, and rule-enforcer.  These roles, potentially, place conflicting 
demands upon both the driver and passenger.   
 
                                                   
1 Notwithstanding, the similarity of the entrance, the move from having two passengers doors to one has 
called for a change in passenger behaviour that will be discussed shortly. 
2 This is a remote contact because the driver is isolated behind a glass panel.  Lothian Bus staff refer to 
these panels as bandit screens because they were introduced to protect the drivers from being attacked by 
passengers.  Informal chats with drivers revealed that there were mixed feelings about their introduction.  
Some drivers believe they are necessary for their own protection, while others considered the impact they 
have on the passengers.  One driver argued that they give a very bad impression to women travelling on 
their own in the evenings, because if they believe that the driver needs protection, this potentially has the 
undermining effect of making them feel vulnerable.  The bus company is therefore sending out the 
message that it only cares about the safety of the staff: the passengers need to fend for themselves.  
Although the male driver used women to emphasis the vulnerability, these feelings could just as easily 
apply to men.    
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Dwell times 
The main area of conflict arises around the issue of dwell time.  Dwell time is the interval of 
time that a bus is stationary at the bus stop3.  Timetable configurations have to build these times 
into the calculations.  It is taken for granted that it is in everyone’s interest to make journey 
times as short as possible, and therefore the less time a bus is stationary at the bus stop the 
quicker the journey.  Bus operators therefore strive to keep dwell times to a minimum (Scottish 
Executive, 2003).  However, it is also within transport planners’ and bus operators’ interest to 
increase bus patronage, but the greater the number of people boarding and alighting the longer 
the dwell time, and ultimately journey time.  There is little room within this equation therefore 
for drivers to give special attention to individual passengers.  However, from an individual 
passenger’s perspective, it does not matter how short the journey is if the bus is heading in the 
wrong direction.  As the sole Lothian Bus representative, the unfamiliar passenger may have no 
alternative but to ask the driver about route details.  Although there is usually route information 
at the bus stop, the route maps are highly stylised (See Figure 7 in Chapter Olive and Ethno Log 
Supplementary 5) and require pre-existing knowledge of the city (Brown and Laurier, 2004).  It 
is not uncommon for people to ask other passengers at the bus stop for route information, which 
often proves to be sufficient, thereby eliminating the need to ask the driver.   
 
In many cases, however, the unfamiliar passenger remains uncertain when the bus arrives 
leaving no alterative but to ask the driver.  Typically, passengers keep their question as short as 
possible and do not seek too many clarifications.  Comparing these exchanges with travel 
information desks at bus and train stations, the dialogue between driver and passenger is sparse.  
This can perhaps be accounted for in two ways: one, the time pressure placed on the driver is 
conveyed in his/her response to the question; two, the passenger is aware of holding up the bus, 
keeping questions to a minimum and not expecting lengthy answers from the driver.  Other 
passengers sometimes exhibit signs of frustration when someone takes too long to ask the driver 
a question.  This can be contrasted with the Airport Bus where there is an expectation that 
everyone is unfamiliar and the driver does not have to manage conflicting demands.  
Comparison can be made with Heath et al.’s (1999) study where it was observed that London 
Underground train drivers draw on background expectances for the purpose of a assembling a 
view of the platform and assessing the probable dwell time needed to get passengers on and off 
safely.  The train drivers draw on background knowledge relating to what is considered normal 
in relation to different times of the day and particular stops.  The drivers expect to see 
passengers with luggage, for example, at stations that are connected to mainline train stations.  
Similarly, in Edinburgh, the bus can have a ‘trouble free’ run until Princes Street, where tourists 
have embarked from either the airport bus or the nearby Waverley train station.
                                                   
3 See Heath et al. (1999) for an insightful discussion about the professional accomplishment of train 
drivers on the London Underground and how they managing dwell time. 
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Figure 11: Driver’s Cab and Ticket Machine 
Fare collection 
Assuming the passenger knows which bus to catch, on entering the bus, the first thing s/he must 
do is demonstrate evidence of the appropriate ticket or bus fare.  There is a sign on the side of 
the bus informing people that they need to have the exact fare.  If buying a single fare or day 
ticket, the passenger puts the money in a box (point B on Figure 11 above) that has a glass front 
allowing the driver to see if enough money has been paid.  Although putting in too much money 
is acceptable (the driver is not able to give change or a refund), paper notes often cause 
irritation, because they get stuck in the glass chute, which makes subsequent passengers’ 
payments more difficult.  Similarly, making up the correct fare with large amounts of small 
coinage often attracts a suspicious glare from the driver because s/he has no way of knowing if 
enough money has been paid and has to take the passenger at their word.  Assuming the fare is 
correct and the appropriate coinage has been used, the short encounter consists of a passenger 
saying ‘80 please’4, the driver responding by pressing a button, and the passenger taking the 
ticket from point C. 
 
For regular bus users, a way of alleviating the need for copious supplies of loose change is to 
opt for a prepaid season ticket (referred to as a RidaCard or Smart Card5).  On entering the bus, 
                                                   
4 Fare increases have changed this slightly.  Since 2006 there has been a flat fare of £1 single or a 
dayticket which now costs £2.50.    
5 Named ‘Rida’ or ‘Smart Cards’ because they contain a Subscriber Identity Module (SIM) that can store 
data that relates individual service user information with service provider information, claimed to be of 
mutual benefit (see additional information in appendix – the A to Z of Using Edinburgh Buses).   
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passengers place their RidaCard on a scanning device positioned beside the driver’s cabin (see 
Figure 11 point A & Figure 12).  The driver has the task of monitoring this process, but 
provided the machine accepts the card, the driver has no reason to arbitrate in this process.  If 
passengers are not using the bus on a daily basis, the RidaCard is not the cheapest option.  
Another means of paying the fare is to purchase a Day-Saver-Ticket6, which allows unlimited 
travel on all the regular day and evening services.  This is purchased on the first journey of the 
day, and after 09.30am there is a cheaper Off-Peak-Day-Saver.  If passengers have bought a 
Day-Saver-Ticket on an earlier bus, s/he holds it up for the driver’s inspection, and on 
acknowledgment of the ticket’s validity, the passenger proceeds into the bus.   
 
 
 
 
 
Figure 12: RidaCard, RidaCard instructions & paper Day-Ticket  
 
The design of the ticket, however, is a potential source of irritation for the driver.  The Day-
Saver-Ticket is a long thin paper ticket, issued from the same machine as the single fare, and 
unlike a thin cardboard train ticket that fits neatly into a wallet, the paper ticket needs to be 
folded; and is easily crumpled.  The crumpled effect combined with occasional poor ink quality 
makes the ticket difficult to read.  Passengers frequently compound this difficulty by holding the 
ticket at awkward angles, running the risk of incurring the driver’s reproachful look.  The flimsy 
nature of the ticket, however, is not always the source of an underlying tension, because a 
legible ticket held up clearly can also receive a dismissive response from the driver.  Without 
interviewing drivers about day-tickets, it is not possible to establish what they believe to be the 
cause of this underlying tension, if indeed, the drivers are aware of any conflicts surrounding 
these tickets.  The purpose here is to explore how the driver’s response is perceived from the 
passengers’ perspective.   
 
                                                                                                                                                     
  
6 In the middle of this study the Lothian buses abolished the off-peak ticket and replaced it with a flat-rate 
of £2.30, which has subsequently risen to  £2.50.    
     Wilma © Hanna-Barbera Productions 
Inc. 
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Through observations and having used all three types of payment methods it is possible to say 
that Day-Saver-Ticket holders appear to be treated in a less friendly manner than other types of 
ticket holders.  Passengers can often feel that the driver is in some way suspicious of the 
authenticity of the day-ticket being held up for inspection.  It is quite feasible, however, that this 
detected suspicion is a misinterpretation of the situation.  Perhaps the key to this interaction is to 
compare the three methods of payment more closely.  When someone asks for an 80p fare there 
is an opportunity for the driver and passenger to engage with one another through eye contact, 
‘please’, ‘thank you’, or even a smile.  Equally, the driver does not need to speak or make eye 
contact with passengers; s/he can just press the ticket-issuing button fulfilling the basic 
requirement of the passenger’s request.  The positioning of the money box (point B), however, 
is in direct line of sight to the driver, and most people who enter the bus and pay a cash fare 
usually make eye contact with the driver.   
 
In contrast, the RidaCard machine (point A) is in front of the driver’s line of vision with the 
passenger.  Passengers often have to focus on the machine because the small card needs to be 
put in the correct position.  If RidaCard passengers do make contact with the driver, it is most 
likely to be because they are making a conscious effort to be polite.  The procedure of holding 
up the Day-Saver-Ticket, on the other hand, necessitates eye contact between passenger and 
driver, but rather than being an optional friendly gesture, eye contact becomes a demand for the 
acknowledgment of the valid ticket.  The driver is obliged to offer some form of verbal or facial 
expression before the passenger feels able to continue onto the bus.  In addition, the eye contact 
is more prolonged than it would be if using the other two methods of payment, because the 
passenger has to pause momentarily while the driver reads the date on the ticket.  Although this 
eye contact is no more than fleeting, it may be long enough for the passenger to register the 
driver’s stress levels (Duffy & McGoldrick, 1990; Tse et al., 2004). 
  
The encounter between driver and passenger is not a random event between two strangers: in 
ethnomethodological terms, the driver and passenger are a Standardized Relational Pair (SRP) 
(Sacks, 1974).  These pairs are contingent upon members’ knowledge of what actions and duties 
these positions entail.  The passenger knows it is legitimate behaviour to purchase a ticket from 
the driver and get on as quickly as possible.  What passengers expect from the driver is a short, 
but, courteous response.  In the majority of cases, the expectation contained within this 
category-bound activity is fulfilled by both parties.  However, driving in city traffic is 
demanding enough, but bus drivers also have to contend with the conflicting demands of 
sticking to a tight timetable while offering time-consuming customer service, whilst also 
enduring a proportion of rude passengers.  Equally, some passengers make allowances for rude 
drivers, but can also read an unfriendly expression as a personal slight.  The emotional signals 
of the passenger and driver are not private thoughts; they are part of the visible social order.          
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Occasionally, the atmosphere on the bus is transformed by a lively and outgoing driver.  Some 
of the drivers have a joke with passengers as they board.  After such exchanges people are more 
likely to approach a seat with a smile on their face, which in many instances can be a catalyst 
for passengers to make friendly passing comments to one another.  Although the driver is not 
supposed to talk to passengers on the grounds of road safety, s/he will sometimes shout over 
comments to the people sitting on the side facing seats.  Times that this has been observed have 
been with older people who appear to be regular users of the particular route.  In such situations 
the noise levels of passenger conversation increases7.  One particular route renowned for a 
friendly atmosphere is the number 138.  
 
Gatekeeper 
In theory, the bus driver has ‘rational legal authority’9 (Weber, 1947) over the bus and can 
refuse entry to people under the influence of drink and drugs.  In practice, however, people in 
varying states of inebriation travel on the bus.  Similarly, eating and drinking is not allowed on 
the bus and passengers can be denied entry if the driver sees someone carrying food and drink 
onto the bus.  However, if it escapes the driver’s attention whilst boarding, the driver is unlikely 
to intervene once the offender is seated and no apparent disturbances ensue.  The driver’s 
authority is not necessarily exercised in a prohibitory manner.  For example, drivers, on rare 
occasions, may let someone onto the bus who does not have enough change for the bus fare.  On 
occasions where this has been observed, however, it has not been with passengers who are 
chancing their luck at getting a cheap fare: the beneficiary appears to be partially familiar with 
the bus system, but also have an air of vulnerability about him/her.  Although such incidents are 
not everyday events, they nevertheless provide a glimpse behind the rule-bounded role of 
gatekeeping, and are thus worthy of further consideration.  The following incident provides an 
opportunity to give greater consideration to the value gained from the driver breaking an 
accepted and practiced rule: 
 
Quotidian event 
A man in his late twenties attempted to board the bus carrying two polystyrene cups 
(‘Tea Guy’).  As he boards the driver informs the cup carrier that he is not supposed to 
                                                   
7 Chapter Aqua deals in more detail with the changing onboard tempo of conversations. 
8 Morning regulars of this route have been known to refer to it as the ‘country bus’.  The usage of this 
term is consistent with the Tonniesian gemeinschaft gesellschaft distinction in which there is an 
expectation that rural buses are more likely to display onboard community concern for other passengers.  
One of the examples used to make this point was that morning passengers took note of absentees who 
were usually part of the morning regulars.    
9 Max Weber’s Ideal type typologies will never be found in their pure form within the particular.  Based 
on Weber’s ideal type, the starting point here is that the driver had legitimate authority over the bus on the 
grounds that he has an official role within a hierarchical organisational structure.  'In the case of legal 
authority, obedience is owed for the legally established impersonal order.  It extends to the persons 
exercising the authority of office under it only by virtue of the formal legality of their commands and only 
within the scope of authority of the office' (Weber, 1947: 301).  
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allow him onto the bus, Tea Guy assumes, without argument, that the driver is denying 
him access and turns around to get back off the bus.  The driver calls the man back and 
explains that he will allow him on if he sits at the front of the bus.  In the first instance, 
Tea Guy passively accepted the driver’s authority by not trying to argue or negotiate 
with the driver.  It would therefore have been much easier for the driver to let the man 
get off without any further interaction.  Instead, the driver made a decision to relax the 
rules, which inadvertently caused initial confusion in the passenger’s response, because 
the driver made a couple of attempts to explain that he could get on the bus, but he 
needed to know that it was breaking the rules.   
 
The driver: balancing individual need and company rules10  
This incident is emblematic of a range of incidents where the driver has broken company rules 
in favour of benefiting individual passengers.  The first point that needs to be made is that the 
rules are not a set of abstract or arbitrary rules that the driver or passengers do not agree with.  
In general, the motives behind the rules are designed to protect passengers, drivers and or 
company property.  For example, even though passengers might welcome the idea of free bus 
fares, the rule of having to pay a fare is something that most people accept as a necessity of the 
operational continuance of the bus company11.  However, it could be argued in response that 
Max Weber has long since made us aware of the imprisoning effects of the iron cage12 of 
modern bureaucratic systems, in which a rule may have been introduced for the most altruistic 
of reasons, but may, in practice, be harmful or irrational (Ritzer, 1996).  In this instance, this 
would mean the driver would stick to the rules of the company regardless of what might be in 
the passengers’ interests.  So returning to Tea Guy, carrying two cups; if we assume that one of 
the drinks is for a colleague at the other end of the short bus journey, and the driver had stuck to 
the rules, the colleague would have had to go without and our passenger would have had to 
choose between throwing both the drinks away and catching the bus, or missing the bus and 
drinking his drink leaving the colleague to fend for him/herself.   
 
                                                   
10 The gate-keeping rules that can potentially be broken by drivers are limited to: letting people board 
without enough change for bus fare; stopping and waiting for someone running to catch the bus; letting 
people on or off between stops; letting people on with hot drinks 
11 Paying at the point of entry is not necessarily the only viable option.  For example, Crawford (2002) 
and the pressure group Carfree Cities argue there are high costs associated with the collection and 
accounting of revenue gained from the fare box.  Their preferred alternative would be to levy extra tax on 
motorists, arguing that it would be a more cost efficient method of raising revenue.     
12 In sociology, the term ‘iron cage’ is synonymous with Max Weber, yet Edward Tiryakian (1971) and 
(2001) question Talcott Parsons’ original translation of stahlhartes Gehäusse into ‘iron cage’.  After 
lengthy consideration, Baehr concludes that a more accurate translation of the original text would be 
‘shell as hard as steel’.  Baehr puts forward a convincing case that this metaphor captures the complexity 
within Weber’s argument.  He argues that Weber’s original phrase was not only a reference to 
bureaucratic processes, but also stands as a powerful critique of modernity in which the very nature of 
humanity is transformed.  A cage is something that imprisons us whilst offering the enduring hope of 
escape, whereas a shell represents organic irreversible metamorphoses.        
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Neither of these options would cause serious harm to the individual; it would have probably 
been no more than a mild irritation to have missed the bus, but rather than disregard this 
incident as an irrelevant situation, the inconsequentially of not letting the man board the bus is 
significant.  The fact that the driver saw the merit in the rule of not bringing hot drinks onto the 
bus is displayed in his explanation and condition of where the man should sit, because allowing 
him to sit at the back might have run the risk of spilling the drink over another passenger.  At 
this point then, we can say that the driver was not ignoring a rule that he did not endorse, but 
instead, respected the general principle while concomitantly making an exception to the rule.   
 
The camel’s nose in the tent13 
It is making an exception to an established order that is central to this situation.  There can be 
both positive and negative consequences of making an exception to any rule.  Yet, it is only the 
anticipation of the negative consequences that becomes the central focus.  Making the exception 
is commonly referred to as ‘the slippery slope’ or ‘the camel’s nose in the tent’.  These 
expressions convey a fear that it is ‘natural’ to take advantage of other peoples’ goodwill.  If the 
rules are broken on the grounds of pity for the plight of one particular individual or situation, it 
is often feared that this will mean that an unsustainable number of subsequent appeals will also 
have to be honoured.  In turn, there is alarm that this ‘welfare scrounger’14 culture will 
encourage false claims: parasites living off other people’s hard-work15.  If, for example, the bus 
driver lets someone on without paying, taking pity on him/her because s/he did not have the 
money for the bus fare but desperately needed to catch the bus, it is feared that the driver is 
opening the floodgates’ to bogus claims to free travel.  If it becomes common-knowledge that 
false claims are being made then no one will want to pay, which eventually threatens the 
continuance of the bus company.  
 
However, an argument against making an exception to the rule based on a ‘slippery slope’ 
argument may indeed be highly persuasive, but the argument does not necessarily have to be 
                                                   
13 The partial name of the title of Rizzo and Whitmean’s (2002) working paper, but also the title of a fable 
in which a man in the desert is confronted by his camel’s request to gain warmth by placing his nose 
inside the tent.    However, the give an inch take a mile outcome is that the camel takes advantage of the 
initial goodwill gesture and eventually expels the owner from the tent.  Interestingly, Nunberg’s (2003) 
research reveals that rather than being an old Arabic fable it originated in the Victorian era.  The earliest 
citation of ‘An Arab Fable’ found by Nunberg is in Gleanings (1860) by Lydia Howard Sigourney (see: 
http://csli.stanford.edu/~nunberg/slipslop.html).    
14 Paul Spicker (2002) notes that wildly exaggerated claims have been made about welfare fraud since the 
1960’s.  The term welfare ‘scrounger’ or ‘sponger’ has come from subsequent right-wing sources 
attempting to discredit state-funded welfare, by emphasising the unfair burden placed on the taxpayer.  
However, the concern of an undeserving poor has a much longer history.  England and Scotland followed 
a slightly different trajectory.  In England, the first law directed at the poor was the 1349 Ordinance of 
Labourers, which attempted to prohibit able-bodied beggars.  In Scotland, from 1586 parishes issued a 
limited number of meddles (pauper badges) which acted as a license to beggars who were unable to work.  
For a detailed history of the Poor Laws, see for example Hindle (2004) and Mitchison (2000).           
15 For a very different approach to human parasites see Raffel (2006)   
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valid.  Playing on peoples’ fears has the potential to hide a fallacy of presumption.  Instead of 
focusing on the rightness or wrongness of a situation, the slippery slope argument (SSA) 
projects an assertion and presents it as if it were a known outcome.  For example, if one person 
is allowed to get on the bus without paying, the argument takes for granted that this will lead to 
everyone demanding free travel.  It may indeed be the case that ‘A’ leads to ‘B’ and ‘B’ leads to 
‘C’ and so on until ‘Y’ leads to ‘Z’, but this is very different from ‘A’ leading directly to ‘Z’16.  
To use a contrasting adage, ‘its all or nothing’ sums up an absolutist approach that avoids 
making difficult decisions that sit along a continuum.  There is an underlying rhetorical fear that 
humans share the characteristics of the camel by being unable negotiate a sliding-scale of fair-
play.  Clark (1998) observes a further problem with the SSA which is that it denies immediate 
help to an individual on the basis of protecting people in the future from an unsubstantiated risk.  
Yet, in direct response to this argument, Hughes (2000) argues that it is not sufficient to ignore 
subsequent effects by only focusing on the immediate individual.   
 
Nevertheless, what these arguments fail to take into account is the interaction between the 
claimer and arbiter; or in our case, Tea Guy and driver.  If the driver thought that Tea Guy were 
likely to be a camel type he could have refused him entry.  However, Tea Guy demonstrated his 
willingness to comply with the company rules by not arguing with the driver and turning to get 
off the bus.  In the parable, the camel asks with his nose, and does not wait for an invitation.  If 
Tea Guy had been the camel type he might have tried to negotiate or argue with the driver.  By 
not doing so, therefore, he then appears not to be the type that would exploit the rule.  For the 
driver’s assessment of Tea Guy to have been demonstrated as wrong, Tea Guy would have had 
to ignore the request to sit at the front.  Instead, the driver manages to produce a situation where 
the non-camel type is able to demonstrate that even though he is on the bus, he is still honouring 
the rule of no hot drinks, by keeping them away from other passengers.  In this particular 
situation, the driver has judged the rule of no hot drinks as unreasonable, but if he thought it was 
always unreasonable, then he would never try to enforce it.  Instead, the driver produces the new 
rule of you must sit at the front, thereby allowing both parties to be accountable to the 
unreasonable rule in this situation17.   
 
What we can see then with the bus driver is that making an exception to the rule is a case of 
having to engage in a complex balance between the immediate needs of the passenger through 
the recognition of an unreasonable rule in this situation and his own future accountability of 
making an exception (Garfinkel (2002).  However, within modern bureaucratic systems there is 
an expectation that there should be clearly defined rules.  One of the expected benefits of such 
                                                   
16 Enoch (2001) makes the point that arguments that say A leads to Z fail to make an adequate distinction 
between objectionable and unobjectionable situations. 
17 I am grateful to Eric Laurier here for his insightful comments surrounding reasonability and the 
production of a new rule.   
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rules is that they minimise personal bias.  Modern bureaucratic systems are justified on the 
grounds that the rules are transparent – people cannot be given social benefits on the grounds 
that an official clerk liked a particular individual.  A driver acting compassionately may be 
judged to be acting unjustly because his actions do not correspond to the official procedures, 
which, potentially, harbour the criticism that he was using his position to exercise favouritism.  
Following from this, not sticking to the rules can also increase the danger of litigation.  If the 
hot drinks were spilt as a result of an accident in which, for example if the driver had to break 
suddenly as a result of another diver’s mistake, the bus company would still be liable for the 
damage caused by scalding. 
Community trust 
What we appear to have is a battle between two concepts that we would instinctively expect to 
be conjoined and working towards the same end: compassion and justice.  We need to consider 
then, why these concepts can act in contradictory ways.  With justice, the aim is to treat 
everyone fairly.  It is possible to act justly and still allow for individual circumstances18.  
Unfortunately, this requires detailed knowledge of individual circumstances.  Bus companies 
and local government can make general concessions to people that can be lumped together in 
specific groups such as the elderly who benefit from concessionary travel or wheelchair users 
and parents pushing buggies who benefit from the introduction of the new low deck access.  No 
automated system can have a mechanism that deals with one-off situations.  Where there are 
people within systems, however, there is the potential to improvise and make instantaneous 
judgements.  In order that these judgements are considered fair by onlookers, there needs to be 
trust in the official that s/he will make an impartial decision.  Acting compassionately whilst 
remaining impartial initially sounds like a contradiction, but it is only when considering these 
concepts in relation to trust19 that their compatibility emerges.  
 
‘Trust is the chicken soup of social life.  It brings us all sorts of good things, from a 
willingness to get involved in our communities to higher rates of economic growth…to 
making daily life more pleasant…Trusting strangers means accepting them into our “moral 
community”’ (Uslaner, 2002: 1). 
There is a vast array of academic literature that addresses the concept of trust, but the focus here 
is on a moral underpinning (Uslaner, 2002; 2003), rather than strategic trust, which emphasises 
the risks involved (Gambetta, 2000; Good, 2000; Luhmann, 2000).  Uslaner (2002; 2003) 
                                                   
18 Dworkin (1977) distinguishes equal treatment and treatment as an equal.  
19 Although not a reliable source, Wikipedia, the free internet encyclopaedia, helpfully defines trust as:  
‘In general, trust refers to an aspect of a relationship between two parties, by which a given situation is 
mutually understood, and commitments are made toward actions in favour of a desired outcome…Trust in 
sociology is a relationship between people. It involves the suspension of disbelief that one person will 
have towards another person or idea.  It especially involves having one person thinking that the other 
person or idea is benevolent, competent / good, or honest / true’.  
(http://en.wikipedia.org/wiki/Trust_%28sociology%29).  The reason for using this site is to highlight 
generalised understanding of how the term is used.     
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argues that moralist trust in strangers is generated through a generalised belief that despite 
ideological and religious differences most people share the same moral values.  Accepting this 
account of trust helps to reconcile the bus driver’s act of compassion with impartiality.  When 
the driver makes the decision to act compassionately by breaking the rules, the passengers as 
trusting onlookers, do not suspect that the driver is exercising favouritism.  Equally, the driver 
has faith that the passengers will interpret his decision to break the formal rules as an act of 
kindness.  Sharing the same values means that exceptions can be made without fear that this will 
lead to anarchy.  The very quintessence of impartiality is a fundamental belief that everyone is 
equal, and therefore compassion is not about exercising favouritism20.  Uslaner suggests that 
‘Moralistic trust is a value that rests on an optimistic view of the world’ (2003:4), and serves to 
make a statement ‘…about how people should behave.  People ought to trust each other’ (ibid.).  
Another way to look at this is to suggest that trusting strangers is making a courageous moral 
decision to place trust in other people even when there is no evidence to suggest that our trust is 
in safe hands.   
 
Taking such a stance is premised on the belief that acts of trust have a multiplying effect that 
benefit the whole community.  Uslaner maintains that an isolated instance of trust being 
misplaced is not sufficient to stop people continuing to place trust in strangers21.  However, 
where there is an accepted and habitual lack of trust there is a sense that rules need to be 
adhered to more rigidly.  Returning then to the concept of modernity’s iron cage, we see that we 
have the potential to keep the structure of the cage, whilst having the courage to bend the bars  
to shape it towards the needs of individual community members.  We only develop Baehr’s 
(2001) shell as hard as steel if we use bureaucracy as an excuse to hide behind an unreflective 
detachment rather than an impartiality based on fairness. 
 
Raffel (2004) reminds us of a valuable lesson that adults learn when we think about the moral 
education of our children.  He observes that the intervention of parents and carers allows 
children to learn key social roles. 
‘But there is also the additional problem that any good society would also want these children 
to be capable of exercising moral judgement with regard to the rules, for example by not 
applying them too mechanically, by having the necessary resources to adapt or abandon 
outmoded rules’ (Ibid.: 117). 
In a city where there is limited trust or sense of community, boarding a bus is a straightforward 
matter of getting on without delay, but if we decide to exhibit care for other people’s needs then 
                                                   
20 Transport studies are continually pointing to the high levels of social and financial inequalities that 
exist in and around the use and supply of public transport, see, for example Church et al. (2000), Rajé et 
al. (2004) and Social Exclusion Unit (2003).   
21 He nevertheless asserts that widespread social and financial inequality are highly detrimental to 
generalised trust. Subsequent chapters will explore incidents where inequality could be used to explain 
interactions where there was a lack of generalised trust, but in the meantime, the example presented here 
offers an occasion where the ‘good’ version of the city exists.         
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the relationship between driver and passenger will be more complicated.  Similarly, a bus driver 
who is adaptive with the company rules has a more difficult job.  If the driver mechanically 
follows the rules, most passengers will get to where they want to go on time and the driver does 
not risk being held to account for his/her own personal action.  Similarly, if the driver is 
impatient with requests for route information or does not wait until vulnerable people are seated 
before driving off, s/he is much more likely to fulfil the requirements of the timetable.  In 
contrast, the driver that exercises discretion is actually focusing on issues beyond the remit of 
the role of bus driver and is considering individual needs.  For the utilitarian, it is counter 
intuitive, but by focusing on the individual rather than the needs of the majority, the driver is 
creating an opportunity for community.  Seventy people, for example, may be late as a result of 
a few infirm and slow-boarders, but surely, in this scenario, it is better to be late and safe.  
Similarly, other passengers who are in need of getting to an appointment on time have to 
balance their own frustrations against the needs of other passengers.        
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Figure 13: TRi Survey, 2003, respondents’ likes & dislikes: bells & falling down the aisle 
 
Choosing a seat  
After managing access to the bus via the driver, the next stage is to choose a seat whilst 
maintaining minimal contact with other passengers.  This is the most artful part of bus travel.  
Whether old or young, able bodied or infirm, passengers of all shapes and sizes demonstrate 
great skill in the short space and time in which they make up their minds where to sit.  Standing 
and leisurely surveying the seating is not an option, as it would be in a café or restaurant, with 
other boarding passengers behind, the pressure is on to get seated as quickly as possible.  It is 
not always possible to say why people sit where they do on a bus.  For example, as with one of 
the respondents in Figure 13, it would be impossible to tell from observations that someone is 
deliberately positioning themselves in easy reach of the bell.  Those who alternate between 
choosing upstairs or downstairs may be affected by how busy the bus is, how much luggage is 
being carried or the length of a journey.  For example, it may seem like a waste of time to 
negotiate the steep stairs if only travelling a couple of stops.  Equally, the stairs might pose a 
problem for people carrying awkward baggage.  In such cases, people may have already made 
up their mind that they will sit downstairs, but those who only choose to go upstairs if it is too 
busy downstairs have a very short period of time in which to survey the amount of empty seats.   
 
Although all the models of double-decker buses have differing internal layouts, the bottom of 
the stairwell is about a quarter of the way down the bus.  Therefore once passengers are parallel 
with the ticket machine (Figure 14 point C) they only have a couple of paces before they are at 
the foot of the stairs (point D), to survey the amount of empty seats and decide whether they 
will go upstairs or not.  Repeated observations revealed that people have no more than two 
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seconds to survey the lower deck and decide whether to go upstairs.  Once past the entrance to 
the stairs, people are committed to staying downstairs.  As the majority of seats face the front, 
boarding passengers are conscious of the fact that they are seen by those already sitting down.  
The slightest hesitation is visible to the rest of the bus.  
 
 
Figure 14: Short distance from machine to stairs 
 
In an attempt to minimise interaction with strangers, people generally spread themselves out.  If 
there is a double empty seat available, it appears strange if someone sits down beside another 
passenger.  The exception to this is elderly or disabled passengers sitting in the seats nearest the 
exit doors.  People making their way to a seat generally try to limit their social interaction with 
other passengers1.  This involves keeping eye contact to a minimum, and means that if people 
have to sit next to other passengers it is not based on preference of any particular individual2.  
The tacit convention of where to sit is based on finding a seat that causes least inconvenience to 
themselves and other passengers.  Passengers often have strong preferences of where they like 
to sit, but even if the particular seat is empty, it has to be balanced against how easy it is to sit 
there, and how a particular choice of seat will be interpreted by other passengers.   
 
                                                   
1 As Goffman (1963) observes, strangers require a reason to socially interact with one another.  When 
seats are lacking there is a visible and accountable reason to increase proximity with other people.  
Similarly, Laurier (2003) makes comparable observations of people spreading themselves out in cafés. 
‘…tables are taken so as to set a distance between their occupants.  Proximity of table selection while the 
café is quiet may lead to the appearance of eavesdropping or spying on others’ (ibid.: 4).       
2 People avoid being seen to be visibly choosing one person over another.   
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For example, it would appear very strange if an individual walked passed rows of empty seats 
and then sat directly next to another passenger.  Equally, if there is only one seat next to 
someone and a passengers hesitates before sitting s/he is visibly demonstrating a negative 
judgement about the co-seat sharer.     
Discordant seating 
Although people usually try to avoid causing inconvenience to other passengers, there are 
instances where these other passengers are judged to be acting inconsiderately.  In such 
circumstances the behaviour may be challenged.  For example, it is a common sight to see 
people sitting on the back row with their feet on the backward facing seat or vice versa.  People 
are inclined to do this because the back row seats are slightly narrower.  Those that are familiar 
with these seats will know that they are uncomfortable because there is a continuing sensation 
of sliding forward, especially if the bus breaks suddenly.  Putting one’s feet on the adjacent seat 
overcomes these effects and makes the journey much more comfortable.  However, such an act 
has an ambiguous meaning, because it can be interpreted as inconsiderate and disrespectful.  It 
means the seat will be dirty when the next person sits on it.  Figure 16 also illustrates that it 
blocks off the two right hand seats, which in effect means that one person sitting with his/her 
feet up is taking up four seats.  
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Figure 15: Back seats with facing row 
 
 
Figure 16: Feet on seats incident 
 
Quotidian event  
Two men in their twenties were sitting at the back of the bus diagonally facing one 
another and were engaged in conversation.  They looked like they might have been 
colleagues on their way to work.  Man 2 (Foot Foul) had his feet on the middle forward 
facing seat, and as a result, I had to sit with my back to the rest of the bus.  I 
deliberately chose not to ask him to remove his feet from the seat because I felt that 
such a request would not only have drawn attention to myself, but also that the two 
men might also have adjusted their behaviour.  Nevertheless, such a request would 
have been legitimate because if the man had not had his feet on the middle seat it 
would have been the most comfortable place to sit, because sitting opposite someone is 
much more cramped and there is a restricted view.    
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Two stops on - a woman also in her early 20s, (Cool Sister) walked to the back of the 
bus.  She wanted to sit where Foot Foul had his feet.  She did not verbally 
communicate this to the man.  Instead, she just walked to the back of the bus and 
started to sit down – as if his feet were not on the seat.  From my vantage point, it 
looked as if her physical action to sit down was not affected by the feet on the seat, but 
it could be that her action was slower and more pronounced than it might have 
otherwise been3.  From an onlooker’s point of view, Cool Sister was going to sit in the 
seat regardless of whether he moved his feet or not.  Foot Foul could not see who was 
walking up the aisle, and it was only at the last minute that he saw her about to sit 
down that he quickly moved his feet.  Throughout this interlude, no eye contact or 
verbal communication took place, and the two men carried on with their conversation.  
As an onlooker, I could see no evidence from their body language, the flow of 
conversation, the tone of voice, or eye contact between Foot Foul and friend that there 
was any irritation or embarrassment about having to quickly move his feet before the 
Cool Sister sat down.  Their conversation carried on uninterrupted until the two men 
neared their stop, and then stood up when the bus reached Princes Street.  They carried 
on talking whilst standing in the aisle, despite the fact that another passenger was 
standing in between them.  
 
We could speculate whether Foot Foul was embarrassed about having to move his feet so 
quickly, and whether he used his engagement in conversation with his friend to cover-up this 
embarrassment.  Yet, perhaps the Cool Sister’s action is more revealing.  Her eye movements 
and facial expression were enough to conclude that she was not visually impaired, and as a 
result would have seen the man’s feet on the seat.  Sitting down with full force on someone’s 
feet would most likely be a painful experience, so we can assume that she knew he would move 
his feet when he saw her sitting down.  There is a certain amount of nerve required here because 
she could have achieved the same effect by standing next to him and waiting for him to move 
his feet before she made the final move towards the seat.  Although a physically less dangerous 
strategy, it would have appeared more judgmental.  ‘You have no right to have your feet on the 
seat so I will stand here while you remove them’.  It would have also drawn other passengers’ 
attention to the incident because she would have been standing in the aisle for longer than 
normal.  Instead, sitting down is less challenging because the action merely implies someone 
sitting in an unoccupied seat.  ‘Your feet on the seat are an accident, which you can correct as I 
start to sit down’.  It is not possible to judge how much conscious thought went into her 
strategy, but at some level she must have felt confident that he would not undermine her dignity 
by refusing to move his feet in time.  Once she was seated there was no exchange of glances.  If 
she had intended her action to be interpreted as challenging, then we might have expected the 
                                                   
3 This type of situation and the speed of movement needs further observation, perhaps with the use of 
video footage.   
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challenge to be backed up by a reproachful look once she was seated. Similarly, Cool Sister 
does not demonstrate any concern for the seat being dirty4.  The management of this situation 
resulted in neither party appearing unreasonable to onlookers.  
 
If the bus is quiet, then taking up an extra space with either feet or bags is often overlooked, but 
if the bus is busy, then it is seen as selfish.  In these circumstances, people often claim the seat 
in question.  In contrast, it would be seen as highly unreasonable to claim the right to a an 
individual seat that is occupied by another passenger.  However, this rule of first come first 
served is changed slightly by the ‘priority seats’ near the exit doors.  There are official signs 
stating priority to elderly and disabled people.  If an able-bodied person is sitting in one of these 
seats, they are expected to move if it is required by a priority holder.  This said however, it is 
quite common to see people who appear to be able-bodied sitting in these seats and not moving 
when elderly people board.  It is not always possible to judge these situations accurately, 
because the person sitting in the priority seat may indeed be in greater need of the seat.  
Nevertheless, other passengers can make a judgment based on the ease with which the person 
boards and alights.  
 
 
In the newer models of buses, the area near the 
front of the bus is ‘open plan’.  It has some 
fold-down seats and a space that can 
accommodate one wheelchair.  This is in 
contrast to the ‘older style’ buses that have a 
side-facing seat immediately after the entrance 
and then normal front facing seats marked with a small symbol of a person sitting holding a 
walking stick and the accompanying legend, ‘Priority seat for elderly or disabled’.  On the old 
buses, the symbol reflects the material reality that wheelchair users are excluded by way of 
design.  For the same reason, it is not possible to wheel buggies onto the old-style buses, and 
anyone travelling with a pram or buggy has to fold it.  In contrast, the design features that 
enable wheelchair access also make it possible to wheel buggies onto the bus.  
 
What’s bugging him? 
All the new buses that come into service are low-floor access with ‘kneeling suspension’ in 
conjunction with this open-plan space at the front of the bus.  From my perspective as a non-
wheelchair or buggy operator, it would be reasonable to assume that this new design is 
beneficial to all those passengers that require personal wheeled mobility.  On the surface, this 
                                                   
4 As Eric Laurier subsequently observed (pers. comm.), if she had shown a concern for dirt on the seat by 
brushing it with her hand before sitting down this would have been a form of reprimand.   
© see poster, page 256 
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appears to be a good way of accommodating people with special needs.  However, probably less 
anticipated by bus designers is the potential for conflict between different types of priority 
passengers.  The open ended questions in the TRi (2003) household questionnaire reveals that 
parents with buggies are often at the centre of this conflict.  There are passengers who express 
resentment towards buggy users as the copies of the following transcripts demonstrate. 
 
 
Figure 17: TRi Survey, 2003, respondents’ likes & dislikes: bugging buggies 
* 
* Retained respondent’s own spelling of ‘Buggys’ 
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Not surprisingly, the parents express a very different experience of bus use. 
 
Figure 18: TRi Survey, 2003, respondents’ likes & dislikes: managing buggies 
There are a number of issues raised in these responses.  The first is that unless an individual has 
direct experience of a particular impediment it is difficult to empathise with the problems 
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involved.  In some situations, this can be accounted for by a lack of awareness, but the 40-year-
old male would argue that he is aware because he had to do something different with his own 
children.  There could potentially be all sorts of reasons why his own situation with young 
children may have differed from the ones he is writing about, but instead of considering this 
possibility, he is using his own experience as a template by which to judge other people5.  
However, we also have a woman who feels that her disabilities are being overlooked by 
unaware buggy users.   
 
During the course of the observations on the number 30 bus, I witnessed an overt conflict 
between a man with a buggy and an elderly woman of about seventy plus years.   
Quotidian event  
A man in his thirties boarded the 30 in Gorgie (Buggy Man).  He wheeled the buggy 
onto the bus, and walked up to an elderly woman (Evictee) sitting in the seat facing the 
open area where it is possible to park the buggy ‘I need this seat for the buggy’.  
Without saying anything she moved to the seat behind.  If the woman had chosen not 
to move it would still have been possible for the man to travel on the bus with the 
buggy.  He could have stood beside the buggy.  Evictee, if given enough time, might 
have offered her seat to the man once she realised he would have to stand and that 
there were empty seats behind.  Looking around the bus, the stares directed towards the 
back of Buggy Man’s head suggested I was not alone in my own reaction, which was 
interpreting this act as incredibly rude.  
 
Give priority to, is not a right to be claimed 
The job here is to assess whether my own judgment was justified.  In an attempt to build a 
defence of the man’s actions, we could argue that it is perfectly acceptable to ask a stranger for 
help.  However, the nature of the help depends upon the severity or acuteness of the situation.  
The inconvenience caused to the stranger has to be less than the potential harm caused by not 
helping the person.  It is acceptable for the archetypal drowning man to ask a stranger to get 
wet, cold and ruin a new suit to save his life, but would be ludicrous to ask someone to dive into 
a river to retrieve a trivial trinket.  Equally, if a man with his leg in plaster asked a fellow 
passenger for a seat it would also seem reasonable.  Therefore, why did the man with the buggy 
seem rude?  The inconvenience caused to the woman was minor because she only had to move 
one row back, whilst not moving would have resulted in the man having had to remain standing.  
Presented this way, the man’s request seems perfectly reasonable.   
 
                                                   
5 To varying degrees, we all have a self-defined model by which we judge other people’s behaviour.  The 
problem arises when we are not prepared to see that a different approach may be just as valid or morally 
correct as our own.     
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If, then, what is being asked is reasonable, we need to look at the manner in which the request 
was made.  ‘I need this seat for the buggy’.  The first thing to note is that it was phrased as a 
demand rather than a request.  The more polite way of asking would haven been: I am sorry to 
trouble you, but would you mind sitting in the seat behind so that I can sit next to the buggy.  
However, this is more than an issue of ‘how’ he asked for the seat.  Even if he had asked 
‘politely’ for the seat, there would still have been something unsettling about the request.  This 
was an able-bodied young man asking an old lady for a seat.  If his needs were not greater than 
that of the woman’s, then he has over-stepped the mark in asking for something from a stranger.  
She had entitlement to the seat on a first-come basis as well as fitting the age-related priority 
user profile.  The statement ‘I need this seat for the buggy’ is ignoring her entitlement and using 
the buggy as an absolute claim of entitlement.  Indeed, it would appear that it is the assumption 
of entitlement that is the crux of the rudeness.   
 
The newly designed buses provide areas that are more accessible to particular types of people.  
These areas have signs stating, ‘Priority seat for elderly and disabled’.  On occasions, there will 
be cases where there are more buggy/disabled/elderly users than there is space available.  In 
these circumstances, it has to work like the rest of the bus – on a first-come first-seat basis.  It is 
then up to the person sitting in the seat to offer it to someone who appears to be in greater need.  
The example given here and the comments in the questionnaire, however, suggest that some 
parents with buggies assume they have a claim-right6 against the bus company to provide areas 
for buggies and parents.  With the exception of liberty rights, all rights have an obligation 
attached.  Parents assume they are claiming their right against the bus company, but in fact it is 
other passengers who are delivering against the claim without feeling any sense of obligation to 
do so.   
 
In general, what we are witnessing are people claiming an external right to something which is 
an abstraction of community values.  People are making a claim against an institution to deliver 
a particular social good, but this social good can only be realised through members of the 
community.  The bus company can only go as far as providing the appropriately designed buses 
with open areas for buggies and wheelchairs.  It is then up to all the passengers to act 
responsibly, by showing concern for others in need of help.  Unfortunately, where there is a lack 
of community giving – individuals feel the need to claim institutional rights, but if the rights 
cannot be delivered at an institutional level it can further undermine the community if an 
individual member tries to claim their right against a fellow member.  The person being claimed 
against is carrying a non-reciprocal burden.  In this instance, old people feel that they are being 
ignored and pushed out of the way by parents claiming their right to travel with buggies. 
 
                                                   
6 ‘To have a claim-right is to be owed a duty by another person or others.  A claim-right is necessarily a 
right against a person or persons who owe the corresponding duty to the right-holder’ (Jones, 1994: 14). 
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Claiming an abstract right, however, is less emotionally charged than making a claim against 
another individual.  Once passengers are seated, it is generally understood that the person has a 
right to remain in the seat.  This social rule formed the basis of one of Stanley Milgram’s less 
controversial experiments.  Under his direction, Milgram’s students carried out an experiment 
on New York’s subway in which they tested passenger’s willingness to give up his/her seat if a 
stranger requested it (Milgram & Sabini, 1978)7.  Young articulate able-bodied men and women 
simply walked up to someone and said: ‘Excuse me, May I have your seat?’  In over half the 
cases (68%), people gave up their seat, even if they looked slightly suspicious.  People may 
have complied with the request for a number of reasons – either to avoid embarrassment, to 
show willing to help someone who makes a request, and or avoid confrontation.  More 
interesting than the actual results, however, is the direct effect that it had on the students 
carrying out the experiment.  All the experimenters complained that it was highly embarrassing, 
and the following extract reveals some of the intensity of emotions involved in carrying out the 
experiment.  
 
Figure 19: Student reaction to Milgram’s subway experiment 
 
From Milgram’s perspective, this is reinforcing evidence of the strong social norms that exist on 
the Subway, but it is also possible to draw a more general conclusion from the students’ 
reactions.  Under normal circumstances, people are not going to break these norms unless there 
is either a strong compelling need (such as the possibility of fainting) that outweighs the 
possible shame incurred, or if an individual or group of people feel like outsiders attempting to 
resist someone else’s rules.  Anyone who does not fit the able-bodied way to use public 
transport may be fighting to have his/her style of use accepted as normal travel behaviour.  The 
acute reactions of the students demonstrate that asking for something that belongs to someone 
                                                   
7 A reporter Julia Stuart from The Independent Newspaper (Wednesday 22 September, 2004) carried out a 
recent re-enactment of Stanley Milgram’s  experiment on the Paddington Line in London and claims to 
have achieved similar results.   
© Unknown 
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else without justification is a very difficult thing to do8.  It is not something a self-centred 
person would do flippantly.  From this perspective, we can again return to the man with the 
buggy, and say it is insufficient to say the man was just being rude in the way he asked for the 
seat.  If we are unable to write his actions off as absent-minded self-centredness, we are left 
with two plausible options: either he had a strong internal conviction that being in possession of 
a buggy gave him an automatic right to a seat, or the other alternative, which we will explore, is 
that he was demonstrating hostility towards the community on the bus.  In order to feel hostility 
towards the community, there must a sense in which an individual feels distant from it.      
 
The incident that will be presented next introduces another layer of complexity in the form of 
positive and negative identities.  In a similar fashion to Buggy Man, an old woman with a 
walking frame (Zimmer Woman) makes an impolite demand as a way of claiming a right, but 
here the similarities end.   
 
 
Figure 20: Retractable ramp 
 
Quotidian event  
An old woman with a three-wheeled walking-frame gets ready to board the bus.  As the 
single-decker accessible low-floor (AFL)9 bus approaches, a queue begins to formalise 
(see Chapter Brown).  The other queuers pull back when they see the elderly woman 
                                                   
8 When we see how uncomfortable people are about asking for help it has serious implications for people 
in a position to offer help.  Emotionally, it is a near impossibility that someone will approach us and ask 
for our seat, so if we see someone in need it is not convincing to think ‘oh if they need help they will ask’.   
The potential to cause offence is much less than the potential good that can come from an unsolicited 
offer of kindness.   
9 See Figure 20 
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making her way past other queuers towards the kerb.  These particular buses only have 
one passenger door, so people waiting to board have to wait until other passengers 
have alighted.  The old woman is fidgety in a way that suggests irritation or impatience 
throughout the disembarkation.  Once the woman has an unrestricted view of the 
driver, she shouts ‘could you lower your ramp’.  There is a pause before the driver 
extends the ramp so that she can push her walking frame on to the bus.   
 
There is an ambiguous pause before the driver lowers the ramp.  I interpret this as 
either he is annoyed by her demand, or he questions whether she really needs the 
assistance of the ramp.  There is some doubt as to whether she would be able to 
negotiate the gap between the kerb and the bus.  However, it is lowered, and as it is 
extended the woman leaves a space at the kerb where the ramp will land.  This 
indicated that she is familiar with this process.  Once this process is complete she 
pushes the walking frame forward, but appears to have difficulty pushing it onto the 
ramp.  An able-bodied middle-aged man steps forward and lifts the front wheel onto 
ramp, she then progresses fractionally onto ramp, but stops as the rear two wheels 
come in contact with the edge of ramp.  Again, the same man lifts the back wheels 
across the rim.  She ignores the man helping and does not say thank you.  The woman 
looks like she is not making any effort to push the zimmer, and gives the appearance of 
acting feebly.  The man helping looks slightly amused by the incident.   
 
Despite looking impatient while waiting for passengers to alight, there is now no sign 
of urgency.  She spends ages making her way towards the seats.  Meanwhile, all the 
other passengers patiently shuffle onto the bus behind her.  Several stops up the road, 
the old woman begins the process of alighting.  She requires guidance from a 
passenger on the pavement at the stop waiting for another bus.  She eventually steps off 
safely, and the bus proceeds on its way.  At no stage in the process does the woman 
thank anyone for giving assistance.  Two stops later, the man who had helped her 
board now makes his way to the front of the bus ready to disembark.  He makes a 
comment to the driver that she was a very intrepid lady.  The drive retorts (with a 
smile) that she certainly likes giving orders.  
  
A frail old lady with a walking frame embodies old age and disability and has the power to elicit 
compassion in strangers.  Indeed, to a certain extent this is what happed here.  However, 
Zimmer Woman also evoked amusement.  There was a sense in which the woman was acting 
out being infirm.  It is highly likely that if the woman could successfully manoeuvre this frame 
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around the uneven Edinburgh pavements10, then she was able to use her body weight to push 
herself onto the bus.  Equally, it is questionable as to whether she needed to use the ramp.  The 
gap between the pavement and the bus was very slight.  Given the fact that she appeared to be 
confident enough to ask the driver for help she could have directed her request to a near-by- 
passenger, ‘would you mind carrying my zimmer onto the bus please?’ 
 
However, we cannot be sure whether the woman was confident about giving orders to strangers.  
She could take confidence from the fact that the driver was an employee of the company, a 
company that has gone to the bother of supplying AFL buses and therefore, he has to comply 
with company regulation and use the ramp when requested.  The humour in this situation stems 
from the fact that she is not frail in personality, but uses frailness as a way to get what she 
wants.  The image she is portraying is slightly incongruous.  Zimmer Woman encapsulates two 
stereotypical images of an old woman.  One is the frail old lady who is polite and grateful when 
receiving assistance, the other is the feisty old woman adept at pushing to the front of a queue.  
By encapsulating both of these stereotypes Zimmer Woman has found a way to protect herself 
in an environment that is full of able-bodied people by drawing on a latent community respect 
for the elderly.  However, she cannot be certain that everyone will have an unquestioning 
respect, so the safest way is to claim her right to a seat and the use of the ramp through the 
company representative.  She uses frailty as a way of assertively claiming a right.  Again, 
amusement may reside in the fact that she does not need to claim her right so forcefully because, 
even though people may be cynical about the effort she is making, they nevertheless obey her 
demands because of their respect for the elderly and disabled.  The rest of the passengers 
patiently wait behind the woman as she makes a drama of getting to her seat.   
  
Zimmer Woman’s request is just as rude as Buggy Man’s, but it is Buggy Man that receives a 
hostile reaction.  Although with some amusement, Zimmer Woman’s behaviour is accepted by 
the community, it is conceivable that she is trying to command respect.  Buggy Man, in contrast, 
does not have a positive image to mitigate his behaviour.  He is expected to be responsible for 
his conduct, whereas people are happy to make allowances for old people’s conduct.  Although 
rude and annoying to the driver, the old woman created a spectacle that she was in full control 
of, and even the driver eventually saw the humour in it.  In contrast, Buggy Man created an air 
of hostility that created a distance.  In terms of the onlookers’ moral judgement of Buggy Man, 
he was visibly making an unjust claim to another person’s seat.  In contrast, despite a rude 
manner, Zimmer Woman was making a legitimate claim on the grounds of being old and having 
a zimmer frame.  Even if the onlooker is suspicious of the extent of the infirmity there is still no 
sense in which the woman is making an unjust claim.   
 
                                                   
10 For a detailed investigation of the difficulties facing vulnerable pedestrians see Michael Carreno 
(2004). 
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We can also examine these two events as part of a sequential ordering of rights11.  In particular, 
we can consider this in relation to Harvey Sacks’ (1992) identification of adjacency pairs within 
units of utterances.  Adjacency pairs consist of such things a question and answer.  If someone 
asks a question and some form of answer is not returned then this is an accountable matter.  The 
person asking the question has the right to say I asked you a question, so why have you not 
answered?12  Similarly, when a request is made, an acceptance or rejection of the request 
necessarily follows.  In this instance, however, an acceptance is more straightforward than a 
rejection.  For example, it is straightforward to accept an invitation to a party.  By saying yes, it 
is implicit that you like the person and/or are happy to send time with him/her and associated 
friends.  Turning down an invitation, therefore, has the reverse implicit assumptions unless an 
excuse is given.  Not giving the impression of rejection therefore requires an excuse.  ‘I would 
love to come, but unfortunately I have a prior engagement’, is the usual way of alleviating an 
awkward exchange.  Here the reply is saying that there has already been an acceptance given for 
this particular time, which is a commitment that involved rejection of further acceptances at this 
time.   
 
In the case of Buggy Man we can gain more clarity over the situation if we recognise that it is a 
mistake to look at his ‘request as the first part of the adjacency pair.  It is Evictee already sitting 
down that has used her qualifying classification of elderly person as her legitimate request to 
take up the seat.  Therefore rather than Buggy Man being the one to make the request, he is in 
fact the second part of the adjacency pair.  The seat has already given its commitment to 
Evictee.  It does not matter, therefore, how politely Buggy Man asks, because his question in the 
sequential ordering of rights possession is in fact a rejection of Evictee’s prior claim.  In 
addition, ‘I need that seat’ is the issuing of an order that refuses to acknowledge Evictee’s 
temporal entitlement, the seats priority status given to the elderly, and Evictee’s own potential 
need of the seat.  Seen through this Sacksian explanation, we can feel confident about 
interpreting all the stares to the back of Buggy Man’s head as conveying a sense of moral 
outrage13.  Buggy Man’s eviction order was not just harmful to Evictee, but he also took away 
the opportunity for an act of generosity to materialise on the bus.  As has already been said, 
when Buggy Man boarded there was room for him to stand beside the buggy.  Had he had done 
this then Evictee’s possession of a prior claim would have been recognised and then she would 
have been in the situation where she could offer him the seat so that he could sit next to his 
baby.  It would have given her the opportunity to perform an act of generosity that would have 
                                                   
11 I would like to thank Eric Laurier for suggesting that I examine the sequential ordering in both the 
Zimmer Woman and Buggy Man events. 
12 In this context, ‘I don’t know’ is fulfilling the rules of conversation and is therefore considered to be 
one half of the pair 
13 It is beyond the remit of this chapter to offer an explanation as to why others on the bus do not 
intervene, if indeed moral outrage is present.   
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reduced the tension between buggy operators and the infirm, which would have been an act of 
generosity on behalf of community.    
 
Examining the Zimmer Woman’s event in a similar way helps explain why we are unable to 
make a negative moral judgement against her ‘order’ directed towards the driver.  On most 
occasions, when the driver stops at a bus stop where there is a wheelchair or buggy user, s/he is 
quick to lower the ramp before any verbal request is made.  Prior and culturally shared 
knowledge of bus etiquette therefore creates an expectation that the co-present technological 
device,14 such as wheel chair or buggy, are providing the first part of an adjacency pair.  These 
co-present devices are making the request for the ramp to be lowered through their visible 
presence and accompanying relationship to the waitee at the bus stop.  If the bus has a ramp, it 
is not therefore normal for the person in control of the wheeled device to have to ask the driver 
to lower it.  Walking frames, however, are of a more ambiguous nature, because drivers do not 
necessarily judge it to be necessary to lower the ramp.  Nevertheless, we can read the abruptness 
of Zimmer Woman’s request as being the result of her first request (in the form of the visibility 
of the walking frame) being refused through the ramp not being automatically lowered.   
 
Zimmer Woman’s verbal request is therefore her second request.  This time the bus driver has to 
respond by lowering the ramp.  The only legitimate grounds that he has for refusing is if the 
woman can be seen to be fully capable of managing without the ramp.  Her boarding technique 
is her way of accomplishing the avoidance of any further denials of her entitlement to the ramp.  
Moreover, rather than falling into the trap of understanding Zimmer Woman’s ‘exaggerated’ 
boarding technique as a Goffmanesque impression management, or identity construction of frail 
little old lady, we can understand her boarding as the ‘broadcast character of embodied conduct 
in motion’ (Büscher, 2005: 12).  She is demonstrating her expectation that someone with a 
walking frame should be accorded the same automatic rights as wheel chair and buggy users.  
We start to see, in addition, that her qualification for the ramp also entitles her to be given time 
to reach a seat before the driver moves away from the stop.  Able-bodied passengers without 
buggies15 are expected to be able to cope with manoeuvring around a moving bus, but as the 
comments demonstrate at the beginning of the chapter, many people find it difficult to get to a 
seat.  Being over a certain age may not necessarily make the driver aware of a passenger’s 
potential frailty.  A walking frame, however, provides the driver with a visible request to be 
given extra time.          
 
                                                   
14 We could also describe these co-present devices in terms of Bruno Latour’s (1996; 1999) acants where 
non-humans are acknowledged as having agency, in as much as they play their part within a human 
network of interaction.    
15 Bus drivers are supposed to wait until buggies are parked within the designated area.   
Chapter Navy Strategic Sitting 102 
 
 
As was mentioned in Chapter Purple, dwell times at stops provide drivers with conflicting 
pressures when extra assistance is required.  Similarly, the extra time taken at stops is a shared 
burden between everyone using, driving or having operational responsibility for the smooth 
running of the bus network.  The lowering of the ramp is therefore providing an opportunity for 
the city’s inhabitants to make visible the ‘deep needs16’ that reside within the city.  It has been 
mentioned in Chapter Brown that people often do not offer assistance to other people, not 
because they are selfish, but out of a concern not to misread a situation and offer assistance 
where it is not needed, which runs the risk of causing offence or confusion.  The driver lowering 
the ramp is a way of avoiding this; anyone with a wheeled device automatically qualifies for the 
ramp to be lowered.  This piece of technology practically and symbolically increases the 
inclusiveness of the bus17.  The automatic qualification for a wheelchair user is also a moral 
qualification.  If the driver refused to lower the ramp for a wheelchair user on the grounds that it 
was too time consuming because the bus was already running late, s/he would be judged to be 
acting immorally.  Automatic qualification, however, resides simultaneously with other users 
whose qualification to extra assistance is more ambiguous for the driver.  S/he therefore has to 
engage in a stop-by-stop assessment, which s/he must be achieved whilst attending to all the 
other demands required in the accomplishment of safely transporting passengers around the city.   
Zimmer Woman in a highly visible manner, and Cool Sister in a daring yet subtle approach, 
both demonstrated highly diverse ways of getting seated legitimately.  In contrast, Buggy Man’s 
eviction of an old woman from a priority seat was the ultimate act of immorality in terms of bus 
sitting etiquette.     
 
 
 
 
 
 
 
 
 
 
                                                   
16 The concept of deep needs is discussed in Chapter Amber  
17 Unfortunately, the older buses within the Lothian Bus fleet do not have this facility, which creates a 
restricted service for some bus users. 
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Figure 21: TRi Survey, 2003, respondents’ likes & dislikes: those at the back 
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The back of the bus has some distinct qualities that are not usually evident elsewhere on board.  
Equally, the people who frequent the back of the bus have a wayward reputation. When the bus 
is busy, people are forced to forgo the preference-based seat choice, but even then, some will 
choose to stand rather than go to the back of the top deck.  Correspondingly, there are areas 
within any city that are labelled ‘socially deprived’ or trouble-spots that become so stigmatised 
that the faint hearted refuse to set foot in them under any circumstances.  As the pressure for 
space increases, new areas of the city are colonised.  Colonisation, however, brings with it 
contestation of identity.  Similarly, the bus has a spatial boundary between respectability and 
disobedience, but on the bus, this line is an invisible tidal border1. For example, at commuter 
times, the pressure for extra space causes the temporary gentrification of the back of the bus, 
and as the top deck starts to fill, the boundary gradually gets pushed further back until it is only 
the back seat itself that awaits an unaccustomed visitor.  The interloper may well feel 
discomfort, but the over-riding effect is that the back of the bus is temporarily tamed throughout 
the waxing of the commuter rush.  As the passenger numbers wane, the invisible tidal border 
moves back down the bus.  An obvious question to ask at this point is that if this line is invisible 
and is movable, how do we know it exists?  Certainly, it is a matter of perception.  
 
Nevertheless, I hope to demonstrate that this line is a material reality on the top-deck of the bus.  
Its contingent existence, however, forms the substance of this chapter, because its ongoing 
creation is due to the interaction between those at the front and those at the back of the bus.  
One of the central questions of this thesis is, What can we know about the city from the 
perspective of the bus?  At the back of the bus, this question comes up against its limit more 
than anywhere else, because it is as an outsider, there is a further concern which is, What can we 
know about the people at the back-of-bus?  Here then we come to another difficulty, which is 
the use of labels to distinguish the particular types of passenger that sit at the back of the bus.  
There is always an uneasiness about using labels because they are never value-free, and can 
therefore run the risk of becoming prescriptive once the label has been applied.  Nevertheless, 
the people at the back of the bus, at certain times of day, and on particular bus routes, are an 
observable group that people notice and comment upon as indicated within the comments in 
Figure 21 (Carlin, 2003)2.  Through the following back-seat account, I hope to make visible the 
‘back-of-bus brigade’ (BBB) as an observable membership category (Sacks, 1974; 1992), and 
to highlight the particularity of rules and behaviours that this location has which distinguishes it 
from the rest of the bus.  
                                                   
1 A boundary is a relational concept and can only become a boundary ‘...in relation to the activities of the 
people for whom it is recognised or experienced as such’ Ingold (2000: 156).  Similarly, Ryave & 
Schenkein (1974: 266) note that boundaries are variable within single settings. 
2 ‘Membership categories are ordinary descriptions and identifications of persons and collections of 
persons, which are used and applied by members on a commonplace and routine basis, in order to 
organize the social world in which they live. The use of membership categories is culturally methodic, i.e. 
membership categories are known and shared within a culture’ (Carlin, 2003, 
http://mundanebehavior.org/issues/v4n1/carlin.htm, Accessed 05/04/06).  
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The combination of the invisible tidal border (ITB) and the BBB acts as a metaphor for the city 
in which we see an oppositional dialogue surrounding a contested space.  Jane Jacobs notes that: 
‘ Cities have a quality in common with each other.  They form borders, and borders in cities 
usually make destructive neighbors’ (Jacobs, 1993: 336).   
 
Giving weight to Jacob’s observation, the comments expressed in Figure 21 can be seen as the 
outsider’s view of the back of the bus.3  In terms of identifying a category of person, however, 
these comments and my observations differ in one important aspect.  In my observations, 
teenagers were certainly well represented, but there were people of all ages that came to be 
identified within this group.  It can be taken to be significant that the respondents in the survey 
singled out teenagers, because there is a wide variety of literature that draws attention to the 
negative attitudes directed towards children and teenagers in public spaces4.  This explanation, 
however, would be sufficient if it were only teenagers at the back of the bus.  It does not explain 
why there is either silence surrounding complaints about adults, or that adults are an invisible 
category sat at the back.  An explanation may be found in Harden’s (2000) paper about 
children’s perceptions of risk through the distinctions of private and public space.  She presents 
an extract from an interview with a fourteen-year-old boy: 
 
‘You look down a street and you can see that you might not want to go down there and it’s 
just by the way it’s set out, maybe housing estates and you think it looks a bit rough.  So I 
don’t go into places like that because you’re asking for it as far as I’m concerned (Paul, 14)’ 
(Ibid.: 51) 
   
Here, we have a situation where a child’s visual coordinates are underpinned by his received 
and experiential judgments surrounding social class.  The boy freely admits that the housing 
estate looks rough, but if this had been an adult speaking s/he may have been more self-
censoring about displaying social prejudice.  For example, if an adult is asked to talk about 
particular types of behaviour that take place in public spaces, s/he may wish to avoid using 
social categorisations that may be deemed contentious.  Conveniently, the teenager fulfils the 
rôle of universal scapegoat.  Singling out youths and teenagers effectively avoids talking about 
‘social problems’ because teenagers appear to be a politically neutral target.  Having been a 
teenager themselves, and many have teenaged children of their own, adults can skilfully avoid 
talking about someone that is ‘other’.  Equally, the category of teenager is a transitory life-stage.  
Adults are able to assume that teenagers will grow out of their bad attitudes and will eventually 
learn to act appropriately in public.  There is then an expectation of how behaviour should be 
                                                   
3 These views are echoed in various policy documents such as Crime Concern (1997; 1999) and Newton 
et. al. (2004). The views expressed have serious policy implications for the way in which young people 
are treated within public transport networks.  See Ethno Log Supplementary 3 for a further discussion on 
the public perceptions of young people. 
4 For an overview of teenagers in public spaces see Penny Travlou’s (2003) Literature Review. 
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spatially managed within a public arena.  On the bus then, there is a visible tension caused 
between differing expectations of acceptable behaviour.  Part of this tension arises through the 
economic functioning of the city, which sets up a tension between people in full-time 
employment and those who are not part of the legally sanctioned economy.  It is here then that 
we perhaps find a further explanation as to why the teenager becomes the single category 
synonymous with the back-of-bus.  At the back, children, teenagers, adults and Jake the dug on 
a rope5 are all going about their business, but they do not conform to the same diurnal rhythm of 
the rest of the city.  What the BBB appear to have in common with the younger teenagers is that 
they are not currently conscripted into legally sanctioned fulltime paid employment.  
 
Notes from the back of the bus 
My first foray to the back of an empty bus should be of no particular interest.  Because it was 
empty, there should have been no significance in crossing the ITB, yet it left a strong 
impression.  Two days into my research I boarded a 33 bus at Westside Plaza6 at about 11.30am.  
The bus was quiet and there was no one else on the top-deck when I boarded.  I chose to sit at 
the very back corner of the right-hand side back seat of the bus.  I felt very uncomfortable about 
sitting at the back, but other than it was an unfamiliar place in which to sit, I did not have any 
noticeable or tangible reason to feel uncomfortable.  There was no one there to witness my non-
membership category, yet I felt like I was a trespasser that would be found out as soon as the 
regulars came to the back.  This feeling persisted even though I had attempted to blend in.  
Whilst observing on the bus, I chose to wear clothes that were slightly dowdy, but in keeping 
with what everyone else was wearing. Something that I had no control over was my age, which 
at this time was 39 years old.  This could have contributed to the discomfort as it was feasible to 
imagine a young person thinking, or even worse, saying out loud: “what’s that auld git sitting in 
the young person’s space for?”   
 
Indeed, I was an outsider and my lack of knowledge about the rules of the back effectively 
demonstrated my out-siderness.  However, what I was still to discover was that my lack of 
membership had nothing to do with age, but in the short-term, it appeared that my intruder 
status was unnoticed. After a couple of stops down the road, two males of about sixteen years 
came and sat at the other side at the back.  One sat in the back left hand corner and the other sat 
in the seat immediately in front of him.  The two looked as though they were travelling together, 
                                                   
5 The name of one particularly friendly looking dog that I encountered at the back-of-bus. 
6 This stop is the penultimate stop on the edge of the city.  It was more practical to use the Westside Plaza 
stop because it is an interchange outside a shopping centre where I drew less attention to myself than if I 
had stayed on to the final bus stop, which is in a quiet road with no other buses passing.    
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but for most of the journey neither spoke to one another.  Both looked like they were ‘high’7.  
Despite a few quick sideways glances in my direction, I took comfort from the fact that in their 
current state of altered consciousness I was not going to be held accountable for my outsider 
status.  At the next stop I heard a number of people boarding the bus.  A male and female8 came 
to sit at the back.  She (Poly-Cup) sat in the seat immediately in front of me and he (Fidget) sat 
beside me.  The couple were not adhering to the rule of not sitting too close to someone else 
when there was a large expanse of empty seats further down the bus.  Adding to my unease was 
a looming white polystyrene cup containing a hot drink that the woman was holding whilst 
leaning over the back of her seat; the steaming drink was within spilling distance of my legs9. 
 
This was certainly not a scenario in which I was blending into the background.  In other spaces 
on the bus I would be just another body taking up a space.  Here, in contrast, my presence as a 
particular individual was having a noticeable affect on the social dynamics around me.  Being 
hemmed in by the couple can be read in a number of ways.  It could be seen as the couple being 
confrontational towards me by choosing to sit where they did, or it could be that I was the one 
being judged as confrontational in my choice of seat.  Another reading would be to suggest a 
playful move on the part of the couple.  Seeing an unfamiliar face, they decide to glean some 
response from the outsider.  They were perhaps establishing whether I was a potential friend or 
foe.  Sitting within such close proximity gave me the opportunity to engage with them in some 
way.  In hindsight, I could have said something like ‘how’s it going’, but at the time I was 
focused on avoiding anything that could be construed as confrontational so I chose to keep my 
expression to a disinterested gaze out of the window, whilst also avoiding the appearance of 
being intimidated by their presence.   
 
As a stranger, it was my responsibility to account for my presence, and perhaps my continued 
silence was perceived as an unfriendly act.  After sitting down the couple were engaged in a 
conversation together, and then two stops down the road the bus stopped for longer than normal.  
We were at a stop where driver changeover regularly takes place.  Fidget asked the two young 
men on the nearside of the bus to look and see if there was a new driver.  They said ‘yes’ and 
this was the end of the interaction.  However, the man was very fidgety or ‘hyper’, and seemed 
to want to prolong the conversation.  He then asked as a question directed at anyone: ‘Does 
anyone know which bus we can get to Bruntsfield?’  This provided me with the situation to join 
in the conversation.  I told him which buses the two of them could catch, and in turn this lead to 
a further question, about where to change buses.  The breaking of my silence was greeted in a 
                                                   
7 Over a period of time certain visual identifiers made me think that some of the people I observed were 
drug addicts, but I have no way of knowing this, which raises the question of how much we assume from 
stereotypes. 
8 He looked late twenties early thirties and she looked like about nineteen or twenty years old. 
9 From my isolated position of not being able to see the driver, I am unaware of whether he attempted to 
enforce the ‘no hot drinks rule’. 
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friendly manner, which defused the underlying tension.  It is for this reason that I thought it was 
possible to read the situation as them making an assessment about my status as friend or foe.  
By answering his question I was symbolically offering him something useful10. 
 
Moreover, my electing to speak gave away much more than my silent appearance.  In a couple 
of sentences, part of my embodied dispositions (Bourdieu, 1984; 1990; 1997), my apparent 
nationality and social class became visible markers that could either be added to or subtracted 
from my stranger status.  Being an outsider would not necessarily be treated negatively, because 
if I had a foreign accent, it might have acted as a conversation resource.  The couple might have 
decided to ask where I was from and whether I liked it here.  However, if my accent had 
sounded like the product of an expensive private school, it would have affected the 
conversation, but might not have been a conversation topic.  Being French or Brazilian would 
have made me different, but not superior or inferior, whereas if I had sounded ‘posh’ it would 
have resonated with a value system that judges some people to be worth more than others.  
Being from an advantaged social class might not have been treated with open hostility, but as 
Richard Sennett (2004) observes, inequality forms a fundamental barrier to achieving mutual 
respect, and ‘silence and caution’ (Ibid.: 20) surround the issue of inequality. 
    
Although dealing with the added dimension of race, Duneier (1999), in his detailed 
ethnographic study of street vendors in New York city, provides a very insightful example of 
how people may exhibit warmth and acceptance to someone of a different race and class within 
the face-to-face encounter, but can harbour resentment and suspicion about the outside when 
talking to someone of the same race and class.  The content of our talk therefore exists within a 
layered set of assumptions and, accordingly, I was unable to tell whether there were any hidden 
meanings gleaned from my response. Certainly, before I spoke, I gained more information from 
the couple’s conversation.  Subsequently, the conversation shifted to more general topics.  The 
gist of the earlier dialogue related to how long Fidgety could juggle the non-payment of his rent 
before he would be evicted.  The plan was that Poly-Cup would get a council house in her name 
and they would both live there together.  They were both confident that they would have enough 
time to get a new house before they were evicted from the old one.  Initially, I had not intended 
to focus on the content of the conversation, choosing instead to focus on how conversations 
were constructed within this confined public space.  However, Poly-Cup and Fidgety’s 
conversation had much in common with other conversations that took place at the back.  
Therefore we will return to the potential implications of this conversation later in the chapter.  
In the meantime, the following incident focuses on the more mechanical aspects of talk.   
                                                   
10 I was not necessarily convinced that he did not already know which bus to catch.  Regardless of his 
existing knowledge, my responses still demonstrated a willingness to be helpful.   
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Respecting the ‘no trespassing’ rule 
After this first visit and a few more uneventful days later, I felt that I had familiarised myself 
with back-of-bus etiquette.  Again, getting on at the same stop at Westside Plaza, my intention 
was to go and sit at the back of the bus.  On reaching the top of the stairs, however, I noticed 
that there were already people sitting on the back seat, so it was my intention to sit in the row in 
front of them.  This turned out to be far from a straightforward task.  Walking to the back was a 
very uncomfortable experience.  I felt like I was doing something that involved taking a risk and 
each row of seats I passed felt like crossing a series of hostile boundaries.  I ended up sitting 
four rows from the back.  In the process of walking to the back I avoided making eye contact, 
and was only vaguely aware that is was three adults at the back.  Initially, I only heard the 
voices of one man and one woman (Porridge and Loudmouth).  It was a few stops down the 
road before I heard the third woman speak (Bow Peep).  
 
A shorthand for describing such a feeling would be to say that my instincts told me that I was 
not welcome at the back of the bus.  However, it is possible to pick out some of the factors that 
may have contributed to this fear.  Although I didn’t spend long looking at the people when I 
reached the top of the stairs, my peripheral vision may have detected that I was receiving hostile 
looks from them as I walked up the aisle.  So the closer I got the more it became apparent that I 
was ‘invading their space’.  Through continued observation, I realised that this explanation is 
secondary to the rule that I broke when walking down the aisle.  On one level, I had already 
learned this rule, but had yet to become fully conscious of it.  Once seated, I pulled out my 
covert textbook11 and made myself look busy and distracted from their conversation.  For the 
first half of the journey this seemed to be an adequate posture in which to eavesdrop.  The 
conversation centred on Porridge, who had just recently been released from prison.  Porridge 
commanded the attention of Loudmouth and Bow Peep, but it was Loudmouth who made most 
of the replies, with Bow Peep adding the odd platitude.  Both women could be described as 
‘hanging onto everything he said’ – that is, they both gave their full attention to his description 
of prison life.  He claimed to be the hard man that commanded the respect of both prisoners and 
prison wardens whilst inside, and Loudmouth and Bow Peep indicated their unquestioning 
acceptance of his account by sounding impressed and amused in all the right places within the 
conversation.  They also asked questions that indicated an empathetic understanding of his 
experience.   
 
It was only when the topic of conversation and the predominant speaker switched to Loudmouth 
that, suddenly, my presence became an accountable matter.  After Loudmouth had spoken 
briefly about her family, her attention, then turned to me.  I am sitting four rows in front with 
                                                   
11 I often wrote my fieldnotes in old second-hand text books, which I hoped would be interpreted as a 
badly trained student doing work that related to the contents of the book rather than to what was 
unfolding on the bus.     
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my back to them.  She shouted: ‘Oi!  What the fuck are you doing sitting there?’  Because my 
back was turned I assumed I could get away with pretending that either I didn’t hear her or that I 
was not aware that this question was directed at me.  However, this excuse became less 
convincing when in a louder voice she said ‘Oi ginger! – I’m talking to you!’  I decided there 
was no positive way that I could redeem this situation.  Any verbal response could have been 
taken as a challenge and as I now realise, walking up the aisle and sitting where I did was 
already a minor challenge to their authority.  The most passive action to have taken would have 
been to go and sit downstairs, which is often what people do when people at the back of the bus 
are causing offence.  However, I decided that I would appear weak if I took this action and there 
was a serious likelihood that I would see them again on this route.  It was also too good a 
research opportunity to walk away from. 
 
After I refused to answer her direct questions she then spoke loudly about me rather than to me.  
It was at this point that Porridge counselled her not to cause trouble on the bus.  This provided 
her with an exit strategy but did not require her backing-down. 
Loudmouth: ‘Yeah, aw right, but I’ll get her aff the bus’ 
Porridge: ‘Just dunnae cause trouble on the bus – it’s no worth it’ 
Loudmouth: Aye but when I see where she gets aff, she’s fur it’ 
Loudmouth: [short pause] ‘We’ll see where she gets aff’ 
Kicking my head in later meant that she could maintain an aggressive façade but, in the short-
term, she did not need to back-up her image with any physical action.  Equally, although 
sending a loud message that she was going to get me when I got off the bus, she may have been 
hoping I would not get off at the same stop, thereby avoiding physical confrontation but 
maintaining a dominant position.  Indeed, I avoided getting off the bus until after their stop.  
After establishing the postponement of physical assault, my presence was still signalled with a 
few more disapproving comments.  In these instances, the shops along the bus route supplied 
the resource for the insults.  As we approach the medium-sized Somerfield supermarket there 
were speculations about whether this would be my stop, as according to them, from the state of 
me and the way I dressed, I looked like I would shop in this ‘schemie12’ shop.  Similar 
comments reoccurred prior to us approaching other low-budget stores.  These comments served 
to keep me in my place as well as allow them to maintain a commanding position over the 
internal and external environment.  In addition to being a resource for insults, the shops 
provided a way of demonstrating their local knowledge of the surrounding area, whilst also 
elevating their own status.  
 
                                                   
12 A derogatory term, based on social class.  It refers to someone from a poor council-housing scheme.  It 
is usually used by working class people to differentiate themselves as being of a higher status. 
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As we approached their stop on Princes Street, all three headed towards the stairs, and as 
Loudmouth passed by she said she would remember me.  Once at the top of the stairs she stood 
there for a moment and we held each other’s gaze.  It was the first chance that I had to put faces 
to voices.  Loudmouth and Porridge both looked like they were in their thirties, and Bow Peep 
looked like she was no more than twenty; with this additional image the interlude came to an 
end.  Yet, there was always the ongoing uncertainty that our paths would cross again, and would 
she live up to her promise of remembering, or worse still, altering my face?  
 
Class conflict 
The first thing to note from this incident is the stereotypical social class distinction of middle-
class researcher and working-class youths at the back of the bus, which is seriously disrupted.  
Instead, I, the researcher, have been relegated to the ranks of ‘schemie’, a term which is often 
associated with being poor and unemployed and therefore a rank below working class.  What 
this example demonstrates is the process of ‘doing social class’ rather than the presentation of a 
social theory of class.  In many social class surveys, an individual’s class is often determined by 
occupational categorisation or by the respondents’ own self-image of what class s/he belongs to 
(Goldthorpe & Hope, 1974; Opcs, 1991).  Here, however, rather than the sociologist slotting 
people into a particular coded band, the tables have been turned and academic credentials hold 
little cultural capital in the current predicament.  The dominant culture is signalled by the 
pronouncement from the back of the bus that a fellow passenger is socially inferior.  Although 
this in-situ classification is not based on objective academic criteria, it is no less effective in 
creating social class sub-sets, and regardless of its authenticity, its use has an impact within this 
situation.  The most obvious consequence is the effect that the label has on its recipient, but on 
closer inspection, it becomes apparent that there is a detrimental effect on both parties.   
 
Once my research is completed, I am unlikely to have to travel on this particular bus route again 
and can retreat to a habitat where I am not considered to be a ‘schemie’.   So, I have no need to 
care if they call me names.  Yet, it did upset me because it was a hostile remark that drew on my 
appearance as a resource for their insults.  Nevertheless, from a personal perspective, once 
removed from the situation the only lasting effect is that it has furnished me with useful data.  
If, for the sake of argument, I had conformed to Loudmouth’s assumptions that I lived locally 
and was indeed poor and unemployed, there would be no retreat to another life.  Equally, the 
term ‘schemie’ could have gone below a surface evaluation and been a condemnation of my 
self-worth or social identity.  Moreover, I might very well have been heading to Somerfield to 
do my shopping, in which case my lifestyle and purchasing power would also have been a 
source of ridicule. 
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The irony of this situation is perhaps already apparent, but it will become more so after 
exploring the connected issue of ‘doing conflict’. The opening line was a question ‘Oi, what the 
fuck are you doing there?’  A common everyday greeting is the question ‘How are you today?’  
This in turn, elicits an acceptable response such as, ‘fine thanks, and you?’.  However, the 
question being posed here is far from being a greeting, but, because it is a question, it still 
requires a response.  Children learn from an early age that asking an adult a question is an 
effective way of engaging them in conversation (Sacks, 1974).  Here, however, it is used as a 
form of interactional vandalism (Duneier, 1999: 199).13 Similarly, most adults can usually recall 
a childhood run-in with the local bully where there is no escape from the bully’s questioning 
game of: ‘What are you looking at?’ As soon as the question is shouted out we are trapped: a 
question is something that demands an immediate and direct response; not responding is an act 
of rudeness which can be retaliated against, and giving some form of response is always 
contorted to fit the bully’s next move14.  In this way, Loudmouth ensures that she cannot be 
ignored, because abstention is also a form of action.  My rudeness, in the form of silence, can 
now be retaliated against.  My act of rudeness gives the three back-seaters the self-serving 
justification to shout out insults. 
 
We could formulate Loudmouth as a bully who may have been more cowardly in the absence of 
her friends, but such an assumption rests on substituting the in-situ bravado for the concept of 
cowardice in order to critique Loudmouth’s behaviour.  If Loudmouth had been at the back of 
the bus on her own, my sitting nearby would not have been an infringement on a private social 
situation (invited guests only), and as such my presence would not have been provocative15.  
Instead, the very fact that she was not alone meant that I intruded on a private conversation.  
Therefore, from the back-seater’s perspective, I was the person who started the conflict because 
my choice of seat was seen as disrespectful.  Equally, once their riposte was made, the fact that 
there were three of them meant that they were able to keep the conflict going.  For example, 
saying “lets see where she gets off” is still doing conflict in the form of ‘seeing’.  Even if they 
finish with the insults, the continued threat of action remains16.  ‘Seeing where I get off’ is a 
manoeuvre that serves two purposes.  It means that Loudmouth can be ‘talked out of’ causing 
trouble without backing down from conflict, because she is going to wait and see.  Porridge is 
                                                   
13 In Duneier’s account, however, there are important gender implications being raised by the effect that a 
male street-vendor has on the surrounding public space, caused by his action of shouting out comments to 
passing women.  Here on the bus, because it is one woman holding another woman to account I have 
chosen not to focus on gender.  It should also be noted that Duneier’s Talking to Women chapter (188- 
216) is closely based on a paper he co-authored with Harvey Molotch “Talking City Trouble: 
Interactional Vandalism, Social Inequality, and the ‘Urban Interaction Problem’", American Journal of 
Sociology, (1999: 104: 5: 1263-95)     
14 See Goodwin (1998) for an interesting discussion about girls negotiating conflict.    
15 My trespassing may have passed without incident if I had only stayed on for a couple of stops because 
Porridge’s story took precedence over other concerns.  My initial appearance caused a brief interruption 
in the conversation as I sat down, but the insults only started after the prison story finished. 
16 I am grateful to the Ethnomethodology Data Group (in particular, Eric Laurier, Barry Brown, Ignaz 
Stabel & Jolfish) for their comments surrounding the back of bus data.      
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providing the necessary reason not to escalate the conflict on the bus.  The act of ‘seeing’ where 
I get off also provides a way to maintain a sense of menace.  If I lived in this area, even if 
nothing happened on this occasion, I might always live in fear of reprisal.  It could be that 
Loudmouth never had any intention of violence.  She could have been aware that it was safe to 
start trouble in the certainty that Porridge would hold her back from physical violence.  
Nevertheless, once an open-ended threat is issued it exists independently of its original 
intention.   
 
Just for the sake of argument, suppose that violence had ensued, statements had been given, and 
subsequent arrests made.  The police, after verifying my position as a researcher with Napier 
University, would probably be inclined to believe my side of the story, and Porridge’s life on 
the outside of the prison wall may have been short-lived.  However, violence was probably 
never going to be the end result unless I played a part in that particular outcome.  Equally, this 
presentation is my side of the story.  What about the backseater’s side?  There is one word used 
in the last paragraph that indicates that I am not blameless in this incident and, indeed, have to 
take responsibility for actually starting the conflict.  The crucial word is ‘respect’.  When I 
marched up and sat at the back of the bus I did not show respect for the rules, and by default 
treated the three at the back disrespectfully.  The excuse of not knowing the rule is not 
acceptable.  It is never a satisfactory legal defence and in all social situations the onus is on the 
incomer to fit in, yet in the eyes of the law I was not doing anything wrong; I was minding my 
own business on a public bus.  
 
This is perhaps where we are seeing an interface between structure and social action.  There is 
an accepted and recognised practice happening at the back of the bus, but it is invisible to the 
majority of passengers who never venture to the back.  The back of the bus is seen as a place 
where the troublemakers hang out.  Therefore, making sense of and interpreting behaviour that 
differs from the majority is done with prior expectations of trouble brought to the setting17.  
Some bus passengers complain about ‘anti-social’ behaviour at the back of the bus18, which is 
potentially influential to public policy.  In this way, the dominant social class have the power to 
say what is right and wrong.  A common complaint amongst bus passengers concerns ‘anti-
social’ behaviour and people not respecting the rules.  It is somewhat ironic then that my own 
visit to the back of the bus was seen as showing a lack respect for the back-of-bus community 
rules.  My gate-crashing and eavesdropping on the conversation between Bow-peep, Porridge 
                                                   
17 As far back as William Foote Whyte’s Street Corner Society ([1943] 1993), preconceived readings of 
behaviour have been the staple fodder of sociology.  Whether it be deviance theory, social interactionism, 
labelling theory or discourse theory, there is an ongoing questioning about the social construction of our 
surrounding reality.  
18 In addition to this concern being within the TRi survey, it was also raised in the interviews that I 
conducted with Lothian Bus staff in 2003.  Lothian staff have to deal with email and phone complaints 
relating to anti social behaviour on an almost daily basis.     
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and Loudmouth gave me an early indication that the concept of respect was something that was 
continually being fought for.  Gaining and maintaining respect inside prison seemed to be 
Porridge’s main occupation.  It is therefore not surprising that my lack of respect triggered 
conflict.   
 
Similar ideas are echoed in Philippe Bourgois’ extensive ethnographic studies of heroin and 
crack-cocaine users in East Harlem, which clearly illustrates how important it is to maintain a 
sense of dignity within ‘street culture’.  Here, however, Bourgois conveys the deep need that an 
individual feels to protect his/her reputation when s/he is visibly being ‘diss’ed’ [disrespected] 
(See for example, Bourgois, 1995; 1998).  
‘Periodic public displays of aggression are crucial to his professional credibility.  They ensure 
his long-term job security...  In short, at age nineteen, Caesar’s brutality has allowed him to 
mature into an effective career as crackhouse lookout.  Aside from providing him with what 
he considers to be a decent income, it also allows him on a personal and emotional level to 
overcome the terrified vulnerability he endured growing up in East Harlem  
(Bourgois, 2002: 17).  
 
Bourgois carries on to quote Caesar’s account of his childhood biography in which the only way 
to avoid being bullied was to become the instigator of violence and aggression.  For Caesar, 
self-protection meant that he had to make other people scared of him so that he would be left 
alone.  Although I have no idea what Porridge’s background is, his account of prison chimes 
with Bourgois’ observation of New York ‘street’ culture.  Certainly, the bracketed use of the 
word ‘respect’ with the accompanying hand gesture is something that has become most visible 
through American Rap culture19.  Bourgois’ (1998; 2002; 2003) reference to ‘street culture’ 
rests on the idea that a separate culture has grown out of an unofficial, but nonetheless effective 
apartheid that is in operation throughout the USA and is particularly visible on the streets of 
New York.  Bourgois describes East Harlem as an area so entrenched in poverty that its 
residents have no hope of gaining a conventional education, and when they do get a job in a 
downtown office, they are treated like second-class citizens, working for a very low wage.  
There is no dignity or self-respect gained from doing a low-skilled job. 
 
In the British context, ‘street culture’, although by no means free of racism, has also developed 
out of social exclusion, but has done so along lines of social class.  I will argue that the BBB is 
one way in which ‘street-culture’ manifests itself.  The popular media have glamorised ‘street 
culture’, drawing on its music, dance and fashion, spreading its influence far beyond the borders 
                                                   
19 The fight for respect has long been a quest of African Americans attempting to overcome racial 
prejudice which is epitomised by Otis Redding’s 1967 song, ‘Respect’, which was a major hit for Aretha 
Franklin in 1967 and became a seminal song for the feminist movement.  There is also a British political 
coalition party (founded by George Galloway) using the name Respect that is an acronym for the 
strapline: Respect, Equality, Socialism, Peace, Environment, Community, Trade unionism. 
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of the USA.  As Bourgois (1998) argues, ‘The street, therefore, offers both a real economic 
alternative and also an ideological framework that promises pride and self-esteem’ (Ibid, 65).  
Bourgois’ descriptions of street culture resemble those that are found at the back of the bus.  If 
we understand this orientation of respect, being based on toughness and resistance to a dominant 
culture, then we have a serious mis-match between the embodied social action at the back of the 
bus and official government policy.  For example, the British Government attempted an 
initiative in 2006 to introduce ‘Respect Academies’ across the United Kingdom.  The following 
extract is taken from the Home Office & Office of The Deputy Prime Minister’s website:     
 
Respect Academies 2006 
A series of Academies in June will promote new ways of working to drive up standards of 
behaviour, improve family support and expand parenting skills, and crack down on anti-social 
behaviour...  The plan is central to the Government's drive to broaden and widen the 
clampdown on anti-social behaviour to tackle causes in the home, classroom and local 
community and address a wider culture of disrespect in society.  The measures focus attention 
on both the causes of anti-social behaviour as well as dealing with problems when they occur. 
The Government will be promoting a national debate in 2006 about the challenge of nurturing 
a modern culture of respect. A recent MORI poll commissioned by the Home Office showed 
that concern about disrespectful behaviour is widespread.  There is a broad consensus about 
what constitutes disrespectful behaviour and recognition that for a successful economy this is 
a serious quality of life issue that can make people’s lives a misery’. 
(http://www.together.gov.uk/home.asp [accessed 10/05.06]) 
 
In a separate document, the appropriately named ‘RAP’ (Respect Action Plan) provides a broad 
definition of respect that makes it seem unproblematic20.   
‘Respect is an expression of something that people intuitively understand.  The conditions for 
respect in society are not difficult to define.  They depend ultimately on a shared commitment 
to a common set of values, expressed through behaviour that is considerate of others...’  (RAP, 
2006: 05) 
Here in the RAP action plan, we have an assumption that everyone is committed to a common 
set of shared values.  The concept of street culture, however, undermines this idea of a shared 
commitment.  In addition if we consult the Oxford English Dictionary definition of respect, we 
have another potential difficulty in achieving a sense of shared respect. 
•  ‘II. Regard, consideration. Const. of or to. 1530  
• b. Discrimination, partiality, or favour in regard of persons or things 1535. 
• III. 1. Deferential regard or esteem felt or shown towards a person or thing 1586 b. 
The condition or state of being esteemed or honoured 1597...2. Deferential or 
                                                   
20 Respect Action Plan (RAP) available at, http://www.homeoffice.gov.uk/documents/respect-action-
plan?view=Binary, (Accessed, 01/30/07) 
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courteous attentions; actions expressive of respect for a person; politenesses, 
courtesies -1707.’ (Partial extract from The Shorter OED, 1973, p1809)  
One the one hand, we have something that can be considered to be an equal burden forming a 
common good.  Everyone, in equal measure, can show consideration and regard to others.  On 
the other hand, we have deference, which is in opposition to the idea of equality because it 
demands submission.  If we were all to submit to others in equal measure, are we likely to have 
something that looks like Escher’s impossible staircase?21.  Before considering this question, we 
also have a further dilemma which arises from a subsequent statement in the Government’s 
plans, which states that, ‘Respect cannot be learned, purchased, or acquired it can only be 
earned [sic.]’ (RAP, 2006: 30).  It seems difficult to understand why the Government believes 
that it is not possible teach children how to respect others, given their own much professed 
commitment to education.  If we take the first definition of respect, which is ‘regard and 
consideration’, it is contrary to the very aims of the respect academies if this is something that 
cannot be learnt.  
 
If we accept the Government’s stance that the concept is something that we ‘all’ intuitively 
understand, then how do I explain my own lapse in showing respect for the back-of-bus 
etiquette?  Equally, the ‘What the fuck are you doing?’ outburst would be classed as an anti-
social act, and according to the RAP, anti-social behaviour is not to be tolerated.  It seems, 
therefore, that the Government’s agenda is more about creating a deferential understanding of 
respect.  If this were so, then my act of trespass should have been tolerated because, in the 
Government’s view, there should be no ‘back-of-bus’ community, and conceptually, I could not 
therefore be the outsider.  In addition, the extract taken from the Respect Academy quoted 
above makes reference to disrespectful behaviour being a threat to a successful ‘Economy’.  
Implicit in this statement is that if we have a successful economy we will have a healthy society.  
It seems then that for the ‘majority’ the tacit rules surrounding the concept of respect are the 
same for any capitalist society, in that for the people who are able to earn a reasonable living 
pursuing legitimate career paths, gaining respect and respecting others does not seem to run 
counter to the Government’s aims.  However, what are the consequences for the long-term 
unemployed or other vulnerable minority groups?       
 
If we take Richard Sennett’s (2004) book Respect22 we can see that there are no easy answers or 
quick fixes. When thinking about what respect involves he cautions against abstract and glib 
                                                   
21 M C Escher ‘Ascending and Descending’ Lithograph, 1960.  The stairs, which are the main motif in 
this picture, form the walls of a rectangular courtyard.  The impossibility of the stairs is that it depicts 
people continually passing over the same steps either walking clockwise in a continual ascending motion 
or anti-clockwise in a descending motion.  Escher’s own description of this lithograph is not about the 
impossibility of the staircase, but the conformity of submitting to a useless act of walking round a 
stairway that goes nowhere (Escher, 1989: 15).   
22 The full title is Respect: The Formation of Character in an Age of Inequality. 
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definitions.  What he endeavours to do instead, is to give a concrete example of how respect 
comes into material practice through documenting his own experience of musical talent and a 
classical training in music that could have been his career path if it had not been for a hand 
injury.  This he intersects and layers with historical observation and philosophical insight.  He 
notes that an important element within respect is the idea of dignity.  Dignity of the human body 
and the natural boundaries of pain and pleasure are visible in both religious and secular cultures.  
However, he notes that there has been another important trajectory that dignity has taken, which 
is the dignity of labour.  Ancient Greece, and its dependency on slavery, is an example of where 
this emphasis is lacking.  He argues that there are isolated examples throughout history where 
the dignity of labour has been given priority, but ‘...Western society awaited the coming of 
modern capitalism for the idea of the dignity of labour to become a universal value’ (Ibid.: 57).   
 
He continues to note, however, that this brings with it some difficult challenges for the idea of 
mutuality and recognition, which are also aspects of respect.  Here he draws on the work of 
Linda Gordon and Nancy Fraser, who write: 
‘... economic dependency now contested, there is no longer any self-evidently good adult 
dependency in postindustrial society.  Rather, all dependency is suspect, and independence is 
enjoined upon everyone.  Independence, however, remains identified with wage labour.  That 
identification seems even to increase in a context where there is no longer any “good” adult 
personification of dependency who (sic) can be counterposed to “the worker”.  In this context, 
the worker tends to become the universal social subject: everyone is expected to “work” and to 
be “self-supporting.”  Any adult not perceived as a worker shoulders a heavier burden of self-
justification’ (Fraser & Gordon, 1994: 324).  
 
Sennett adds further weight to Fraser & Gordon’s (Ibid.) argument by noting that a capitalist 
work ethic relies on competition which in turn ‘...requires comparative judgments of worth; 
those who win may turn a blind eye to those who lose’ (Sennett, 2004: 58).  Indeed, “loser” is a 
term that is heard with ever increasing frequency within the popular media.  Therefore we do 
not just turn a blind eye, we also label, with what appears to be relish, because the other 
person’s failure positions our own effort as a greater triumph.  To use the term ‘loser’ is to rob a 
person of their dignity and make invisible the pain and suffering that accompanies such a state23.  
Here there is no room for respect amongst people of unequal talent or opportunity.  In light of 
this, the Government’s RAP seems to be calling for the “loser” to shoulder a greater burden of 
respect.  Living with the failure to obtain a legitimately paid job, the unemployed person is 
faced with the choice of living without respect, or seeking a sense of worth through illegitimate 
means, but with the Government promise to get tougher on crime, these alternative means of 
                                                   
23 Loudmouth was identifying me as a loser by suggesting that I would be shopping in what she deemed 
to be poor neighbourhood shops.  
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seeking dignity run the risk of ending in a prison sentence (for further discussion of prison see 
Ethno Log Supplementary 9).    
 
Respect Insignia  
As an observable membership category, the BBB command respect in relation to being ‘Other’ 
(Hall, 1996; Hall & Paul, 1996) at the back-of-bus.  This social construction of other relies on 
both sides of the invisible tidal border recognising and maintaining this difference.  From the 
BBB’s side, not only do they have to produce that which is other, they also have to construct 
their image in a way that is positive to them as a group rather than how they appear to the 
outsider.  The complexity of this process comes from the additional consideration of how to 
manage this difference from within its socially situated context.  If we take Sennett’s (2003) use 
of respect as a sense of dignity and return to Gordon and Fraser’s (1994) argument that dignity 
has come to be solely attached to economic self-sufficiency, we see that the BBB has to resist 
mainstream views of unemployment.  The popular media and The Department for Work and 
Pensions (UK) regularly go on a publicity hunt24 for benefit scroungers.  Not only does this 
attack produce that which is other from the other side of the border, it also creates the ultimate 
negative image of the undeserving poor.  As well as retaliating against this image, the BBB also 
has to reject the sympathetic view that attaches a label of socially deprived, and then proceeds to 
make sympathetic gestures without remedying the situation.25 Refusing to be negatively typecast 
means turning the injustice of a pauper’s badge26 into an insignia of respect.  The very action of 
rejecting a particular image requires some kind of resistance or distancing.  In turn, there needs 
to be a replacement or re-appropriation for the image ‘victim of poverty’.  Inevitably, we cannot 
just reject an image without having something to put in its place.     
 
                                                   
24 There are regular advertisements that appear inside the bus promoting the National Benefit Fraud 
Hotline.  There is a strong class bias in operation here.  The language is mimicking the BBC TV comedy, 
Little Britain, and the image used is a man dressed as if he is about to do a manual labouring job.  
Equally, we can read into the placing of these advertisements within the city that there is an assumption 
that the bus passengers are a target audience.   
25 Sennett (2003) asserts that the process of trying to help and labelling people as socially disadvantaged 
can be deeply wounding. 
26 Hindle (2004) ‘The shame of pauperization received its ultimate symbolic representation in the badging 
of the poor under the statute of 1697.  This was potentially not only a critical episode in the history of 
poverty and poor relief, but arguably the single most decisive moment in the creation of social identity in 
early modern England’ (Ibid.: 10).   Hindle plots evidence from a complex European history stretching 
back as early as 1370 where the ‘deserving’ poor were given money, but this was in return for their status 
being made visible.  Throughout this long history, there was evidence of resistance to these badges, across 
time and place.  He also asserts, however, that by 1711 the badges had come to symbolise ‘...poverty as 
an inherited condition but also of the poor as a permanent class, though doubtless one segmented by 
highly localized senses of place and belonging’ (Ibid. :30).           
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We need to consider, then, what this image may consist of27.  If we return to Loudmouth’s 
belittling of affordable shops, it is clear that a virtue is not being made out of being poor.  
Indeed, from the outsider’s point of view, virtuousness is the antitheses of the back-of-bus 
image.  What we are left with are people without access to legitimate sources of money not 
being prepared to quietly accept poverty as a legitimate statement of status28.  Choosing not to 
meekly accept poverty means adopting a tough attitude, which is part of the in-situ and 
contingent process of social exclusion.  In addition, a further component needs to be 
acknowledged, which is that the process of exclusion necessarily involves some form of 
suffering.  The BBB draw on aggression as an act of self-protection, but aggression is 
dialectically linked to self-harm, because it isolates and distances us from social networks29.  
Loudmouth’s “What the fuck are you doing?” maintains a defensible boundary by 
demonstrating an ability to standup for herself.  Paradoxically, this act of self-protection was 
also a process of self-harm, because on the margins of this boundary, I also excluded her, but 
mine was a much more insidious gesture of exclusion; it was through the act of silence.  I 
snubbed the aggression, and by snubbing the act, I inadvertently denied the identity of the BBB. 
‘Snub then appears as a pure case of the diabolical; it is not done out of ignorance but with the 
understanding that it denies ‘what’ is’.  Snub is a pure case of injustice’ (Ibid.:130).     
  
Unfortunately, this is not the end of the cycle of harm caused by an identity that uses 
aggression, because in the process of rejecting the poverty-badge, there is a lack of respect 
shown to the poor community who appear to have accepted poverty.  Loudmouth’s own 
neighborhood is unable to offer any form of sustainable nourishment, whilst there is an apparent 
acceptance of the unjust status quo30.  Instead, inadequate nourishment comes from fellow 
members of the BBB.  Whether it be a release from prison, or earlier in the process the trip to 
court, there is a camaraderie gained though the knowable suffering that is involved. Whether it 
be Porridge’s hard-man image, or the collective celebration of freedom, there are displays of 
defiance against ‘the system’ responsible for their incarceration31.  Self-respect is achieved 
through the expressive act of defiance.  The threat of prison provides the BBB with a shared 
                                                   
27 Despite its treatment here, I recognise that social identity is not homogenous.  It is both heterogeneous 
and multi-dimensional, but in the context of the observations, I am choosing to focus only on one aspect 
as a means of demonstrating the process of its production.  
28 Despite this non-acceptance there is a great deal of moralising (Jayyusi, 1984) taking place at the back-
of-bus.  Although there is an apparent acceptance of disrespecting the official rules, this does not mean 
that this acceptance is straightforward.  On a few occasions women made a justification for particular 
types of difficulties they had caused either to themselves or others by saying; “...it’s alright for her, I 
wasn’t born with a silver spoon in my mouth”.  It was only ever women that I heard using this as a 
justification, but I am reluctant to draw any conclusions about this gender variation.         
29 There are similarities here with Blum et al.’s (1974), Snubs, chapter in which the authors analyse snubs 
in the form of recognisable and consciously produced unreturned greetings and conclude that there is a 
prophylactic component to a snub. 
30 As was argued in Chapter Olive, McHugh (2005) and Raffel (2006) position justice as an overriding 
principle which can never simply be only in the interests of one party; as a shared virtue it necessarily has 
to be in everyone’s interests if it is to be materialised. 
31 Who was in or being released from prison was a common topic of conversation.  
Chapter Khaki Back-of-Bus Brigade 121 
 
 
courage that buttresses their collective dignity.  Similarly, ideas of how to perform mutual 
respect are drawn from the ‘street culture’ portrayed in popular media where status is derived 
from being the meanest and toughest.  Anyone choosing to sit at the back-of-bus on the 33-bus 
route is therefore unlikely to challenge activities such as breaking the no-smoking rule or minor 
acts of vandalism.  Equally, conversations about plans to shoplift, or the avoidance of paying 
rent and utility bills, do not induce shudders of disapproval from nearby back-of-bus strangers.  
This is a shared public space, but it is a site of resistance from the wider dominant culture.  
 
As far as the rest of us are concerned, the easy option is to ignore the loudmouth at the back of 
the bus.  It takes courage to challenge the behaviour of others on the bus, and ignoring the 
problem may be the best form of self-protection, although it may prove harmful to our shared 
sense of place.  As individual passengers, we are unable to undo the inequality that exists on the 
bus, but rather than pretend it does not exist, we need to make a collective decision about how 
respect should be exercised.  Inevitably, though, as long as there is a divided city, there will be a 
back-of-bus brigade behind the invisible tidal border on the 33 bus route.   
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‘Plain old me, plain old street.  I feel boring and straight.  The same things parked down my 
side, guarded by sentries of similar lights thrown by similar lamps.  I can be anywhere and 
everywhere, I conform enough to be any one of a million streets...I am boring repetition of the 
public arena (Passmore, 2000: 238).  
 
In common with the quote above from Adrian Passmore, this chapter features picture after 
picture of tarmac: 240 to be precise.  In addition, the photographs lack artistic composition and 
the setting of a moving bus pushed the camera beyond its technical capabilities.  To compound 
the sense of tedium, the accompanying commentary is descriptive rather than analytical.  Yet, 
despite this unpromising introduction there is the possibility that the photographs provide an 
alternative medium in our continuing comparison between two routes.  Moving beyond the 
tedium of each individual photograph is the potential excitement of the ‘way-showing’ (Ingold) 
of a journey.       
 
Initially, something in the observational data prompted questions that were not directly 
explained by the interaction on the bus, because in the background of the fieldnotes, there was a 
silent but strong presence.  This elusive presence kept returning to the physicality of the bus 
route and the landscapes that lay beyond the bus.  Continuing the comparison between the 
different identities of 23 and 33 bus routes, this chapter is intended as a means of exploring 
differing rhythm through a visual narrative within place.  The photographs therefore are a tool 
that enable us to consider how we interpret the visual landscape as a result of the meaning that 
we attached to particular places.    
 ‘Sight is, to be sure, an openness and a consciousness, and all sensibility, opening as 
consciousness, is called vision; but even in its subordination to cognition sight maintains 
contact and proximity’ (Levinas, quoted in Davis 1993: 252).  
 
In terms of the actual journeys, we have sight as the means by which we bring the outside onto 
the bus.  Unfortunately, the photographs are not able to replicate the experience of the landscape 
coming onboard the bus.  As an inferior alternative, we can nevertheless capture the narrative of 
the journey, which we will return to after the picture sequences.  Appleyard et al.’s (1966) View 
from the Road provides the visual inspiration for the layout of the pictures, which is to read the 
pictures starting at the bottom of the page moving upwards towards the top.  The reason for this 
is to give the impression of moving forward.  If we imagine that our head movement matches 
our eye movement moving up the page, then our heads would gradually be raised in an upward 
motion away from our bodies; from floor to horizon.   
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The two journeys represented in these sequences of images start in two separate places towards 
the edge of the city, but not the absolute termini, instead commencing where the bulk of the 
passengers board the bus.  Neither of these journeys traverse the entire length of the routes, but 
having started in separate places, they share a common destination – the city centre – before 
travelling on towards the opposite edges of the city1.  Alongside the pictures, which represent an 
attempt to capture an objective representation of the physical world, there are accompanying 
descriptions that are my own subjective interpretation of each journey.  Although I have 
attempted to be as neutral as possible in these descriptions, they are nevertheless dependent on 
my own knowledge of the buildings that line the routes, and of their various uses.  These 
combined media form their own journeys that are a combination of personal ‘way showing’ 
(Ingold, 2000) with something that more closely represents the physically traversed space.        
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
                                                   
1 The two journeys’ photographs are also presented on a dvd (see Enclosure: 2 Bus Journeys). 
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A 23 bus journey 
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23 Journey Sequence 
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23 Journey Sequence 
 
We start our Journey at 
Craighouse.  It is late July, and 
there is a distinct sense of 
summer holidays as there are 
no visible signs of students 
waiting at the bus stop.  Out of 
season, the Campus provides a 
quiet area for young children to 
ride their bikes.  The bus 
makes a right turn around the 
car park and then down the hill 
before exiting the campus, 
turning left onto Craighouse 
Road.  We are now in the 
upper reaches of Morningside.  
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 
 
 
 7.23 
 
 
 
 
There is a sense of anticipation 
at the top of the hill as the bus 
changes into low gear to tackle 
the steep gradient.  As we 
descend, we slide forward on 
the vinyl seats.  The view 
across the city and the Forth 
estuary beyond soon 
disappears.  Before the bottom 
of the hill, we brake hard in 
order to negotiate a sharp right 
turn into Balcarres Street. 
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We have a long road ahead of 
us, facing east, with a mix of 
housing of various periods on 
either side.  The bus makes 
speedy progress as there is 
little traffic on the road. 
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 Having taken a gentle bend, 
we are still in Balcarres Street.  
The bus sometimes stops here 
as there is a small lay-by and 
rest room for the drivers.  As 
the bus continues down the 
street, we pass a cemetery, 
shadows are cast by trees on 
the right, making the road feel 
narrower at this point.   
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The road bends once again, 
this time more sharply.  We 
turn south-east directly into the 
sun, and I am aware that my 
reflection on the windscreen 
betrays my presence behind the 
camera.  Our elevated position 
on the top deck permits a view 
over the trees in to the railway 
cutting on the left.  
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Having come from a quiet 
residential area, we are now at 
Morningside Cross, and 
suddenly we feel like we are in 
the city.  Waiting at the red 
traffic lights, buses pass by 
from three other directions as 
several routes converge at this 
junction.  We turn left into a 
busy street with more visible 
signs of car traffic, and people 
waiting at bus stops. 
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We are now much more 
enclosed, with imposing 
sandstone tenements on either 
side, the effect of which is 
moderated by a wide range of 
mostly busy shops brightening 
the street front.  The bus 
pauses to pick up passengers at 
a busy stop adjacent to a Marks 
& Spencers ‘Only Food’ shop 
set back from the road. 
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As we climb the hill, we pass a 
local public library on the left, 
and the next stop is also busy, 
this time with shoppers from a 
Waitrose supermarket 
opposite.   
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There is now a sense of leaving 
Morningside as we continue to 
climb the hill, passing the 
Dominion cinema to the right.  
Briefly, there are more gaps 
between shops before we 
arrive at a junction at the top of 
Church Hill.  
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The street is more sunny and 
open, with fewer tall buildings 
on the right side.  Immediately 
to the right is the Churchill 
Theatre, but the view is 
dominated by the junction 
ahead, appropriately named 
“Holy Corner’ because of the 
four active churches straddling 
the road.   
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After the expansive area of 
Holy Corner, the road funnels 
in to Bruntsfield Place and the 
bus pauses at a very busy bus 
stop.  Palatial sandstone 
tenements dominate on either 
side of the road, and the shops 
beneath are interspersed with 
restaurants and cafés.  The 
traffic intensifies as the road 
bends to the right. 
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The bus picks up more 
passengers at another busy 
stop.  Many of the shops and 
cafés have awnings to protect 
customers from the sun and 
rain. 
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As we leave Bruntsfield, the 
tenements and shops on the 
right side of the road give way 
to the greenery of Bruntsfield 
Links and the Meadows 
beyond, one of the city’s larger 
parks.  The sense of widening 
is enhanced on the left by the 
Bruntsfield Hotel, which is set 
back from the road. 
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As we pass the hotel and begin 
to descend, with the Links still 
on our right-hand side, we 
catch our first distant glimpse 
of the city centre, symbolically 
marked by the rear of 
Edinburgh Castle.  Once again 
we descend into an urban 
valley with high tenements on 
either side, the effect being 
heightened by the towering 
Barclay Church to the right. 
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Continuing down the hill, a BP 
service station creates a 
temporary gap in the wall of 
tenements, the facades of 
which have become flatter and 
less ornate. 
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There is now a sense of 
entering the inner city.  After 
passing a Scotmid Co-op store 
on the left, the Kings Theatre 
can be seen on the right, the 
dark red-sandstone façade of 
which looms over the junction 
with Gilmore Place.  More bus 
routes merge at this point, and 
on the left is the Cameo, an art-
house cinema, beyond which 
there is the ‘Liquorice’ lap-
dancing club.  
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As we negotiate Tolcross, a 
six-road junction, the scene is 
dominated by a new glass-
fronted building, ‘New Uberior 
House’, the first substantial 
modern building that we have 
encountered on our journey.  
We swing right into Lauriston 
Place.  In contrast to the bustle 
of Tolcross, this road is quiet, 
and at first is lined by modern 
tenements with retail space that 
is yet to be occupied.  As we 
progress up the hill, the 
modern flatted housing is again 
replaced by Victorian stone-
built tenements. 
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We now climb the hill, passing 
‘Simpson’s Hotel’ on the right, 
followed by the recently-
opened Novotel on the left.  
This is followed immediately 
by two prominent red-
sandstone buildings, the first of 
which is a former fire station 
that has been converted into a 
museum, the second being the 
Edinburgh College of Art.  
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Leaving the College of Art 
behind us, we again turn into 
the sun, and I once more 
briefly become aware of my 
reflection in the window.  
Meanwhile, the road levels out 
as we pass the Edinburgh 
Blood Transfusion Service’s 
offices and Dental Hospital on 
the right.  To the left, trees 
impede a clear view of George 
Heriot’s school and Edinburgh 
Castle beyond.  To the right, 
the blue hoarding marks the 
beginning of the site of the 
huge former Royal Infirmary 
Hospital, which is currently 
being transformed into housing 
and office space. 
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The road now forks left in a 
one-way system, merging with 
on-coming traffic adjacent to 
the University of Edinburgh.  
Having turned into Forrest 
Road, street activity intensifies, 
with busy shops, restaurants, 
pubs and cafés.  On the right is 
the Bedlam Theatre, but 
dominating the view ahead is 
the National Museums of 
Scotland ‘Museum of 
Scotland’ building.  
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The road bends gently to the 
left, at which point 
Candlemaker Row marks the 
site of Greyfriars Bobby, and 
offers the opportunity to 
descend into the lower reaches 
of the Old Town.  We, 
however, continue past the 
Museum of Scotland and 
Chambers Street, passing the 
Sheriff Court, progressing on 
to George IV Bridge. 
 
 
 
 
 
 
 
 
 
 
 101.23 
 
Chapter Beige Asphalt Rhythms 147 
   
 
 
 
 
 
 
 
 110.23 
 
 
 
 
 
 109.23 
 
 
 
 
 
 108.23 
 
 
 
 
 
 107.23 
 
 
 
 
 
The street is now dominated by 
institutional buildings, 
although there are also a 
number of pubs, restaurants, 
sandwich bars and cafés.  We 
pass two large libraries on 
either side of the road.  To the 
left is the Edinburgh City 
Library, and to the right the 
National Library of Scotland.  
The current roadworks 
alongside a redevelopment site 
funnel the road into a 
bottleneck opposite the Signet 
Library on the right. 
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We now approach the ‘Royal 
Mile’ or High Street, the 
backbone of the ‘Old Town’.  
On crossing the junction, we 
pass by the High Court on the 
right, and ahead of us is the 
Bank of Scotland headquarters, 
which houses a museum of 
money and towers above ‘The 
Mound’.  We then descend, 
turning a tight left-hand corner, 
the bus tilting towards the main 
entrance of the bank as we 
pass.  A spectacular view 
begins to open up in front of 
us. 
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This route is shared by several 
tour buses that travel up and 
down the Mound, and the high 
density of tourist attractions is 
apparent.  The vista opens up 
still further, and it is possible 
to see the Castle, Princes Street 
Gardens, the edge of the New 
Town. 
 
 
 
 
 
 
 
 
 
 
 116.23 
 
Chapter Beige Asphalt Rhythms 150 
   
 
 
 
 
 
 
 
 125.23 
 
 
 
 
 
 124.23 
 
 
 
 
 
 123.23 
 
 
 
 
 
 122.23 
 
 
 
 
 
Continuing our descent, the 
bus swoops round the corner to 
the right.  The leafiness of 
Princes Street Gardens 
dominate the view to the left, 
whilst to the right are the neo-
classical art galleries, the 
National Gallery and the Royal 
Scottish Academy.   
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We now approach the busiest 
part of the city, Princes Street.  
Pedestrians swarm in front of 
us, and shoals of buses pass by 
in both directions along 
Princes Street.  As we drive 
over the junction, the yellow 
box marks the end of our 
journey as it is here that we 
cross paths with route 33. 
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A 33 bus journey 
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23 Journey Sequence 
 
 
 
 
 
5.33 
 
 
 
 
 
4.33 
 
 
 
 
 
3.33 
 
 
 
 
 
2.33 
 
 
 
 
 
33 Journey Sequence  
On leaving Westside Plaza, the 
bus turns right, and then 
negotiates a mini-roundabout, the 
road rising, carrying traffic over 
the Union Canal.  On descending 
the other side of the bridge, we 
make a sweeping right turn into 
Hailesland Road. 
 
 
 
 
 
 
 
 
 
 
 
1.33 
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 
 
 
10.33 
 
 
 
 
 
9.33 
 
 
 
 
 
8.33 
 
 
 
 
 
7.33 
 
 
 
 
 
We now have the Union Canal to 
our right.  Immediately behind 
the trees on the left there are the 
multi-storey flats of Hailesland 
and Murrayburn.  We pass under 
a slim concrete footbridge and 
some portacabins on the right, 
and head east, past a junction 
with Clovenstone Road.  Tall 
multi-storey flats  in Walkers 
Wynd dominate on the right.  The 
bus picks up speed, having passed 
two empty bus stops 
 
 
 
 
 
 
 
 
 
 
6.33 
 
Chapter Beige Asphalt Rhythms 155 
 
 
 
 
 
 
 
15.33 
 
 
 
 
 
14.33 
 
 
 
 
 
13.33 
 
 
 
 
 
12.33 
 
 
 
 
 
Our route bends to the left, and 
changes in character, becoming 
less open and lined on each side 
by trees and bushes.  Despite the 
greenery, the road becomes less 
hospitable as the footpaths 
disappear.  Although there is a 
bus stop, the access path is not 
visible from the road, and there is 
little sign of social activity.  The 
bus slows as it descends a 
shallow gradient towards a ‘T’ 
junction with Murrayburn Road. 
 
 
 
 
 
 
 
 
 
11.33 
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 
 
 
20.33 
 
 
 
 
 
19.33 
 
 
 
 
 
18.33 
 
 
 
 
 
17.33 
 
 
 
 
  
Turning right into Murrayburn 
Road, the road opens out in front 
of us.   The bus pulls in at the 
first stop to allow a passenger to 
disembark before continuing the 
journey in a north-easterly 
direction.  There are  still trees  
on either side, but the road is 
much more open, and there are 
pavements and a grass verge to 
the right leading down to the 
backs of private gardens.  The 
character of the road begins to 
change, with  open commercial 
premises behind the trees on the 
right, and a mix of tenements, 
terraces and semi-detached 
houses on the left.  
 
 
 
 
 
 
 
 
 
 
16.33 
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 
 
 
25.33 
 
 
 
 
 
24.33 
 
 
 
 
 
23.33 
 
 
 
 
 
22.33 
 
 
 
 
  
As we progress down 
Murrayburn Road, the trees on 
either side disappear, the left side 
is lined with tenement housing, 
and the sprawling Lothian Buses 
Longstone depot appears on the 
right.  Directly ahead of us 
beyond the roundabout, the 
skyline is dominated by HM 
Prison, Edinburgh.  Across this 
landscape is a prominent 
sequence of large electricity 
pylons.  At the roundabout, we 
take a sharp left turn into 
Longstone Road. 
 
 
 
 
 
 
21.33 
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 
 
 
30.33 
 
 
 
 
 
29.33 
 
 
 
 
 
28.33 
 
 
 
 
 
27.33 
 
 
 
 
As the bus turns the corner, we 
briefly find ourselves travelling 
westwards into the sun as we 
climb a gentle hill.  We then join 
Calder Road at a large 
roundabout feeding into a dual 
carriageway.  The centre of the 
roundabout opens out beneath us 
to reveal a network of paths and 
underpasses.  
 
 
 
 
 
 
 
 
 
 
26.33 
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 
 
 
35.33 
 
 
 
 
 
34.33 
 
 
 
 
 
33.33 
 
 
 
 
 
32.33 
 
 
 
 
Continuing on the roundabout, 
we make a right turn onto the 
Calder Road city-bound dual 
carriageway, the left lane of 
which becomes a Greenways bus 
lane.  Our progress is briefly 
slowed by a cyclist also using the 
bus lane.  The road now 
comprises a wide open corridor, 
footpaths once again being 
segregated from the road itself.   
 
 
31.33 
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 
 
 
40.33 
 
 
 
 
 
39.33 
 
 
 
 
 
38.33 
 
 
 
 
 
37.33 
 
 
 
 
As we descend the hill, the 
Calder Road dual carriageway 
ends and the central 
reservation barrier disappears.  
Simultaneously, we enter 
Stenhouse Road, a 30mph 
zone.  The bus slows to pull in 
at a busy stop adjacent to the 
entrance to HM Prison, 
Edinburgh.  Taking on the 
passengers allows the lone 
cyclist to overtake the bus.  
The bus lane re-establishes 
itself briefly and disappears to 
accommodate filter lanes for a 
junction with Stenhouse Drive 
ahead of us to the left and a 
fuel station to the right. 
 
 
 
 
 
 
 
 
 
 
 
36.33 
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 
 
 
45.33 
 
 
 
 
 
44.33 
 
 
 
 
 
43.33 
 
 
 
 
 
42.33 
 
 
 
 
We pass the junction with 
Stenhouse Drive on our left, 
and the bus lane reappears until 
we reach the traffic lights at 
Chesser Avenue, which 
intersects from the right.  At 
the lights, we are re-united 
with the lone cyclist.  We then 
approach Chesser House on the 
left, a substantial office block 
housing Edinburgh City 
Council employees. 
 
 
 
 
 
 
 
 
 
41.33 
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 
 
 
50.33 
 
 
 
 
 
49.33 
 
 
 
 
 
48.33 
 
 
 
 
 
47.33 
 
 
 
 
As we continue, the buildings 
on the left give way to the 
greenery of  Saughton Park as 
we pass over the Water of  
Leith.  The distinct curved red-
sandstone frontage of a block 
of houses and shops to our left 
marks Balgreen junction, with 
a block of new flats opposite. 
 
 
 
 
 
 
 
 
 
 
46.33 
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 
 
 
55.33 
 
 
 
 
 
54.33 
 
 
 
 
 
53.33 
 
 
 
 
 
52.33 
 
 
 
 
 
 
As we progress along Gorgie 
Road, we pass a car showroom, 
and on the right, more offices.  
Another distinctive red-
sandstone tenement block with 
shops and a prominent first-
floor balcony appears on the 
left side, and beyond the 
offices on the right is a 
looming golden ‘M’ of 
Macdonalds.   
 
 
 
 
 
 
 
 
 
51.33 
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 
 
 
60.33 
 
 
 
 
 
59.33 
 
 
 
 
 
58.33 
 
 
 
 
 
57.33 
 
 
 
 
We are now entering the 
Gorgie area, the heart of which 
is marked by the first of 
several railway bridges over 
the road.  There is a Somerfield  
supermarket on our right 
opposite the junction with 
Westfield Road.  Having 
passed under the bridge, we are 
confronted by a dense urban 
landscape, with tenement 
blocks of different periods on 
each side of the road, most 
with shops and pubs beneath. 
 
 
 
 
 
 
 
 
 
 
 
56.33 
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 
 
 
65.33 
 
 
 
 
 
64.33 
 
 
 
 
 
63.33 
 
 
 
 
 
62.33 
 
 
 
 
Although the streets are still 
comparatively quiet, there are 
now more cars on the road.  As 
we make our way through 
Gorgie, we see more 
tenements, a Scotmid Co-
operative supermarket and 
church, the latter being 
adjacent to one of the entrances 
to Heart of Midlothian Football 
Club’s stadium, Tynecastle 
Park. 
 
 
 
 
 
 
 
 
 
 
 
61.33 
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 
 
 
70.33 
 
 
 
 
 
69.33 
 
 
 
 
 
68.33 
 
 
 
 
 
67.33 
 
 
 
 
The continuous tenements of 
Gorgie Road are now 
interrupted by a second railway 
bridge, beyond which there is a 
patch of greenery which marks 
the site of the  community-run 
‘Gorgie City Farm’.  On the 
opposite side of the road there 
is the austere windowless 
façade of a Mecca bingo hall. 
 
 
 
 
 
 
 
 
66.33 
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 
 
 
75.33 
 
 
 
 
 
74.33 
 
 
 
 
 
73.33 
 
 
 
 
 
72.33 
 
 
 
 
At this point, the road has 
narrowed and the green bus 
lane has given way to a thin 
red cycle lane.  We approach 
traffic lights controlling a four-
way diagonal junction, with 
Henderson Terrace and 
Annandale Terrace intersecting 
from the right.  We take the 
second exit to the left into 
Dalry Road, passing another 33 
bus coming in the opposite 
direction.  To our right, a tall 
stone wall with trees beyond 
marks Dalry Cemetery.  We 
pass under a former railway 
bridge (which now carries a 
feeder road to the Western 
Approach Road) and continue 
towards the city centre, passing 
another fuel station on the 
right. 
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 
 
 
80.33 
 
 
 
 
 
79.33 
 
 
 
 
 
78.33 
 
 
 
 
 
77.33 
 
 
 
 
We are now in Dalry, where 
there is a mixture of old and 
new tenement blocks, most 
with shops beneath.  On the 
right, there is a Lidl 
supermarket, and on the left a 
primary school.  We then see 
the yellow and white frontage 
of another Somerfield 
supermarket on the left.  
Immediately beyond on the 
right side, we see the first café 
on this route to have tables 
outside.   
 
 
 
 
 
 
 
 
 
 
76.33 
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 
 
 
85.33 
 
 
 
 
 
84.33 
 
 
 
 
 
83.33 
 
 
 
 
 
82.33 
 
 
 
 
The mixture of shops, pubs and 
tenements continues as we 
make our way down Dalry 
Road towards a major junction 
and interchange at Haymarket 
railway station (to our left).  
Here, we merge with 
Haymarket Terrace, and the 
Georgian buildings of the west 
end of the New Town appear 
before us. 
 
 
 
 
 
 
 
 
 
 
 
81.33 
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 
 
 
90.33 
 
 
 
 
 
89.33 
 
 
 
 
 
88.33 
 
 
 
 
 
87.33 
 
 
 
 
 We cross the junction, veering 
right into West Maitland 
Street, which is dominated on 
either side by the grand 
tenements of Coates Crescent 
(left) and Atholl Crescent 
(right).  We have now merged 
with another major bus artery 
into the city, and as a result, 
there is more traffic on the 
road around us.  
 
 
 
 
 
 
 
 
 
 
86.33 
 
Chapter Beige Asphalt Rhythms 171 
 
 
 
 
 
 
 
95.33 
 
 
 
 
 
94.33 
 
 
 
 
 
93.33 
 
 
 
 
 
92.33 
 
 
 
 
As we continue towards the 
city centre, we reach 
Shandwick Place and  can now 
see the West End of Princes 
Street ahead of us.  Here there 
is a dramatic change in tempo, 
with many more people on the 
streets and a higher density of 
traffic.  We seem to be playing 
a game of catch-up with an off-
white First bus ahead of us. 
 
 
 
 
 
 
 
 
 
 
91.33 
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 
 
 
100.33 
 
 
 
 
 
99.33 
 
 
 
 
 
98.33 
 
 
 
 
 
97.33 
 
 
 
 
As Shandwick Place gives way 
to Princes Street, we are joined 
by Lothian Road to the right, 
on either side of which is the 
huge Caledonian Hotel and St 
John’s Church.  On the left is 
the iconic former Binns (now 
Frasers) department store, with 
its clock situated on the corner 
above Hope Street.  We have 
been joined by another  major 
artery bringing bus routes from 
the south, so the density of 
buses has noticeably increased.  
At this point, cars are filtered 
away to Charlotte Square on 
the left, leaving the easterly 
flow of Princes Street entirely 
devoted to buses.  Shoals of 
buses pass us coming the other 
way, and the pavements are 
packed with shoppers. 
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 
 
 
105.33 
 
 
 
 
 
104.33 
 
 
 
 
 
103.33 
 
 
 
 
 
102.33 
 
 
 
 
As we progress along Princes 
Street, there are mostly well-
known chain stores on the left, 
and the wide-open space of 
Princes Street Gardens on the 
right, above which looms 
Edinburgh Castle, and the Old 
Town beyond.  The dark spire 
of Scott Monument punctuates 
the skyline ahead and then the 
former North British Hotel and 
Calton Hill in the background.  
We now approach the junction 
with The Mound on the right, 
on the corner of which is the 
Royal Scottish Academy.  The 
yellow-box junction marks the 
spot were we cross paths with 
the 23 route.  This is our 
journey’s end 
 
 
 
 
 
 
 
 
 
 
 
101.23 
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Destination Central 
Here at the journey’s end then, it is up to the reader to make the final decision as to whether 
these pictorial tracks have been informative.  Nevertheless, it is perhaps possible to guide the 
reader’s attention towards particular aspects of these journeys.   
 
To the unfamiliar eye, one of the most striking aspects of these pictures may not initially be 
noticeable, which is the visible appearance of the city’s rhythms.  Indeed, it was only during the 
process of taking the pictures for this chapter that the undulating rhythms of the city started to 
become apparent within the visible recordable data of this research.  It is with this in mind that 
this chapter has drawn inspiration from Henri Lefebvre. 
  
Lefebvre’s Rhythmanalysis (2004) is a compilation of works on which he began working in the 
1980’s, and is an attempt to develop a new discipline, which Elden (2004b) sums up as follows: 
‘Rhythm, for Lefebvre is something inseparable from understandings of time, in particular 
repetition.  It is found in the workings of our towns and cities, in urban life and movement 
through space.  Equally, in the collision of natural biological and social timescales, the 
rhythms of our bodies and society, the analysis of rhythms provides a privileged insight into 
the question of everyday life’ (Ibid.: vii). 
Although I have attempted to represent these rhythms through a photographic medium, these 
sensorial rhythms require more than visual observations.  They draw on sight, sound, movement 
and smell2, but as Lefebvre cautions, we should not confuse rhythm solely with movement, 
especially with motion as a succession.  Equally, although repetition is a necessary component, 
Lefebvre argues that the repetitions are never identical.  Absolute repetition is a ‘fiction of logic 
and mathematical thought’ (Lefebvre, 2004: 7).  This is because there is never just one rhythm 
at work within time-space.  ‘Cyclical repetition and the linear repetitive separate out under 
analysis, but in reality interfere with one another constantly’ (Ibid.: 8).  These different rhythms 
are not necessarily harmonious.  For example, the undertaking of a task through the linear 
passing of time may be at odds with the circularity of clocktime.   
 
‘Time and space, the cyclical and the linear, exert a reciprocal action: they measure 
themselves against one another; each one makes itself and is made a measuring-measure; 
everything is cyclical repetition through linear repetitions.  A dialectical relation  (unity in 
opposition) thus acquires meaning and import, which is to say generality.  One reaches, by this 
road as by others, the depths of the dialectic’ (Ibid. :8).   
                                                   
2 Although Lefebvre maintains that smells are of great importance, he does not elaborate on this point.  
Instead, he says, ‘The modern world aspires to being odourless: hygienic odours seem not to obey 
rhythms’ (Ibid.: 41). 
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This dialectic is perhaps easier to understand if we consider the interplay between necessary 
opposites such as qualitative and quantitative.  Lefebvre notes that no rhythm is without 
measure.  Using the example of music, he argues that the measure3, or the quantitative, is found 
in the melody, and the qualitative in the harmony.  Producing music requires following rational 
laws if it is to be elevated from being just a noise into something that has both a carnal and 
spiritual power over our embodied existence.  However, this is only a partial account of the 
dialectic, because Lefebvre continues to treat dialectics as triadic4.  In relation to time, the most 
obvious triadic relationship is between past, present and future.  A dialectical trinity is always 
going to be problematic when it come to discussion, because it is not possible to talk about three 
things at once, and where there are only two aspects such as good and evil, the discussion of one 
is implicitly dependent on the other.  As Eldon (2004) notes, Lefebvre’s collapsing of three 
usages into two makes it difficult for the reader to gain clarity.  Nevertheless, this does not mean 
that he is being inconsistent, because in Lefebvre’s paper, Triads and Dyads5, he maintains that 
there is an unavoidable absence, both in the discussion of theory and in the existing dialectic, in 
which there is an alienation of the third term.  The alterity of the third term results from its 
absence from the relational pair with the dyad.  This tension is also an important component of 
rhythms, because as well as the recognisable or noticeable, there are other enigmatic rhythms 
having an impact within the observable context.   
 
This has serious implications for the triadic relationship between bus, named place and 
passengers.  The comparison of the two routes suggests that we have two separate places within 
our context of Edinburgh.  At the very least, the 33 and 23 bus routes are representative of 
serious differences within place.   
 
Comparative Rhythms 
At the outset, the intention was merely to present visible reference points in the comparison of 
the two routes.  However, once committed to this task, I became aware of the complexities 
involved in presenting the two journeys comparably.  Although it is not possible to present here, 
this process involved photographing these routes at different times of day, week, and year, and 
also in different weather conditions.  The different rhythms created by these variations 
consequently became a visually recordable phenomenon.  From a technical perspective, and as a 
                                                   
3 Measure, like repetition, cannot be absolute.  Unlike measuring speed or distance, rhythm is always 
relative. 
4 His most well known being his spatial triad of spatial practice; representations of space; and spaces of 
representation (Lefebvre, 1991).                                                                                                                
5 From La Présence et l'absence, (1980) in Elden et al. (2003). 
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means of a fair comparison, both of the journeys presented here were photographed in July6, 
which presents both routes in the best light and weather conditions.   
 
Edinburgh’s economy is heavily reliant on tourism, and in terms of tourists visiting the city, 
July is the second busiest month.7  Yet in Edinburgh as a whole, it is the quietest month of the 
year.  The most noticeable difference is that car traffic is seriously reduced because there are no 
parents doing the school run, and school holidays also coincide with the ‘trades fortnight’ local 
holiday, which is the first two weeks in July, when trades people are officially encouraged to 
take their summer break.  Similarly, with four universities and two large further-education 
colleges, the student holidays also witness a decline in activity. The influx of tourists is 
therefore not as large as the temporary exodus of the local population.  As a result, one of the 
stark contrasts visible in these pictures is that it is only a concentrated area within the city centre 
that appears to be benefiting from tourism8.  In contrast, Edinburgh is at its busiest in the month 
of August; not only have people returned from holiday, and the children returned to school, but 
the Edinburgh International Festival also attracts its highest concentration of visitors.  As is the 
case during the rest of the year, Festival visitors are concentrated within the town centre, but the 
overspill into adjacent districts is more noticeable in the areas through which the 23 bus passes.  
This tourist overspill, however, does not make much of a visible impact along the 33 bus route, 
and as a result, the seasonal variations here are not as wide-ranging.   
 
Notwithstanding the seasonal and temporal variations contained within the routes, the main 
focus here is on the striking contrast between the physicality of the two the journeys.  Near the 
beginning of both, the bus traverses through residential areas.  This should give use a 
commonality between the routes, yet the two areas feel very different.  Initial analysis here 
would perhaps dismiss this as my own internalised class bias, because Morningside is 
predominantly wealthier than Wester Hailes.  Viewing these pictures in the context of urban 
design principles, however, provides a more objective framework by which to compare these 
two areas.  For example, Hailesland Road, the area shown between 3.33 and 19.33, has a bright 
and pleasant aspect with a recently renovated canal that attracts wildlife and the occasional 
                                                   
6 The ideal time would have been June when the sun is at its highest point, but excessive rainfall in June 
2007 meant that it was not possible to get two consecutive days of sunshine to photograph the two routes.  
The sun also posed technical problems, which are particularly evident in the vivid reflections in the 23 
bus windscreen that dominate some of the photographs along this route.    
7 Visit Scotland estimate that tourist income generates about a billon pounds to the local economy and 
that in 2005, 9.7% of the workforce in Edinburgh was tourist-related.  Similarly, the same set of statistics 
also show that July is the second highest month for tourist trips to Edinburgh.  
(http://www.visitscotland.org/edinburgh_city_2005.pdf ) Accessed 18/08/07    
8 Other aspects of my observations, however, dilute this effect because there are tourists using the buses 
travelling in and out of the city centre staying in outlying B&B’s and hotels.  Tourism therefore provides 
economic advantages to areas beyond the city centre, but these benefits do not necessarily translate into 
increased social interaction outwith the city centre.        
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barge.  Yet, when spending time walking along this road or waiting for a bus, it feels 
unnervingly isolated rather than just airy and open.   
 
One of the factors that accounts for this feeling can be found in The Edinburgh Standards for 
Urban Design (2003b), a best-practice guide which states that, ‘Discontinuous and disrupted 
building lines produce a less lively and safe environment.  They lack direct surveillance’ (Ibid. 
:42).  This lack of surveillance stems from Jane Jacob’s ‘eye upon the street’ (1993: 45) where 
she is not referring to panoptical security cameras, but to residents themselves.  A street that is 
directly overlooked by flats and houses feels safer than houses that face away from the street.  
As well as the houses being set back and obscured from the road, there is also a lack of 
pedestrian and motorised traffic along Hailesland Road.  In addition to the perceived lack of 
safety, this street is probably avoided because, whilst it may be aesthetically pleasing, it is also 
dull.  Its dullness arises because this place feels socially empty.  
‘They [city planners and city architectural designers] operate on the premise that city people 
seek the sight of emptiness, obvious order and quiet.  Nothing could be less true.  People’s 
love of watching activity and other people is constantly evident in cities everywhere’  
(Jacob, 1993: 47) 
Planners have now addressed the issues that Jacobs made in the 1960’s as the following quote 
reveals: 
‘The best public spaces often have nodes of activity – cafés, stalls, etc, complemented by quiet 
zones for rest and people watching’ (City of Edinburgh Council, 2003b: 40). 
Unfortunately, despite lessons learned, the concrete legacy of design mistakes from the less- 
enlightened planning policies of the 1960’s and 1970’s survives in the physical structure of 
Wester Hailes.  Although there is a visible absence of people being busy within their local 
community, this visual impression is not the entire story; there are community initiatives taking 
place within this area, but the very fact that they are not immediately visible has an impact on 
the rhythm of this community.  The physicality of the urban landscape means that social 
activities are more compartmentalised. 
  
Comparing Hailesland Road to Balcarres Street on the 23 route (see pictures 10.23 - 20.23), we 
can see that this is also a long and fairly quiet residential street.  Yet, despite the lack of shops 
and cafés, this street feels less isolated because of the layout of the houses, which face directly 
onto the street.  In Balcarres Street, people can be seen to come and go from their flats and 
houses, instead of being obscured from view by trees and shrubs.  This is not to say that green 
areas are a bad idea.  Indeed, many of the houses along Balcarres Street have front gardens9, and 
whilst these are private spaces, they nevertheless draw people from their houses and provide an 
                                                   
9 It is significant that it is front gardens which are visible from the street, because there are greater 
expectations that back gardens are more secluded and less outwardly sociable.   
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opportunity for neighbourly relations.  The other unexpected feature that makes the place feel 
less isolated is the rows of cars that are parked along both sides of the street.  Within transport 
studies there is an ongoing agenda that seeks to reduce car congestion on the grounds that 
congestion is a problem that needs to be solved.  Certainly, the environmental damage caused 
by car emissions is almost undisputable, and gridlock is self-defeating in the task of undertaking 
a journey.  Yet the lack of congestion along Hailesland Road is not the most desirable outcome 
within this non-rural setting. 
 
In this instance, the cars in Balcarres Street represent greater affluence as well as providing the 
opportunity for further social interaction.  In an unwitting cruel twist of irony, Wester Hailes 
was designed with car ownership in mind, but according to the 2001 Census data for the region, 
SIP: Wester Hailes10, 64.9% of households were without access to a car.  In the same period, the 
percentage for the whole of Edinburgh was only 39.5%.  Thus, we have a wealthier area that 
was built before mass car ownership competing for valuable parking space, whilst the low car 
ownership in Wester Hailes seems all the more acute in a landscape built for cars.  
Unfortunately, the large empty parking spaces and the cul-de-sac layout surrounding the flats is 
designed in such a way as to make it difficult to do anything else with the space.  Catching the 
bus necessarily entails walks along quiet walkways and overpasses that feed onto Hailesland 
Road.   
 
As we get closer into town on the 33 bus route and pass along the Sighthill dual carriageway, it 
is the architectural infrastructure of the car that dominates this landscape.  Pedestrians are 
corralled by fences and underpasses to keep them away from the unimpeded flow of motorised 
traffic.  The underpasses provide secluded places for up-and-coming graffiti artists to perfect 
their skill.  In turn, the local authority regularly paints over or tries to remove the graffiti.  My 
own observations using the bus stops in this area confirmed the widespread perceptions 
surrounding graffiti.  In particular, I overheard one elderly woman pointing to the wall of an 
underpass and saying ‘This is the reason I can’t go out at night’.  She did not need to clarify the 
meaning of her statement to her companion, because to them, there was an implicit 
understanding of what the graffiti represented11.  Living in Sighthill and using the bus 
necessarily entails having to use the underpass.  It is therefore not surprising that this woman 
feels, at the very least, that she lacks choice in how she engages with her surrounding urban 
landscape.   
 
                                                   
10 SIP is the acronym for ‘Social Inclusion Partnership’, for which census data has been specially collated. 
11 These perceptions of graffiti are not held by all residents.  Listening to teenagers reading and 
commenting on the graffiti at bus stops, it seems to be more in keeping with a public notice board because 
they knew the people associated with the inscriptions.    
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In contrast, the increased numbers of cars in Morningside Road do impede the bus’s progress, 
but this is to the benefit of pedestrians and shopkeepers alike.  In addition to the four surface-
level pedestrian crossings, people have the freedom to cross the road wherever there is a gap in 
the traffic.  Many of the cars are local traffic that is stopping to shop in the area, a factor which 
tempers the negative impact of passing traffic.  In the Morningside context, the car is part of the 
collective rhythm rather than the dislocated pace of an externally generated velocity.  The 
Sighthill dual carriageway casts the residents as the passive recipients of the ‘delocalization of 
action’ (Virillio, 1997: 69).  Whilst the residents of Sighthill may benefit from quicker journey 
times, the ‘quality bus corridor’ that slices through this district does not enhance the 
pedestrian’s quality of street life.  It is only when the 33 reaches Gorgie and the parked cars and 
narrower streets that the bus slows to a more human pace.      
 
If we are to believe “best practice” town planning guides, then we can hope that future 
developers will not repeat the mistakes made in residential developments of the 1960s and 
1970s.  However, with increasing demands for quick and efficient travel, there is a danger that 
transport planners will fall into the same trap of building rational and orderly technological 
networks that bear little relation to the diverse and intricate social networks within the city.  
 
Out of kilter bus rhythms  
‘Time-tables, when comparatively analysed, reveal new phenomena: if the hours of days, 
weeks, months and years are classed in three categories, pledged time (professional work), 
free time (leisure), and compulsive time (the various demands other than work such as 
transport, official formalities etc.), it will become apparent that compulsive time increases at a 
greater rate than leisure time.  Compulsive time is part of everyday life and tends to define it 
by the sum of its compulsions’ (Lefebvre, 2000: 53).  
 
Lefebvre’s tripartite disciplining of time focuses on the alienating effects of compulsive time, 
yet the account below is a speculation about how the city intensifies the experience of exclusion 
for people using the bus who are unemployed.  The unemployed are often perceived as being 
free of compulsive time, but for many, not having the opportunity to work undermines 
Lefebvre’s time categories.  
 
On the Number 33 bus at 4.30pm in late November, it is already dark12.  As the bus makes its 
way through Chesser, thoughts drift back to journeys made at the same time of day earlier in the 
                                                   
12 Edinburgh is at a northerly latitude of 55º 55’ and has 10:36 hours daylight variation between summer 
and winter solstices.  This compares with New York at 5:51 hours and Paris at 7:36 hours variance.  
These figures are based on calculations using data tables from United States Naval Observatory, 
Astronomical Applications Department.  (http://aa.usno.navy.mil/data/docs/Dur_OneYear.html) 
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year.  In the height of summer at 4.30pm, it was a different time of day: it was afternoon with a 
long bright evening ahead, but now at the same clock-time, it is evening with the inevitable long 
cold night looming.  This is not merely a contrast between light and dark.  There is also an 
observable seasonal rhythmic shift between summer and winter.  This cyclical variation jars up 
against the linear rhythm of the working day.  Although there are a growing number of shift and 
part-time workers, for most people 4.30pm in both summer and winter represents the late 
afternoon in the working day13.  The bus route passes many offices on its journey into town.  
Indeed, many of these office workers will be using this bus service in the next hour or so, but 
meanwhile the bus is subdued and sparsely populated.  
 
In daylight, the most common feature to be seen when looking into the windows of the 
surrounding buildings is the reflection of the bus as it passes by, but now, in the dark working-
day, the office windows are brightly illuminated from within14.  In daylight these building are 
anonymous, presenting a blank façade.  Some passengers may be enjoying a day off from 
similar office environments and can now see into other peoples’ working environment.  Yet, to 
the long-term unemployed the day-to-day routine of a paid job becomes a less familiar rhythm, 
and to the school-leavers the office façade represents an unknown space, so with the lack of 
visual stimulus, the eye moves on.  In this context, the pathological rhythm of unemployment 
excludes people from commonly experienced pledged time.  Lefebvre maintains that travelling 
on public transport is compulsive time, but for the unemployed person, such distinctions do not 
hold the same weight.  As the bus approaches the West End, the lights are still on in many of the 
surrounding offices of Coates Crescent on the left and Atholl Crescent on the right.  The first 
noticeable difference is the change in the shape of the windows: these traditional sash and case 
windows are much bigger and proportionately longer than any other windows along this route.  
Short (1996) notes that power hierarchies are observable and maintained within the use of space 
within buildings.  The higher the rank, the further away s/he is from public gaze.  Yet here, in 
the West End, we see into the book-lined offices of the ruling classes of Edinburgh’s legal and 
financial professions.  Despite the short bus ride, these West-End palatial mahogany and 
leather-filled privy chambers are a world away from the cramped MDF and vinyl corporate 
workstations of Chesser, and even further removed from the tempo of unemployment. 
 
The bus approaches the West End of Princes Street and the view opens to the bright lights of the 
city.  The shops down the left hand side look warm and inviting and on the right, floating above 
                                                                                                                                                     
[Accessed 18/04/07] 
13 The statistical data relating to changes to shift patterns is a complex issue.  See for example, 
McOrmond (2004).    
14 At night the bus windows become mirrors and used as a tool of passenger surveillance.  Although it is 
rude to turn around and look at someone, at night, it is widely accepted that when it is dark outside and 
the lights are on inside, the bus is illuminated enough to watch other passengers in the reflections. 
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a darkened rocky outcrop, Edinburgh Castle forms a floodlit ‘backdrop’ to the city centre.  It is 
at this stage of the journey that the change in the seasonal rhythm is most apparent.  Under the 
Castle, running along nearly the entire length of Princes Street (which is approximately a mile 
long), is Princes Street Gardens, which is a temporally determined public park.  That is, it can 
only be accessed in the hours of daylight; half an hour before sunset the park keepers evacuate 
the gardens and lock the gates until the following morning.  In the daylight evenings of the 
summer months, the volcanic plug on which the Castle sits can be clambered over and explored 
by children and adults alike.  Now, however, as we approach on a dark November evening, the 
park and the banks of the castle are off-limits15.   
‘Parks by nights become a place not of nature as good but nature as evil, an image still of the 
fearful wood, not haunted by tree spirits and robbers but by rapists and serial killers. Their 
gates are closed and to enter them is to step outside the law’ (Laurier, 1995, electronic version 
- http://web.ges.gla.ac.uk/~elaurier/WWW_thesis/Commuting2.html). 
Less dramatically, the temporal restriction to the park means that the city’s public spaces 
physically contract in the winter months.  Similarly, the kerbside cafés and bars have all 
retreated inside, away from public view16.  
 
Princes Street is the final destination of many of the bus passengers, and in the summer months, 
people disembark to a variety of outdoor rhythms.  These range from tourist sightseeing to the 
leisure activities associated with the park, such as playing, sunbathing, reading and jogging.  In 
the winter months, the phantasmagoria of the bright shop window displays promise to be a 
warm and inviting space in which to escape the cold night.  Yet what can these enticing shops 
offer to the person with no money to spend?  Being unemployed does not just mean being 
financially disadvantaged.  It also means being out of kilter with the work and retail rhythms of 
the city.  The observable situated practice of unemployment is therefore that of being inside the 
socially shaping forces of work and retail without being able to participate in a taken-for-
granted manner.  
 
Sitting on the 23 on a Wednesday afternoon at 4.30pm travelling through Morningside into 
town, is in stark contrast to that of the unemployed person on the 33 bus route.  On this bus, 
although it is heading in the direction of the city centre, there is a feeling that people are already 
in the city.  The 23 feels like a mobile city centre fixture.  Here we have a window into 
commonly shared activities.  In contrast to the 33 route, people are getting on and off the bus 
                                                   
15 Whilst this part of Princes Street Gardens is closed after dark throughout the winter months, the area 
closest to the east end of Princes Street is opened in the evenings to accommodate a fair and market at 
Christmas and Hogmanay. 
16 It has only been since 2004 that City of Edinburgh Council have relaxed their licensing laws and 
allowed pubs and cafés to place tables and chairs on the pavements.  This phenomenon has subsequently 
expanded since the introduction of the smoking ban in Scotland in March 2006, and hardy smokers now 
brave the cold all year round to go outside for a nicotine fix.    
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regularly, as opposed to the steady net gain of passengers as it nears the city centre.  As a 
consequence of the steady stream of shops, cafes, galleries, libraries, universities and meeting 
places that visibly line this bus route, it is possible to guess where people are going, or have just 
come from.  The accuracy of the guess is not important: it is the sense of shared knowledge of 
the cultural activities that abound in this area that has an impact both inside and outwith the bus.  
There is a vibrant public place that is visible and knowable from the bus.  Similarly, inside the 
bus people are overheard talking about either past or imminent events.  This is a bus for busy 
people.  In common with the 33 route, there may be people who are not in paid employment, but 
in contrast, no one appears to be suffering a sense of exclusion from public life17.  
                                                   
17 There is obviously the potential for people on this bus to be unemployed.  What is important here is the 
outward appearance and the visible sign of Bourdieuian style cultural capital, and witnessing how this 
cultural knowledge is used to access the city.   
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Figure 22: TRi Survey, 2003, respondents’ likes & dislikes: time to reflect 
 
Sitting at the back of a number 11 bus at around lunchtime on a Tuesday, we are making slow 
progress, hampered by congestion and inefficient boarders.  Then suddenly we hear, “COME 
ON! COME ON!” being shouted out from near the front of the bus.  A man (Baritone) who 
looks about thirty is voicing a frustration that has been palpable on the bus for the last ten 
minutes.  As if singing the word ‘on’, he holds a long low note, which onomatopoeically 
captures everyone’s growing impatience.  In my mind Baritone deserves a round of applause, 
but no response from fellow passengers ensues.  In contrast, however, neither are there looks of 
alarm or fear from surrounding passengers about the possibility that Baritone may be mad 
because he can be visibly recognised to be ‘different’ in a way that is familiar and explainable; 
the expressive appeal was made by a man that appears to have Down’s Syndrome.  This 
melodic incident could perhaps inspire a sociologist to investigate public attitudes to people 
with disabilities.  My own interest, however, is not concerned with perceptions of difference, 
but in the commonality of the shared frustration.   
 
The previous descriptive journey in Chapter Beige attempted to convey a relationship with the 
passenger and the physicality of the bus route.  This chapter turns its back upon the views and 
vistas of the city and takes as its topic, the ‘shared’ experience of the journey’s duration.  It is 
sociologically acceptable to assume competing and overlapping temporalities resulting in people 
experiencing time differently (Adam, 1995), which would imply that there is no shared journey 
duration between passengers that are strangers to one another.  It is in this context that, by way 
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of discussing the activities that take place on buses, I hope to show that there is a shared 
communality of the passing of time.  Clearly, not all time is collective, but there is a continual 
interplay between the public and private experience of journey duration.  The challenge here is 
to try to engage with what might be described as a shared or public experience that is, perhaps, 
partly derived from what we all can see and hear within the discernible activities occurring on 
the bus.  In this context, the city is not just something that is being travelled through, but is also 
onboard the bus and is represented through the collective accomplishment of individual 
journeys coming together for a brief period of time. 
 
Atmospheric conditions  
‘Physicality is not just a property of matter and bodies.  It is also, importantly, an effect of 
interaction.  People perceive physical attributes (e.g. temperature, smell), physical processes, 
behaviours, and affordance as they engage with environments, materials other people, and 
technology’ (Büscher, 2006: 1).  
 
Reading through my earliest field notes, recurring references were made to the ‘atmosphere’ on 
the bus.  Although I used the term ‘atmosphere’, it was something I felt uneasy about.  I did not 
want to rely on phenomenological explanations or debate the nature of how an atmosphere 
could be anything other than an unquantifiable personal experience.  Instead, I treated changing 
atmospheres as something potentially observable.  It was with Baritone’s help, for example, that 
the frustration on the number 11 was made audible.  As I said above, there was a sense in which 
Baritone was expressing everyone’s frustration, but how do I know that?  It was after this event 
that I began to investigate ‘doing frustration on the bus’.  Indeed, it quickly became apparent 
that there are subtle, but nevertheless visible audible signs of people demonstrating their 
frustration.  Sighs and fidgeting are the most straightforward symptoms, but there are more 
subtle ways of demonstrating frustration, if indeed that is what it is1, such as ways of looking 
out of the window.  This can range between an idle glance and a focused look.  In the case of 
traffic delays ahead, there are pronounced looks towards the front that involve a slight 
movement of the head as if looking past someone to improve the view.  When merely looking 
towards the front of the bus in the absence of visible frustration, there appears to be less effort 
involved, and no moving of the head to see past an invisible object.  
 
                                                   
1 The sighs and fidgeting can more directly be related to frustration, whereas the looking could be a way 
of doing uncertainty.  What is important for our purposes is the potential for these subtle actions to 
change the collective mood.    
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Conversational matters 
‘Our appeal and our draw is towards the ‘chat’ that continues as part and parcel of that 
uneventful intimacy of everyday being wherein ’we’ all routinely hope that our efforts to be 
together with others will achieve something in acting with, without and for others’  
(Laurier & Philo, 2006: 355).   
 
One of the most immediate ways to access the idea of a bus full of strangers being in a shared 
place is through overhearing conversations.  Conversation Analysis is obviously interested in 
how conversations are produced, but here we take a different approach and consider the 
conversation from the point of view of its effect on the overhearer.  Scatterings of conversation 
throughout the bus can often act as a vocal barometer of external cycles taking place within the 
city’s daily, weekly, or seasonal practices.  For example, just as the traffic in the form of 
commuters is ordered in relation to the economic practices that surround mass-transit, so too are 
the conversations.  In the morning the bus is full of passengers, but is predictably quiet as 
people contemplate the day ahead.  In contrast, the end of the ‘working-day’ is more varied.  
These patterns, however, are never fixed and there are variations to the working rhythm which 
disrupt the more fixed expectations of what the time of day will offer. 
 
For weeks the morning bus may be quiet, then unexpectedly, one morning at a similar time and 
on the same route, the bus is gently humming with conversation.  Two or three sets of people at 
the bus stop know each other, either starting their journeys together or meeting by chance at the 
bus stop.  Often these conversations revolve around work-related issues, which can occasionally 
mean that the content is impenetrable to the outsider because it is full of jargon.  At other times, 
these conversations are like having a radio playing in the background.  For those in the 
surrounding vicinity, the conversation can be listened to, but not contributed to or interrupted2.  
Similarly, the noise can be filtered out if it is deemed to be uninteresting, non contentious or not 
unreasonably loud.  Regardless of whether the conversation is being listened to or not, it has the 
effect of introducing a shared knowable rhythm that relates to another part of the day - the 
work-place politics and gossip that awaits at the end of the bus ride, which is for many of us a 
phenomenon that we can all identify with as being part of the communality of work.  Again, 
with parallels to the companion radio when people often say they have it playing in the 
background because it is company, a similar effect can be claimed of these conversations, in 
that the talk creates a friendly space within the bus.  People boarding hear the tone of convivial 
exchange, which has a cadence that is less uncertain than silence, and may even be reassuring3.     
                                                   
2 We will return to the fact that conversations in public places can be ratified by strangers. 
3 I am aware here of Blum’s (2003: 263) caution that we should avoid making a generalised criticism of 
anonymity because we would overlook ‘its dialectical nuances’.  Part of the appeal of a city is that it is 
exciting because of its anonymity.  For example, a sense of freedom can be derived from not having to 
worry about the opinions of strangers.  Here there is a tension between the city as a place of excitement, a 
place of alienation, and a place of reassuring familiarity of routine. 
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A Monday morning on the bus is generally quieter than a Friday morning4.  There is a sense on 
a Friday that people are excited about the weekend which is due to start later that day, often 
with a trip to the pub after work5.  In contrast, Monday morning is a quiet reflexive time.  We 
cannot say whether people are unconsciously affected by the quiet tempo, or consciously 
contribute to its production or are respectful of its existence.  If there are a few conversations, 
people are less self-conscious about being listened too.  Yet, it is also possible to detect that the 
volume of the talk is louder on a Friday.  Drawing a comparison with a library, people are 
respectful of the rule to be quiet, so if they have to ask the librarian anything they whisper, but if 
there are already other people talking, the volume of loudness of each individual increases.  The 
variation in volume is not as wide in the mornings as it is at other times.  For example, 
travelling into town at around 7pm on a Friday evening can vary between no-one talking to 
there being an almost carnival atmosphere.  For those travelling to work on a Friday night and 
who do not therefore conform to the Monday to Friday 9-5 work pattern, their daily routine is 
out of kilter with the onboard ambiance that has been produced by majority practice.     
 
Although I have commented above that overheard conversations on the bus cannot be 
interrupted by strangers, there is nevertheless an understanding that if people choose to have a 
conversation in a confined place where it is most definitely being listened to by strangers, there 
is a sense in which people undertake these conversations with the knowledge that what they say 
can be ratified by the surrounding arbitrators6.  For example, if people are articulating a racist or 
sexist opinion, other passengers may choose to complain about the attitude being expressed, or 
exhibit displeasure in a non-verbal way.  As well as passengers having the ability to police the 
behaviour and language of other passengers, there is also an acceptance that the accuracy of the 
conversation may be being judged.  This does not necessarily incur an interruption, but it will 
still be the source of a palpable silent judgement.  For example, a common conversation that can 
be overheard is of an Edinburgh resident escorting personal visitors on the bus and pointing out 
the sights.  If the host points to a building and starts to tell the visitor about it, the host is aware 
that s/he needs to be factually accurate in case other people may judge him/her as incompetent 
in the role of city guide.  Other passengers who are also strangers to one another may catch each 
other’s eye and either smile, or raise an eyebrow, thereby indicating a common 
acknowledgement of a public gaffe.  Usually, however, the informal city tour-guide is 
uncontroversial, and as the bus makes its way past familiar landmarks, the commentary acts as a 
predicable vocal metronome. 
                                                   
4 Brown et al, (Forthcoming, 2008) observe that that the weekend provides a resource topic for car sharers 
on both Mondays and Fridays.   
5 The source of the Friday morning conversation is also likely to be produced by more people who are not 
going to work.  Instead, there may be more people on day-off travelling (together) into town to catch 
trains or airport buses.     
6 I am grateful to Stanley Raffel who offered this insightful observation that bus conversation can be 
ratified by other passengers.   
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The people who have the most difficult time are parents or carers travelling with young children 
or other dependents who are less predictable in their requests for information.  Children are 
capable of exerting as much pressure as the television quiz-show compères of Mastermind, Who 
Wants to Be a Millionaire or University Challenge when s/he suddenly asks in a loud voice 
‘Mummy, why does….’  Not only does ‘Mummy’ have to evaluate the implications of giving a 
particular answer to her child, but she also has to judge the impact that the question has had on 
other passengers, and then the suitability of an appropriate answer within the confines of the 
bus.  For example, if a child, prompted by a recent a lesson on healthy eating asks, ‘Mummy, 
does that man eat lots of cakes and chips?’, whilst pointing to an obese passenger sitting in 
front, the mother’s initial concern is likely to be to try to limit the amount of offence caused by 
this unwanted question.  If the mother tells the child off for pointing, this could make matters 
worse because the man in question is sitting with his back to the child, and is unaware of the 
pointing gesture.  The answer that would draw the least attention to the situation would be to say 
‘I don’t know’, but this answer would leave things open for the child to come back with a 
further question.  In this fictitious but archetypal scenario, the mother could well judge that the 
only immediate answer she can give is to say that it is rude to talk about people, even though 
she may well be judged badly for not attempting to explain that large people do not necessarily 
eat unhealthily.   
 
As is the case in a café environment,7 the background noise determines how much other people 
can overhear.  The collection of many conversations means that people can have a greater sense 
of privacy.  A noisy bus, therefore, takes parents out of the spotlight.  Similarly, parents can be 
more relaxed about how noisy their children are because they are less likely to receive 
complaints or disapproving looks as the noise their children makes becomes part of the general 
collective chatter.  In this respect, weekend on-board parenting is more relaxed because 
frequently there are less lone travellers, which means that more people are engaging in 
conversation, thereby reducing the pressure of being overheard8.  Even on a quiet bus and in 
spite of the odd embarrassing question, children’s inquisitiveness can often provide an 
opportunity for other passengers to engage in conversation with children and parents.  So even 
                                                   
7 See Laurier et al.’s (2001)  work on how staff create intimacy through talking loudly enough to be 
overheard by customers.  Similarly, Laurier (2003) notes the importance of ‘the proximity of table 
selection while the café is quiet’(Ibid.: 4).  Sitting too close to other customers runs the risk of being 
considered an eavesdropper.      
8 Weekends mark out the difference between normal working weekdays and Saturdays and  
Sundays.  Within the weekend rhythm, Saturdays and Sundays also vary from one another.  For example, 
on Saturdays there are more Dads taking children on the bus, either into town, or to sporting events.  On 
Sundays most bus lanes are suspended; this, combined with unrestricted parking, increases traffic 
congestion.  Similarly, a distinctive feature of Sunday service is a dramatically reduced number of buses, 
so while there may well be empty pews, the bus stops are full of people praying for a bus to arrive. 
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though it might be hard work for parents, children can provide a positive interruption in the 
expected quotidian rhythm9.  
 
Notwithstanding the geniality of a chatty bus, there are nevertheless people who welcome the 
opportunity to travel on their own.  As well as not having to make conversation with a 
companion, being a lone traveller means that there is no need to worry about other people 
watching or listening.  Two or more people travelling together give other passengers more 
opportunities to take notice than a solo person appearing to be minding their own business; with 
nothing to entice idle curiosity, eyes and ears move on to something else to muse over10.  The 
bus is an easy venue for a person to be on her/his own because its primary purpose is a mode of 
transport, and there is limited expectation about the level of sociability to be found there.  In 
contrast to a pub, being a lone figure on public transport does not come with minority status.  
The bus, then, is an ideal vantage point from which to observe the city anonymously.  Being on 
one’s own is the best way to ‘consume’ bus conversations, but it makes for a quiet place if 
everyone chooses to be alone.   
 
One-way conversation 
With the advent of mobile phones, however, the opportunity to do overhearing is never very far 
away.  Contemporary sociologists and ethnomethodologist have been in an advantageous 
situation because the rapid advance and widespread use of mobile technologies means that a 
whole system of rules, conventions and etiquettes has evolved around these new devices: this is 
a fluid and ongoing process.  Indeed, much has already been written in this area.  For instance, 
Weilenmann (2003) makes the point that there are widespread claims that the mobile phone 
‘privatises public space’ (Ibid.: 1593).  However, Weilenmann & Larsson’s, (2002) 
ethnographic study has illustrated that this is not entirely accurate.  Their study of teenagers 
revealed that a group of friends may all participate in a call between one co-present caller and 
the absent friend at the other end of the phone.  With this in mind, Cooper (2002) suggests that 
there is a need for a deeper understanding of mobile phone use before a nuanced social theory of 
this practice can evolve.  He points out, for example, that private and public distinctions often 
become blurred alongside the boundaries between work and leisure11.  Moreover, the mobile 
                                                   
9 Children or babies crying also provides an opportunity for other adults to offer words of sympathy that 
are apparently addressed towards the child, but can also be a way of registering empathy with the parent 
having to deal directly with the outburst.  
10 Blum (2003) makes the point that being alone in the city and in a crowd can be exhilarating, but it also 
brings a self-knowledge of being a non-entity.  Such a position, he argues, can be ‘paralyzing or 
inspiring’  (Ibid.: 273).  Perhaps this is why there is an ongoing interest in the flâneur; the archetypal lone 
figure at ease in the city and free to observe without commitment.  The eccentricity of the flâneur ensures 
his avoidance of seeming insignificance. 
11 For a further discussion of the blurring between work and personal life see Gant & Kiesler (2002).  
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phone can be used in a public situation to ‘avoid stranger encounter...[where its use can] visibly 
and audibly display one’s engagement with a remote other’ (Ibid.: 23)12.  
 
The interest in mobile phones on the bus is not so much focused on how the people engage with 
each other on the phone, but more on the effect that it has on the surrounding space13.  Bus 
passengers certainly cite other people’s mobile phone conversations as a frequent source of 
dissatisfaction.  The comedian, Dom Jolly’s use of a mobile phone, as portrayed on the Channel 
4 comedy show Trigger Happy TV (first shown 2000), has become the archetypal representation 
of bad phone etiquette, with the offending character shouting into a comically oversized mobile 
phone, “HELLO, I’M ON THE TRAIN!”  In everyday life most people are more restrained, yet 
there is an ongoing dissatisfaction with having to listen to other people’s conversation.  In the 
USA, overly-loud phone use is referred to as cell yell, which indicates that there is an ongoing 
negotiation of what is and is not deemed to be acceptable within a public space.  Similarly, there 
are reports from countries around the globe that mobile phone users are having to be policed: 
theatres and restaurants are reported to be trying to make people turn off their phones, or in the 
case of Milan’s La Scala opera house, insisting that people deposit their phones in the 
cloakroom before performances (Dick, 2004, 30th September). 
 
It would be easy to conclude that overhearing other people’s mobile phone conversations is 
considered highly undesirable.  Yet, is it something that no one enjoys?  Strangers who used to 
sit in silence next to one another are now potentially talking on the phone.  Even though they are 
not talking to each other, being in earshot of a one-sided conversation is nevertheless offering a 
glimpse into someone else’s life.  What is overheard is sometimes reassuringly similar to one’s 
own conversation on the phone, and at other times, just plain annoying14.  As with the Dom 
Jolly sketch, Laurier (2001) explores the work done between the two parties conversing on the 
phone (one of which is on a mobile), and observes that after the initial greeting, a familiar 
follow-on is citing a situated location, such as, ‘I’m on the train’.  He maintains that people say 
where they are when answering their mobiles as part of the formulation of place between the 
two conversants.  In contrast to phoning a landline, a mobile is not anchored in a particular 
place that has its own set of familiar routines.  It is therefore understandable that some form of 
initial contextualising is important.  However, if we reverse the focus of Laurier’s study away 
                                                   
12 This type of use has implications within gender studies, raising the issue of whether or not it enables 
women to have more freedom in the city.  In contrast, Persson (2001) notes that there is research to 
suggest that men use their phones as a form of flirting. 
13 Notwithstanding this approach, there is potential here for further research into how the mobile phone 
user interacts with this piece of technology and the confined space of the bus.  Similarly, a greater focus 
on how phone users negotiate meeting points and time of arrivals from the bus could also be undertaken.  
14 Ward & Rippon’s (2000) work is intended as a humorous account of only hearing one side of a 
conversation.  The publication of this book is a demonstration that there is recognition that amusement 
can be gained from overhearing.    
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from the caller and called15, and shift the attention to the eavesdropper or overhearer, the co-
present caller’s context is already known.  For the overhearer, ‘I’m on the fourteen’, is 
annoying, because, as Laurier (Ibid.) notes, it seems like an unnecessary case of stating the 
obvious16, but concurrently we know nothing about the person at the other end of the phone.  
Although a phone call is a restricted conversation between those on the phone, if it takes place 
on the bus, it is at the disposal of all the overhearing passengers to interpret as they see fit17.  
Perhaps, therefore, the stated annoyance is actually a form of impatience, as we await the 
newsworthy part of the call. 
 
Continuing with the idea that someone else’s call is at our disposal, it can often be fun18 piecing 
together the ‘whole sense’ from half of a conversation.  The following sketch helps to illustrate 
this point.   
Co-present called: ‘I’ll meet you outside the Omni? 
Guessing response of absent caller: ‘where about?’   
Co-present called: ... erm...next to the giraffes 
Guessing response of absent caller: ‘Yer, Okay’ 
Co-present called: ‘Cool! I reckon I’m about five minutes away’19  
 
As an uninvolved listener in a city centre location, I am aware that this conversation has the 
potential to sound surreal; yet because there is a shared sense of place with the stranger on the 
phone, this exchange could not sound any more familiar.  
  
‘It is by reference to the adequate recognizability of details, including place names, that one is 
in a sense a member, and those who do not share such recognitions are “strangers”’ (Emanuel 
Schegloff, quoted in Laurier, 2001: 497) 
 
 
 
                                                   
15 Laurier (2001) notes that in Conversation Analysis (CA), a distinction is made between the person 
making the call and the person receiving the call.  It is the person making the call that has to announce its 
purpose.  Horst & Miller (2005) and Miller’s (2006) ethnographic study of mobile phone use in Jamaica 
reveals a very different approach to the opening of phone conversations. 
16 Over time, people are getting less annoyed because it becomes such a familiar part of the extended 
greeting process. 
17 Murtagh’s (2002) study of mobile phone users on trains observed that overhearers were more tolerant 
of work-related calls than personal calls, especially if it was just idle chat.  Similarly, overhearers started 
to get annoyed if the duration of a call was deemed too long.    
18 Ring tones are also a fun element of mobile phone design, with some people being prepared to pay for 
downloading musical or humours ring tones.  These include spoof variations on the original Dom Jolly 
ring tone.   
19 This dialogue is not taken from a detailed transcript or recording.  I was only able to focus on a small 
part of the overall conversation and jot it down from memory.  This lack of detail in the dialogue would 
render it useless if its purpose was a conversation analysis of the phone participants.  Instead it represents 
an everyday occurrence of idle eavesdropping which commonly involves filling in unknown gaps with 
guesswork.   
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In the context of the overall conversation, the earlier 
announcement that co-present caller (Giraffe Girl) was on 
the Fourteen can also be heard as a statement of shared 
intentions, in that the Fourteen represents a route in 
common, becoming a shared sense of place with the 
introduction of the Omni Centre as a meeting place.  The 
conversation makes sense to the overhearer because there 
is shared knowledge with Giraffe Girl that the Omni has 
three separate entrances on different sides of the building, 
necessitating clarification.  In addition, the suggestion of 
meeting next to the Two Giraffes statue is something that 
I, as the listener, thought ‘that’s a good place to meet, I 
must remember that if I ever need to meet someone at the 
Omni’.  Not only do we have knowledge in common with strangers, but we can also learn 
something from the way they structure their activities within the city.  I also could not help 
wondering if this would be the new East End “Binns Clock”.  Binns has long since been taken 
over by the House of Fraser, and is now Frasers department store at West End of Princes Street.  
Despite, the store’s change in official status, there are still enough people who remember its 
original name and recognise it as a reference to a meeting place rather than as a department 
store.  
 
Similarly, it is quite common to hear people say how long it will be before they arrive at the 
agreed meeting point.  Again, for the overhearer, experiencing time becomes a shared activity.  
‘Bound together by the itineraries of their inhabitants, places exist not in space but as nodes in a 
matrix of movement’ (Ingold, 2000: 219).  In common with Ingold’s perspective, the citing of 
how long it will be until our arrival is not merely a judgement surrounding time.  It also requires 
supplementary knowledge of the potential traffic delays that must be negotiated along its route.  
Parallels can be drawn between mobile phones on the bus and ‘drive-time radio’.  On such radio 
programmes, car travellers call from the privacy of their cars to share information with a 
common listener-ship who might not necessarily be travelling along the same roads.  On the 
bus, the phone call is only intended for a single listener, but unintentionally, the mobile phone 
passenger is sharing her/his assessment of potential traffic delays and progress with others that 
have the route in common.   
‘We might journey along a familiar path but that experience, with all its sensory engagement 
and personal memories, is still structured by enduring and sometimes distant political, 
economic, physical and symbolic processes.  The experience is our own but it is bounded and 
organised in ways that are not entirely of our own making but are instead the products of 
larger scale historic processes generated by the activities of many others’ (Whitehouse, 2007: 
1).   
Two Giraffes, by Helen Denerley 
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Similarly, within the bus, our movement provides a shared set of coordinates taking the form of 
which way is ahead and which is behind (Laurier & Brown, Forthcoming, 2008).  Indeed, our 
embodied mobility along a familiar route makes our shared knowing greater than the person at 
the other end of the phone.  Our immediate orientation means that, unlike someone with whom  
we communicate face-to-face, we share the same left and right.       
 
Notwithstanding the shared ambiance that mobile phones can bring to the bus, there are also 
isolating practices associated with using phones whilst engaged in other activities.  The most 
obvious is a person on the phone boarding the bus and dropping the fare in the box without 
acknowledging the driver, because s/he is too engrossed in the telephone conversation.  Drivers 
frequently look annoyed when this happens.  This is considered rude because the phone user is 
not showing sufficient attention to the people in immediate proximity.  In a similar manner, I- 
pods and mp3 players are another technology that changes the nature of proximate boundaries.  
‘One is physically present but is absorbed by a technologically mediated world of elsewhere’ 
(Gergen, 2002: 227).  On the surface, these devices appear to be less contested because listening 
to music through headphones is more discrete and less ‘disruptive’ to other passengers. 
Nevertheless, this could perhaps be worse for the shared experience of the bus, because sitting 
next to someone wearing headphones means that less can be taken for granted in terms of 
sharing similar audio activity20.  Excusing oneself when taking-up or vacating a seat proves 
extra difficult when the fellow proximate passenger is not only effectively deaf, but absent in 
his/her focus of attention.  It is not the deafness that proves problematic here.  If a passenger 
with the physical condition of being deaf was in the same situation, s/he is likely to still be 
attending to the proximate surroundings and recognising other signs in relation to someone 
wishing to get up from their seat21.     
 
Another artefact with which people distract themselves is the free Metro newspaper22.  In 
contrast to the often invisible and private music device23, the Metro provides a physical presence 
                                                   
20 Similarly, Laurier (1996), in his observations of Walkman users, maintains that from the non-user’s 
perspective, the Walkman wearer is annoying because s/he has usually an absent or ‘zombie’ like 
expression which undermines the idea of a public presence.  He continues to assert that from the listener’s 
perspective the technology can be used as a means of distancing oneself from the city, and because the 
listener is aurally removed from the immediate situation, s/he is in the ‘state of non-answerability’ (Ibid.: 
electronic version).  Similarly, Michael Bull writes: ‘...the walkman becomes the wax in the ears, and the 
privatizing of space’ (Bull, 2004: 110). 
21 Tim Ingold (2000) provides some useful insights into deafness through an account of David Wright’s 
(1990) Deafness: a personal account.  Wright suggests a form of hearing that takes place through the 
body and through sight as a way of reading motion and stillness.  Similarly, Ingold, through John Hall’s 
account of becoming blind, overturns the assumptions that being blind increases other senses.  He 
cautions against making a direct comparison between a person with full-range sensory capacity being 
temporarily visually or aurally impaired and someone who has a long-term impairment.       
22 The Metro was launched in 1999 as a free newspaper and was specifically targeted at commuters.  
According to its owners, Associated Newspapers Limited, 74% of its readers are aged between 15 and 44.  
‘Metro readers are time-starved individuals who are increasingly difficult to reach using traditional 
media.  Research shows that Metro readers enjoy active social lives, including visiting pubs, restaurants 
and the cinema.  Many of Metro’s valued audience never read or were lapsed readers of national 
Chapter Aqua Motion & the Intermittent Chatter Box 194 
 
 
and produces a visible activity on board.  Public transport companies have chosen to provide 
spaces in which to place the newspapers from which passengers can help themselves.  On 
Lothian buses, the newespaper container sits in what used to be a luggage rack near the front of 
the bus24.  After negotiating their boarding and before choosing a seat, passengers have the 
option of taking a copy of the paper.  This in itself creates its ‘ordering device’ in the process of 
getting seated without delaying the boarders behind.  In the morning, the papers are stocked up 
for the day ahead and most are picked up by people on their way to work.  One of the most 
remarkable points about people reading the Metro comes at the end of the journey.  Many of the 
passengers return the paper to the box before disembarking.  The reason that this seems 
remarkable is that there are no instructions or signs telling people to return the paper.  It would 
be easier to leave it on the vacated seat, but instead, with hands busy holding on to safety-rails 
and carrying bags, many people put the Metro back.  There are two rules that the paper returners 
could be orienting to; one is the rule of keeping the bus tidy; the other orients to the needs of 
incoming passengers.  Putting the paper back without being requested to do so shows an 
awareness that the supply of the paper is limited, and that other people boarding the bus later in 
the day may wish to read it. 
 
In addition to receiving a ‘freebie’, people boarding the bus read the paper as a familiar part of 
the daily routine of travelling to work.  Morning passengers who embark later in the journey 
look disappointed when the container is empty.  Later in the day some passengers may only start 
reading the paper as an afterthought if it has been left on a nearby seat.  The early birds get the 
crisp new copies and those who turn up later have to make do with the second-hand.  Similarly, 
the bus that started tidy in the morning shows signs of prior habitation later in the day.  As a 
shared artefact, the Metro Newspaper is a temporal marker of a common activity taking place 
within a social time frame.  Generally the papers that are left lying around are found upstairs at 
the back of the bus, and sitting up there at the end of the day there is a lurking reminder of an 
earlier wave of activity.  Unlike the invisible ebb and flow of conversations that leave no trace, 
the newspaper and other forms of detritus are a daily cycle of accumulation.  As with a family, 
some members are tidier than others, resulting in a clean and tidy bus leaving the depot at the 
beginning of a shift and returning slightly worse for wear at the end of its daily circulation. 
 
For the bus, the coming to an end of its daily journey is achieved by returning to the bus depot.  
For the individual passenger, disembarking represents the end of the bus journey, which may 
only be one leg of a multimodal journey, but is nevertheless the observable end of this particular 
                                                                                                                                                     
newspapers, making them highly sought after by advertisers’ 
http://www.associatednewspapers.com/metro.htm, Accessed 28/05/07).   
23 As Watts (2005) observes, it is a tinny sound that can be overheard, sitting next to someone playing 
music on their ipod or mp3 player.     
24  The introduction of the Metro dispensing box initially caused irritation amongst some passengers, who 
resented the fact that it took up valuable space for stowing shopping bags and luggage. 
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bus ride.  Getting ready to stand up and disembark is also an action that metronomically marks 
the sequential order of the journey.  This period is rich with observable activity.  For some 
whilst still sitting, but approaching the end of the journey may be a useful time to relocate house 
or office keys.  Those that intend to do speedy interchange may want to have the necessary 
onward journey tickets to the ready.  Unlike a taxi, where a passenger can sit still until the 
vehicle is stationary, the bus passenger has to get up from his/her seat in a moving bus and make 
his/her way to the exit doors in advance of disembarkation25.  This is a delicate operation that 
requires simultaneously gathering together possessions and monitoring the approaching stop.  It 
would be easy to gloss the monitoring work that is required here.   
 
Leaving your seat too early can result in blocking the doors for passengers alighting at an earlier 
stop, while getting up too late can result in missing the opportunity to disembark at the required 
stop.  The operation is more difficult for people sitting upstairs because of the added process of 
descending the stairs on a moving bus without incurring injury.  Passengers often try to time the 
decent to coincide either with a straight stretch of road or whilst the bus is stopped at traffic 
lights.  This process becomes increasingly difficult the busier the bus becomes.  Oncoming 
passengers block the aisles for people trying to get off or stand up.  Its is at these times, when 
there is room for ambiguity or awkward manoeuvres, that passengers have the necessary reason 
to speak to one another.  For example, if someone (the alighter) is getting off in a couple of 
stops time, and an oncoming passenger (a boarder) is about to sit in the adjoining seat, the 
alighter might gesture that s/he is about to stand and say ‘I will let you in here because I’m 
getting off soon’.  Careful attention therefore needs to be paid to both the interior and exterior of 
the bus; the passing landmarks as progress indicators outside, and internally, the minimising of 
interaction and confusion. 
 
Another activity that alighters may be potentially engaged in is a decision about where and 
when to bus-hop.  Many people have to catch more than one bus to get to their final destination, 
and need to co-ordinate their choice of stop with another service number.  Different stops along 
the route may offer various permutations of intersecting routes, with some interchange stops 
offering greater selection. This process frequently requires skillful timing and choosing the best 
stop to change buses.  Whilst approaching interchange stops, some passengers can be observed 
looking out of the back window to see if one of their optional buses has fed into the route.  
Sometimes the other bus overtakes, which makes it more difficult for the bus-hoper to switch.  
In such circumstances, the driver may help passengers by flashing her/his lights to the bus in 
front, indicating that there is someone wishing to change buses.  The success of this manoeuvre 
                                                   
25 Lothian are phasing-out exit doors in favour of a single door for boarding and alighting.  
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is dependent upon the co-operation of the driver in front, requiring her/him not to drive away 
from the stop until the passengers have made their transfer26.  
    
‘The metro is not a site of synchronism despite the regularity of many people's 
schedules...each biography is singular and the moods of the individuals are variable enough 
that a collective effervescence will not bubble forth at the Concorde or Bastille...’ (Augé, 
2002: 24).  
 
In contrast to Augé’s description of Paris metro passengers, the bus provides more of an 
opportunity for individuals to make a collective contribution to the mood of the city.  The 
example of bus-hopping illustrates that individual passengers have greater freedom of 
movement between bus and city, and this in turn generates a collective interest aboard the bus.  
Here, then, within the closely-observed social action, and for the duration of the journey, bus 
passengers are doing much more than killing-time.  They are the co-production of the city in 
transit. 
 
 
 
 
 
 
 
 
 
 
 
                                                   
26 This practice of bus-hopping has been seriously affected by the growing trend in bus wraps on the 
backend of the bus.  Unlike the side wraps, these rear advertisements totally obscure the view through the 
back windows (see Ethno Log Supplementary 8). 
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Having lived not far from the city 
centre for thirteen years, the pink part-
route sign displayed upon the front of 
the bus held no significance to me.  
Wherever this bus terminated its 
service at the end of the day was 
beyond my ken; situated within an 
unfamiliar hinterland, the pink sign 
rarely registered as a potential 
problem.  Having since moved to a 
more remote location this illuminated 
square of pink has now come to signal 
deep resentment.  There are less 
people travelling to the outer reaches 
of the city, therefore there is a 
reduced service.  As an individual 
waiting to get home on a cold dark 
evening, however, this collective arrangement holds little conciliation. 
 
As we near the end of this thesis the part-route sign stands as a symbolic representation of many 
of the issues raised throughout1.    
 
The part-route is a structuring device that is only meaningful to those whose practices move 
beyond an operational boundary.  Assuming no other means of transport, an individual’s 
geographically located abode becomes relevant in relation to the bus network and affects how 
and when people use buses.  For those on the outskirts the part-route is a symbol of disparity.  In 
particular, Longstone Depot, a frequent, part-route destination for our 33 bus, is a mile and a 
half short of West Side Plaza.  Here the tripartite relationship between bus, passenger and city 
converge around a sense of injustice.  The residents living in an area that has a relationally poor 
bus service feel especially let down when they know that other people within the shared bus 
network are served by a better local bus service.  Similarly, as was discussed in Chapter Olive, 
the metaphor of the circulation of the bus nourishing place comes up against stasis with the 
appearance of a part-route sign. The bus is never going to be the panacea of the city’s social 
inequalities, but it can and should provide a service that does not exacerbate social exclusion.  
                                                   
1 As way of drawing this body of work to a close, I am resisting the desire to move beyond the issues 
raised in each chapter, and am therefore not presenting some overriding conclusion that draws many 
disparate strands together.  This is because, whilst each chapter tells a partial story of a bus journey, taken 
together they do not add up to the definitive bus journey.  
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This partial stasis emphasises that motion happens within place and if the operational 
considerations of public transport providers approach this provision from a purely temporal and 
spatial understanding of motion, place becomes flattened into a spatial configuration that 
ignores the impact on the everyday lives of the bus passengers.      
 
The part-route, then, is also a curtailment that undermines the taken-for-granted aspects of the 
everyday.  The everyday presented in this study has often been more than the repetitive and 
homogenous quotidienneté.  Yet, whilst the quotidian remains a dialectical entity, the everyday 
bus journey will never be a catalysts for Lefervebrian revolutionary transformations.  Indeed, 
bus passengers have a preference for the comfortable and the familiar.  For the everyday bus 
user, homogenisation and repetition do not hold a sense of dread.  Instead, it is the theorist who 
desperately hopes for more.  Nevertheless, in terms of desired transport choice, there is still a 
serious tension that exists in relation to how we all conceive the everyday.  Public transport is 
undersold as unremarkable and utilitarian.  Lefebvre’s conception of the commuter is the most 
dominating image within a public transport arena.  This image is often juxtaposed against the 
glossy advertisements of car driving.  However, the practicalities surrounding private car use are 
underplayed, whilst the desire for ‘stress-free’ travel is projected through the image of being 
cocooned in a solitary metal and glass box.     
 
This image feeds off of the negative image of having to share a public space with strangers.  It is 
in critiquing this notion that I hope that I have presented an everyday that is greatly enriched by 
strangers coming together and forming place through the collective enterprise of travelling 
through the city.  Here the tripartite relationship between passenger, bus and city vividly brings  
‘incipient communal character’ (Blum, 2003: 3) of the city to the fore.  Here self-reflection and 
ethnomethodology are united, because as Blum notes, the city is a community in the making, it 
is always ongoing and contingent2.  Through the quotidian events, the processes by which the 
community in the making takes place are brought into focus.  The bus as a vital public space in 
unison with the shared activity of travel provides the opportunity for acts of generosity to be 
made visible.   
  
Whilst the in-situ practices of bus-use offer something over and above a mode of transport, 
ultimately, the practicalities of travelling around the city are people’s primary concern.  For the 
people who have a choice of transport, they are most likely to opt for the method of travel that is 
considered to be the most beneficial within the management of everyday activities.  This choice 
may be based on a number of factors such as convenience, price, efficiency (either in terms of 
effort involved or journey time), journey purpose, comfort, pleasure, and safety.  It is here that 
                                                   
2 In this respect part-route is also emblematic of social theory that is never complete and is continually 
striving for truth (see Chapter Amber).  
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the part-route presents another aspect of the everyday.  The part-route illuminated against the 
backdrop of the ‘nightscape’ of the city is a common sight in the early evening.  The reduced 
service of many bus services starts between 18:30 – 19:00 hours.  With extended retail opening 
times, this is a time when many people are finishing work, or returning from a shopping trip, or 
travelling to visit friends and relatives.  The early evening darkness, however, becomes 
polarized into the city at night.  Classic urban theory contrasts the night and day of the city.  On 
the one hand, we have the city at night being an escape from the daytime; it is pregnant with the 
possibility of illicit activity.  On the other, the cosmopolitan city is the twenty-four-hour city 
that never stops. 
    
 ‘If Baudelaire identified great cities as “capitals of the civilized world,” the twenty-four-hour 
city exemplifies this dual function of the city as capital, first as the centre capable of making 
capitalism shine at night, the centre at which capitalism is illuminated and made brilliant’ 
(Blum, 2003: 162).   
For the everyday bus-traveller, journeying in the early evening, the idea of a twenty-four-hour 
city is a rather distant notion.  The pink sign is certainly illuminated more clearly, but it is the 
antithesis of brilliant.  As was highlighted in Chapter Olive, the elderly who would like to visit 
family or friends in the evening are quietly undergoing an evening curfew.  For some of the 
elderly, in Sighthill for example, they are imprisoned by the surrounding urban landscape that 
presents a fearful walk to the bus stop.  For others, on the number 5 bus route for example, it is 
the thought of an infrequent or unreliable evening service that keeps people at home.  The part-
route, then, is an indication that not only is there not a fully-functioning twenty-four-hour city, 
but also that much of the activity associated with the early evening is part of the same 
functioning that takes place in the daylight hours.  This issue therefore touches on the theme of 
time, space and place, because in this instance, the part-route transforms place into the single-
minded space of frustrated waiting.   
 
Similarly, the idea of a twenty-four-hour city does not recognise the undulating rhythms of the 
city.  Certainly the city is constantly engaged in an ongoing battle between linear economic time 
and a more circular movement of time in which we all dwell, and this can be palpable in the 
onboard rhythms.  Even here, however, the dressage of commuting is far more than a 
homogeneous and regimented march from Monday through to Friday.  Yet contemporaneously, 
the dominant tempo of the city circumscribes the elderly-poor and the unemployed by way of a 
rhythm that is discordant with the rest of the city.   
 
Discordant rhythms need not be pathological, however, because disruptions to the everyday and 
the even and familiar tempo of the bus also come in the form of people who do not know the 
rules, or who are unable to board the bus without the lowering of the ramp.  As portrayed in 
Chapters Brown, Purple and Navy, for those with additional mobility needs, the city’s residents 
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generally act in a humane and helpful manner.  Similarly, on occasions when the driver breaks 
the rules in order to be helpful, the act of kindness leaves a lasting impression and adds to the 
social trust embedded within community.  This trust can nevertheless be undermined by those 
who flagrantly break the rules, or a grumpy driver’s rude comments or unhelpful attitude.  More 
ambiguous are the outsiders who do not necessarily know the rules and have to be afforded the 
benefit of the doubt.  Alan Blum (2003) observes the potential tenacity within particular cities to 
protect themselves from being swamped by outside influences.  This self-protection, he argues, 
does not necessarily equate to a sign of inhospitality.  As we saw in the generosity that exists 
within the informal queue, hospitality and generosity are not one and the same entity.  
‘Hospitality does exclusion as well as inclusion... a good host needs to take responsibility for 
the consequences of the hospitable gesture’ (Ibid.: 123-4).  In this respect, the quotes included 
from the TRi (2003) survey reveal that the everyday expectations of bus use are moral accounts 
that are part of the ordering and policing of the public space of the bus.  Similarly, the 
observations reveal that we tolerate the canny boarders, but acts of kindness have to be vigilant 
against the camel types, and we reserve our contempt for those like Buggy Man who show no 
qualms about evicting old ladies from their seats.    
 
And finally, the part-route marks the end of the line, and from this vantage point we see then in 
the everyday journeys of the city’s buses something that has the potential to be more than 
Lefebvre’s quotidienneté of homogenisation and repetition.  Loudmouth, Giraffe Girl, Hot Seat 
Mum, Tea Guy, Cool Sister, Buggy Man, Zimmer Woman and The City Gazers are all 
representative of the heterogeneity of passenger life forms.  It is through this varied mix of 
passengers that we gain a multitude of unique and particular insights into the multifarious 
aspects of city life.  It is not surprising that within these competing views there will be various 
conflicts and tensions, which form part of ongoing contingencies of everyday life in the city.  
As was explored in Chapter Khaki, however, these tensions have the potential to erupt into open 
hostility.  This hostility is often structured around membership categories of difference, which 
are often manifested in the form of back-of-bus apartheid.  The causes of this difference reside 
in wider social factors, but onboard the bus, the observable maintenance of exclusionary 
practices are achieved through both sides showing a lack of trust and respect for those on the 
other side of the invisible tidal border.  This border epitomizes a threat to an open-minded space 
in which passengers and drivers take responsibility for the co-production of a realistically 
grounded pleasurable bus journey.   
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Even as I write, the existence of this chapter is uncertain.  One of the reasons that I am resisting 
writing a methodology is that they are often formulaic; whilst the research topic may be new, 
the chosen method can often be tried and tested, leaving very little to say that has not already 
been said elsewhere1.  A different type of misgiving that I have about methodologies is that they 
are necessarily misleading, in that, even though discussions often admit that supporting theories 
may have their limitations, the overall presentation lacks any indication of self-doubt.  Their 
raison d’être is obviously to present a confident defence of the chosen method.  Yet, anecdotally 
within a qualitative environment, I know no one that has produced research of any merit that 
was not plagued by some form of doubt.  
 
This doubt, however, is difficult to fully convey because, once the doubted phenomenon 
becomes tamed within the overall structure, it dissipates in the assurances that hindsight offers 
(Latour, 1996: 36).  It is therefore all too easy to lose sight of this uncertainty because it 
becomes ‘cleansed’ (Lester & Hadden, 1980: 5) within the reconstructed account.  In an attempt 
to keep the flavour of uncertainty alive, I have placed this chapter towards the end of a linear 
sequence, with Chapter Lime and the colour coding providing a free-range route.  If readers 
have arrived here the long way round, it may be surprising to be told that this is an 
ethnomethodological study.  Despite its appearance and reference to unrelated theories, from the 
outset it has been informed by and implemented though a sympathetic understanding of 
ethnomethodology.  Having deliberately set out to draw attention to uncertainty from an 
ethnomethodological perspective, I am now therefore under pressure to provide a convincing 
                                                   
1 I accept that there are also projects where established methods are used, but the nature of the research 
may nevertheless throw up unexpected difficulties or raise ethical issues that need to be considered.  It is 
not the process of reflecting on the nature of the research that I am critical of, but more the 
institutionalised pressure to say that many tensions have been reconciled.  Similarly, unless the doing of 
the research is the topic of study, it necessarily has to be glossed.    
   
 
 
 
 
‘The discourse of self-reflection unfolds as 
an attempt to reflect upon itself, to reflect 
upon its own discourse as an instance of 
the question of what discourse is and as an 
example of an answer to the question’  
(Blum & McHugh, 1984: 108) 
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account; an account that makes sense of the apparent contradictions and makes my motives 
visible.   
 
I came to ethnomethodology from a very particular starting point.  My sociological 
understanding has been greatly influenced by Stanley Raffel’s teaching of ‘self-reflection’2, a 
particular type of sociology instigated by Alan Blum and Peter McHugh that is also referred to 
as ‘analytic theory’ or ‘dialectical analysis’ (Bonner, 2001: 268).  In addition to social theory, 
Blum and McHugh draw inspiration from a classical tradition of ancient Greek philosophy, the 
phenomenology of Edmund Husserl3, the hermeneutics of Hans-Georg Gadamer, and the 
philosophy of language that engages with Ferdinand de Saussure and Ludwig Wittgenstein.  In 
more recent times Raffel’s interests have moved from a focus on theorising justice to the issue 
of orienting to moral principles within social theory, and more specifically, the relationship of 
‘principles’ with place.  However, of most relevance here is self-reflection’s relationship to 
ethnomethodology.  Most importantly, self-reflection is a development of ethnomethodology, 
and Blum, McHugh4 and their followers concur that Harold Garfinkel has gone a long way 
towards solving the social order problem that was never adequately answered by Talcott 
Parsons’ (1937) The Structure of Social Action.  Whilst, they are sympathetic to Garkinkel’s 
conception of the social actor, they are, nevertheless, not satisfied with the role of the theorist.  
This theoretical tension has been at the heart of my own observations and analysis of bus use.  
To understand this position more clearly I will give a brief outline of ethnomethodology.    
 
Harold Garfinkel first coined the term ethnomethodology in the 1950’s.  However, it is his 
(1967) Studies In Ethnomethodology that brought ethnomethodology to a wider audience. Here, 
in a typically condensed manner, he states its aim. 
‘...learning how members’ actual, ordinary activities consist of methods to make practical 
action, practical circumstance, common sense knowledge of social structures, and practical 
sociological reasoning analyzeable; and of discovering the formal properties of commonplace, 
practical common sense actions, “from within” actual settings, as ongoing accomplishments of 
these settings’ (Garfinkel, 1967: vii-viii).    
A student of Talcott Parsons, Garfinkel shared the desire to answer the Hobbesian social order 
problem.  Garfinkel continues to praise Parsons for his contribution to social theory, but has 
                                                   
2 Blum & McHugh acknowledge that Jürgen Habermas was the first to introduce this term within critical 
theory, but Blum & McHugh’s usage varies from that of Habermas.   
3 Here Blum and McHugh make visible a differing interest in phenomenology, making comparisons with 
Garkinkel’s interest in Alfred Schütz, including his reciprocity of perspectives.    
4 Indeed, in Studies of Ethnomethodology, Garfinkel acknowledges Peter McHugh’s assistance in the 
‘counselling study’.   
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turned Parson’s theory of social action on its head5.  Heritage (1984) sums up the main points of 
disagreement: 
‘Specifically, Garfinkel denied that the social scientific formulation of objectively rational 
courses of action under ‘given’ conditions could be a useful, or even workable, procedure for 
the empirical study of social action...Garfinkel rejected the view that normative rules – no 
matter how detailed and specific or deeply ‘internalized’ – could in any way be determinative 
of conduct...Rather than treating the reflexive aspects of actors’ orientations as an obstacle to 
the maintenance (and the explanation) of social order...they are critical to the maintenance of 
social organisation’ (Heritage, 1984: 33-34).    
Ethnomethodology’s basic concern, then, is with the ways in which people make sense of their 
social world.  It studies the routine methods by which members reflexively constitute social 
activity within the social context.  The way in which Garfinkel first brought these procedures to 
light was through his famous breaching experiments6 where he demonstrated what happens 
when unnoticed taken-for-granted expectations are disrupted.  
‘In accounting for the persistence and continuity of the features of concerted actions, 
sociologists commonly select some set of stable features of an organisation of activities and 
ask for the variables that contribute to their stability.  An alternative procedure would appear 
to be more economical: to start with a system and ask what can be done to make for trouble’ 
(Garfinkel, quoted in Heritage, 1984: 78).  
These varied exercises made visible the necessary work involved in sustaining ‘...the common 
understanding and practical reasoning that is the basis of the social order’ (Benson & Hughes, 
1991: 109).  In addition, Laurier (2004) notes that these breaches also demonstrated that social 
order is not as fragile as some social theorists claim.  Although it is not necessarily frail, social 
order is highly contingent, and despite expectations of, and orientation to known-in-common 
conventions, a particular outcome is never guaranteed.  For example, if a member decides to tell 
a joke it does not become a joke until its intended audience recognise it as such.  The outcome 
of a joke is dependent on the interpretive work of those present.  Similarly, something that is 
intended as a serious comment may be interpreted as a funny remark7.  Providing an 
understanding of this local order is helped by three important interrelated terms: accountability, 
reflexivity and indexicality.  
 
‘Accountability’ is both intelligibility and explainability.  It illustrates how members make their 
activities orderly and understandable to others.  This can include identity-work whereby 
                                                   
5 Graham Button (1991: xi) underplays the extent to which these two theories diverge when he says that 
Garfinkel was, in-part, ‘...operationalising Parson’s theory of social action in situated circumstances of 
action’. 
6 Although Garfinkel himself refers to these breaches as experiments, he nevertheless offers the following 
caveat: ‘Despite their procedural emphasis, my studies are not properly speaking experimental.  They are 
demonstrations, designed, in Herbert Spiegelberg’s phrase, as “as aids to the sluggish imagination” 
(Garfinkel, 1967: 38).  
7 Although I have used the concept of a joke as a singular entity, Sacks (1974; 1992) provides various 
accounts of jokes being achieved through different sequential organisations which illustrates the  
multifarious elements that contribute to their materialisation.  
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members are informing and displaying certain categories of identity.  If an action does not 
achieve a common understanding, the member’s action is held to account.  Similarly, as noted 
by (Lynch, 1993: 15), actions have to be justifiable, instructible and reproducible.  For example, 
catching a bus involves a whole set of procedures with passengers and drivers following 
different but mutually understood rules.  When a bus passes a bus stop, the driver has to stop if 
there is a passenger wanting to board.  The bus stopping is also a rationally oriented activity.  
There could be people waiting at a bus stop and the bus does not stop, not because he has 
broken the rules, but it may be that this particular bus is not officially instructed to stop at the 
specific stop.  Similarly, the people may indicate through their body language that they are not 
waiting for this particular bus.  In contrast, the driver would be held to account if he did not 
pickup legitimately waiting passengers for an agreed ‘immortal8’ stop.           
 
‘Reflexivity’ is another term that has come to have particular significance within 
ethnomethodology.  It is generally understood as when both the subject and object are mutually 
constituted.  As Heritage (1984) highlights, however, reflexivity has widespread implications in 
terms of an ethnomethodological theory of action.  The hermeneutic circle is no longer just an 
abstract philosophical concern; it has serious implications for both research and the 
understanding of social action, as well as the social action itself.  The positivist research agenda 
that assumes the role of outside or independent observer ceases to be legitimate9.  The process 
of describing a particular aspect of the social order is part of the process of recreating the social 
order.  In Garfinkel’s case study of jurors Lynch writes:  
‘They speculated about how the society outside the courtroom could have produced the events 
under dispute.  What they determined was reflexive to their ways of determining it, and their 
descriptions and evidential arguments were reflexively embedded in their deliberations’ 
(Lynch, 1993: 16). 
Studying this reflexivity provides an understanding of how local order is achieved and 
maintained. 
 
The term ‘indexicality’ is closely connected to ordinary language philosophy, which is often 
said to be influenced by Ludwig Wittgenstein10.  Much of our mundane activities are achieved 
and constituted through language which is always inexact: there can never be a word for 
                                                   
8 Garfinkel (1996; 2002) explains that he has borrowed this term from Durkheim, which he uses as a 
‘...metaphor for any witnessable local setting’, where members are following the same procedures over 
and over again.  A good example of the ‘immortal’ is a queue, because different sets of cohorts join and 
disperse, but the queue continues to materialise throughout different social contexts.  It exists as a shared 
social fact through knowledge and reproducibility.   
9 Lynch (1993) argues that this causes a serious dilemma within mainstream sociology, because it is the 
pursuit of formal scientific methods that is ‘a primary basis for legitimating sociology’ (Ibid.: 17).  In 
contrast as (ten Have, 2002) observes, objectivity and subjectivity are not areas of concern within 
ethnomethodology.  
10 This influence is disputed by Anne Rawls (2002: 2) because she argues that Garfinkel published his 
ideas first.  For our purposes it is merely important to note ideas in common.  
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everything.  Indexical expressions11 such as ‘here’, ‘there’ and ‘have’ not only derive their 
meaning from the ‘linguistic contextual arrangement’ (Housley & Fitzgerald, 2000) but also 
from in-situ socially organised activities.  Lynch (1993) argues that although there is no 
meaningful distinction between objective expressions and that which is locally produced, this 
does not mean that within the specific setting, objectively accountable language is not achieved.  
Indexical expressions ‘...have rational properties in their own right’ (Lynch 1993: 21) but these 
are always temporally and situationally-bound. 
 
Language, then, is at the heart of ethnomethodology, meaning that it is often discussed 
interchangeably with conversation analysis, which evolved out of and alongside 
ethnomethodology.  Harvey Sacks, being one of its main instigators, has set the foundations for 
a discipline that has been very informative to ethnomethodology, adding additional insights into 
the details of how members achieve a particular task, such as a greeting.  A fundamental 
difference between the two is that conversation analysis could be described as a positivist 
scientific venture, in that it has identified particular mechanisms within conversation that 
conversation analysts can unambiguously identify, such as sequence organisation, turn taking, 
adjacency pairs and repair work.  Due to its need for precise details, it is not possible to conduct 
without the aid of twentieth century technology i.e. voice recorders and video cameras.  In 
contrast, ethnomethodology is not a method; it is a theory (Garfinkel, 1967), and as a result, 
there are no fixed rules about the methods used to conduct research12.  Nevertheless, as Heath 
(1997) maintains: ‘Given the ‘situated’ character of human activity and the uniqueness of 
particular events, studies are naturalistic rather than experimental and deliberately avoid the a 
priori theorising’ (Ibid.: 196).   
 
It is at this point then that we start to get to move into areas of theoretical disagreement with 
Blum, McHugh, Raffel and Foss’ (Blum & McHugh, 1984; McHugh et al., 1974) version of 
self-reflection.  Although there are no prescriptive rules about methods of research (see footnote 
below) there is a fundamental principle that is at the core of how to conduct research; on this 
point the theorizing of self-reflection stands in opposition to ethnomethodology. Blum and 
McHugh (1984) note that Garfinkel’s position entails that there cannot be a real distinction 
                                                   
11 Garfinkel credits Y. Bar Hillel with the coinage of this term in the 1950’s. 
12 Notwithstanding the lack of prescriptive rules, as with any theory, there is nevertheless a theoretical 
shaping that will favour particular approaches.  For example, ethnomethodology would not use 
questionnaires to establish how people use public transport, but this does not mean that questionnaires 
cannot be a focus of study.  A researcher may wish to study how a transport planner uses questionnaires; 
whereby the questionnaire itself becomes the topic of study.  Ethnomethodology is concerned with how 
people do things rather than why.  The desire to get to the heart of ‘how do members do…’ therefore 
automatically excludes asking people why they do something.  As a result, observing people in their 
everyday environment is the most common way to conduct an ethnomethodological study.  In the course 
of setting up a particular research project, however, there may be a lot of questions and dialogue between 
researchers and volunteers.  The researcher may need to be familiarised with certain aspects of the local 
setting in order to be able to competently engage with members.  Similarly, a researcher may ask a 
question that is designed to elicit a ‘doing’ response.  
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between theorist and member because the observer is always indexically related to what it is 
that is being observed.  ‘The observer studies society from within (language), and language is, 
for ethnomethodology, identical with the conventions that enable inquiry in the first place’ 
(Ibid.: 76/77).  Blum and McHugh, however, argue that there is a need for the theorist to go 
beyond the conventional, and thereby be able to critique a particular convention.  They accept 
that there are limits, but we need to reflect on what these limits are rather than merely seeking 
understanding within the limits.   
‘We must show how this enables us to say that self-reflection does something more than “note 
a deep convention” and so ...we must begin to establish the distinction between the theorist 
and the member as a distinction that is rational rather than conventional, even though it occurs 
as a result of a “deep need for a convention”(Ibid.: 37/38)13.  
To be able to move beyond the conventional, one might assume that there is a requirement for a 
stronger version of the self than is allowed for within ethnomethodology.  Blum and McHugh 
reject such an approach, because the social need for convention is not about isolating the 
difference between self and other.  Equally, a change in a conception of self would need to 
consider a way in which it would not undermine the reflectivity contained within the 
accomplishment of practical action.14 Instead, as with ethnomethodology, what they do at this 
stage of the argument is to firmly embed our understanding of self within language. 
‘The fact that knowledge is collected by language suggests that the difference between 
knowledge of self and knowledge of other is derivative upon, and grounded in, what they both 
share, in language.  
The “social” is then not depicted by the difference between self and other – by the idea of that 
kind of relationship – but rather, by the conception of a relationship between speech and 
language.  The primary social relationship is then between speech (as self) and language (as 
other)...’ (Ibid.: 49). 
 
Expanding on Wittgenstein’s foundation of there being a ‘deep need’ for convention and 
intelligibility, Blum and McHugh argue that we reflect upon language, and by doing this we are 
indeed reflecting on that which we share with others.  Language is shared collected knowledge.  
Therefore the self-reflection is not a reflection about individual conduct or private thought, but 
self as member.  From this position, the act of reflection necessarily involves being oriented 
                                                   
13 Further on in their text, Blum and McHugh draw our attention to the limits of rationality.  Self-
reflection, like any practice, is part of the language that forms the life-world (Ibid.: 58).  In addition, their 
conception of rationalism means that, within a wider context of social theory, they have to distance their 
own position from that of Habermas’ position of self-reflection.  They assert that Habermas’ self-
reflection is uninterested in practical action and that his version of critical theory becomes an abstract 
form of resistance against oppression because it has to deliberate ‘...upon claims to validity [and 
verification] under the assumption that such deliberation will be emancipatory’ (Ibid.: 98)        
14 As we follow this argument through to the principled actor, it becomes clear that reflecting on the 
desirability of a community’s deep needs does provide the opportunity for a stronger version of self than 
that allowed for by Garfinkel.  However, this principled self is contingently dependent on a continual 
questioning of the relationship between self and convention, which paradoxically broadens the remit of 
self to “we” (Ibid.:141).  For a focused discussion of self within a wider sociological context, see Raffel 
(1999).    
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towards the basis of this membership: the deep need for shared language and intelligibility.  
Becoming a self-reflective theorist involves a further move from oriented actor to principled 
actor.  Being principled is being morally oriented to that which has been reflected upon as being 
good for the deep needs of a community.  In addition, Blum and McHugh consider another 
aspect of being principled.   
‘1. In order to do χ reflectively, it is essential to be seen to do χ; χ must be intelligible to any 
reciprocally oriented actor. 
2. In order to do χ reflectively, it is essential that χ be reasonable; χ must be enforceacle to 
any reciprocally oriented actor. 
3. In order to do χ reflectively, it is essential that χ be (principled) undertaken for its essential 
desirability; χ must be moral to a reciprocally oriented actor’ (Ibid.: 114). 
The first two of these requirements are generally accepted within ethnomethodology.  It is the 
third requirement that Blum and McHugh add that is crucial here.  The desirability of a self-
reflective act starts to move us away from something that is expected of us.  The desirability to 
do something also raises the question of doing it well.  ‘It would be for us a moral failure to 
equate doing practice well with all moral action, although doing practice well expresses moral 
commitment to the action if that action is decisive – if the action originates in care, and if it is 
not merely carefully compliant action’ (Ibid.: 116)15.  As they continue to note, doing something 
well is more than a technical choice of intelligibility; there is also a desire for an expression of 
excellence.  Failing to achieve this expression because of lack of skill is a failure of practice 
rather than principle.  Blum and McHugh reiterate that they are not saying that principles are not 
part of practice.  ‘Practice can fail without being a failure of principle’ (Ibid.: 118).  Similarly, 
non-reflective practices can be achieved without a commitment to principles.         
 
Through a desire to do so, a principled actor, then, has the opportunity to reflect on and theorise 
a community’s “deep needs”16.  Bonner (2001) puts it more succinctly. ‘Self-reflection is 
morally oriented to the principle which grounds the inquirer’s reflection’ (Ibid.: 286).  For the 
principled actor there is a continual questioning between self and convention.  Such self-
reflection may entail making a principled stance that seems to be in direct opposition to the 
immediate situation.  For example, breaking the law in order to protest about the anti-protest 
laws involves breaking one convention because a deeper rule needs to be upheld, which is the 
right to freedom of speech.  In terms of the theorist, however, there is one further step that needs 
to be taken.  The ethnomethodologist is just as capable of orienting to the convention of 
freedom of speech and therefore just as likely to protest.  However, the criticism levelled at 
                                                   
15 Stanley Raffel has further developed the idea of the excellence of principled action in his forthcoming 
paper, Self-Reflective Rule-Following.     
16 ‘Deep needs’ are often expressed as the common good, but they differ because, as Bonner (2002: 286) 
explains, a need is always particular, which means that it avoids being cast as an arbitrary rule. ‘...“deep 
needs” are seen as dialectical and as a result are able to critique conventions’ (Blum and McHugh, 1984: 
55).  As such we can also consider ‘deep needs’ as a commitment to take on a deep problem within social 
theory, which is to take itself on as both topic and resource.        
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ethnomethodology is that it is unable to make a rational judgement between a ‘good’ and one 
that is arbitrary classed as good.  It is only through self-reflective theorizing that we would be 
able to judge with commitment that the harm done by peaceful civil disobedience is minimal 
compared to the threat of losing our freedom.   
 
Through Blum and McHugh’s work, however, we still need to account for how the theorist’s 
speech is able to articulate a particular need in a situation where the limits of knowledge are also 
the limits of language.  Theorizing necessarily has to be ironic because it draws attention to 
itself as well as the topic that it is reflecting upon.17.    
‘Thus, irony develops at the moment when it has the power to laugh at the notion of the 
enigmatic character of the whole.  It is not that irony denies the enigma, but, rather, that it 
laughs at the notion that the enigmatic character of the whole is a continuously problematic 
limit for man [sic.]’ (Blum & McHugh, 1984: 150)  
This is a direct challenge to Garfinkel, because he explicitly states that the role of the researcher 
is to describe members’ behaviour in a non-judgemental way and to consider actions without the 
use of irony. 
‘For members to be “interested” would consist of their undertaking to make “reflexive” 
character of practical activities observable; to examine the artful practices of rational inquiry 
as organisational phenomena without thought for correctives or irony’ (Garfinkel, 1967: 9) 
Garfinkel’s aim is to show rather than tell us what members are doing.  This respect for the 
member’s position is shared by Blum and McHugh, but their disagreement emerges through the 
use and understanding of the concept of irony, arguing that there is a serious flaw in Garfinkel’s 
stance.  Even though Garfinkel does not go beyond a desire to report on members’ activities 
without the use of irony, Blum and McHugh maintain that it is still impossible to avoid irony.     
 ‘We suggest that Garfinkel’s problematic use of “irony” here equates with “invidious 
comparison,” because a rational distinction between theory and practice (between speaking 
about language and speaking about speech) absolutely requires an ironic relationship between 
the inquirer and his usage...’ (Ibid.: 82). 
 
As a researcher, the very process of choosing to show unavoidably becomes a form of telling.  
The researcher has to convey, either through speaking or writing, what the member is doing.  
The doing becomes a telling of the doing, and as soon as we have a telling there is a gap 
between the speaker and action18.  Indeed, Garfinkel (1967) himself demonstrates this point to 
his students.  Through ‘the Husband/Wife colloquy’ (Ibid.: 25; 38) he demonstrates to the 
students that the common understanding contained within conversation cannot be reported on 
                                                   
17 The last section of the book (Blum and McHugh, 1984) entitled, Irony: the Way of Life of the 
Principled Actor (142-151), is devoted to the subject of irony.  Unfortunately, irony as a topic is difficult 
to grasp, and it is an earlier part where they provide a contrast between Garfinkel and Habermas’s usage 
that is more revealing.  
18 Within the limits of language, ethnomethodology and self-reflection both share Wittgenstein’s 
([1953]1968; [1961]1974) double rejection of a subjectivist and correspondence theory of truth.     
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from an external position because there is a gap between what the partners say and what they 
actually mean; this gap can never be filled because much of the understanding resides in that 
which is left unspoken (Ibid.: 39).  Garfinkel’s point here is not to show irony, but to 
demonstrate that ethnomethodology does not share a sociological concern for signifier and 
signified.    
 
Whilst Blum and McHugh to do not dispute this point, they maintain that in order for Garfinkel 
to have successfully demonstrated this point, or made visible something that members were not 
able to see for themselves, he himself is nevertheless making a principled action.  Garfinkel 
maintains that the only difference between himself and non-theorist members is that he is 
interested, whereas others are not.  Blum and McHugh are highly critical of this argument 
because they maintain that whilst Garfinkel continues to observe, he continues to differentiate 
himself from other members.  ‘...every study affirms its own subscription to a principle of self-
reflection as that interested in recollecting the practical action as an intelligible accomplishment’ 
(1984: 83).  Garfinkel therefore shows more interest than the member, and as a result moves 
beyond the conventional.  Furthermore, Blum and McHugh claim that the interest that Garfinkel 
demonstrates is based on the principle that research is valuable and good; the community has a 
‘deep need’ for research.  The very fact that Garfinkel rejects ironic treatment of members 
demonstrates a principled approach from the outset. 
 
Blum and McHugh continue to make a more difficult point, which is that Garfinkel has taken 
the opportunity to self-reflect on how to maintain an oriented and conventional membership by 
understanding within these limits, but this understanding could only be achieved by reflecting 
upon what the limits are.  Producing a theory that recommends staying within the boundaries of 
ordinary members not only requires that he theorises beyond this point, but also requires a 
continual self-reflection to stay within these boundaries, and to know when they have been 
exceeded.  Yet, Garfinkel is also choosing to stay within the limits of accomplishing 
intelligibility because this principled rejection of anything beyond this must be problematic to 
ethnomethodology.  Blum and McHugh argue that Garfinkel ‘...must be limited by interests that 
are ultimately instrumental’ as he is refusing ‘to adjust to the ironic or principled question 
because it promises to go nowhere’ (Ibid. :85).   
 
Initially, I thought Blum and McHugh’s accusation of instrumentality within ethnomethodology 
was too harsh.  However, when we take Pollner’s (1991) observation that ethnomethodology 
has ‘settled’ down into the suburbs of sociology and that there are grudging signs of acceptance, 
he is perhaps correct to observe that having been part of the radical reflexivity within sociology, 
ethnomethodology has become more instrumental. 
‘Intrinsic to radical reflexivity is an “unsettling,” i.e., an insecurity, regarding the basic 
assumption, discourse and practices used in describing reality.  Because it is the antithesis of 
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“settling down,” it is not surprising that radical reflexivity is abandoned as ethnomethodology 
moves through the reconstructed city walls of sociology’ (Ibid.: 370).  
It is this element of instrumentality that has been seized upon because it is increasingly being 
employed within technological and scientific environments where there is a growing positivist 
focus on empiricism, and where ethnomethodology and conversation analysis are being treated 
as tried-and-tested methods.  For example, in the UK, Microsoft Research, Digital World 
Research Centre (based at Surrey University), Vodaphone and XRCE all directly employ or 
fund ethnomethodologists.  Whilst many respected papers are written within these 
environments, there is an increasing focus on combining academic research with commercial 
research and development.  Within more traditional university environments, ethnomethodology 
and conversation analysis seems to be more popular with psychologists, geographers and 
computer programmers than it does within mainstream sociology. 
 
Indeed, Graham Button observes that,    
‘...despite the fact that ethnomethodology has, during thirty or more years of 
ethnomethodological studies, provided a respecification of foundational matters for sociology, 
in the main, the discipline blithely carries on as usual.  For example, the indifference that is 
shown to the radicalising respecification of sociological methods is astounding for a subject 
that, above others in the human sciences, attempts to ensure that its students are 
methodologically trained’ (Button, 1991: xi ). 
It would therefore be unfair to blame ethnomethodology for the failings of sociology and for not 
engaging with this theory more fully.  Forty years ago, ethnomethodology was a radical new 
development that sociology wilfully chose to ignore.  However, we cannot overlook the 
problematic issues that self-reflection has brought to bear on ethnomethodology.  As a 
sociologist coming from the radical analysis side of the fence, I can see that there are exciting 
potentials on both sides of the divide.  Nonetheless, the fact that ethnomethodology does not 
take “deep needs” into account leaves unanswered question as to how a member decides 
whether the ethnomethodological research is serving “deep needs”, or if it is merely a self-
serving device to maximise profits.  The fact that it is being recognised as having commercial 
value should, nevertheless, alert us to an opportunity to generate greater sociological interest.  
 
Wes Sharrock and Bob Anderson acknowledge that ethnomethodology and self-reflection share 
a Wittgensteinian scepticism that has initially taken sociology in the right direction.  
Nevertheless, they openly criticise Alan Blum, Daniel Foss, Peter McHugh and Stanley Raffel 
by way of expressing a reverse sleight on them.   
‘...ethnomethodology has started on, but failed to go very far down, the road to the realisation 
that theorising is essentially a self-expressive activity, which – unless it is conducted as a 
continuously self-deflating self-scrutiny – will become gratuitous assertiveness...’ (Sharrock & 
Anderson, 1991: 67).  
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From the outside, self-reflection appears to be more confident than ethnomethodology because 
it ventures further, but as Bonner (2002) observes, there is a deep vulnerability within the 
theorising.  This vulnerability comes from both internal and external forces.  Internally, there is 
never a final resting place, even though reflection serves needs rather than arbitrary 
conventions.  Externally, there is contradictory criticism for being either too uncertain or for 
believing in universal principles of what is fundamentally good.  In contrast, ethnomethodology 
refuses to cross the boundary into self-reflection.  A stance that could seem defensive risks less 
because it is content to describe, and as a result has a more confident outward appearance.   
 
Even though self-reflection is non-prescriptive about what constitutes a “deep need”, self-
reflection-ists make no apologies for a theory that asserts that deep needs are universal to human 
kind, but there is an ongoing defence of the necessity of doubt within theorising, as Alan Blum 
demonstrates in an earlier quote. 
‘To theorize is to methodically doubt, but the analytic character of doubting is conveyed as the 
conditions under which the contemplation of possibilities becomes intelligible...Doubt is 
essential to theorizing because the contemplation of other possibilities is the method of 
formulating the necessary conditions’ (Blum, 1971: 318)19. 
Expressing doubt, then, is not necessarily an epistemological issue in terms of subjectivity and 
objectivity.  It can be a way of actually strengthening a particular position because it provides 
fresh ways of seeing, and ‘drives home what is conventional in our outlook’ (Waismann, quoted 
in Blum, 1971: 318).  
 
Irreconcilable but not incompatible  
I have, then, deliberately embarked on a research project that has at its core an inherent 
contradiction, which is that self-reflection and ethnomethodology remain theoretically un-
reconciled.  Having managed this tension for the last four years, as the project nears completion 
there is a temptation to underplay this difficulty, but as Sharrock and Anderson note ‘...to close 
one’s eyes and ignore the problem would be an act of bad faith.  We would have sacrificed the 
scholarly standards of the disciple in favour of an easy life’ (Sharrock & Anderson, 1986: 13).  I 
have certainly given up on the possibility of an easy life, but have also managed to disrupt 
academic boundaries, which may mean that I fail to convince either side20. 
 
From my own position, however, I see the “deep need” for both self-reflection and 
ethnomethodology.  In this sense, although I view Blum, McHugh, Raffel, Foss’s critique of 
                                                   
19 Blum, however, is adamant that it is impossible to provide rules for theorising.      
20 I hope this can nevertheless be recognised in a similar way to Gale Miller’s attempt to build bridges 
between different theoretical positions.  As he asserts, ‘one advantage of bridging metaphor is that it 
avoids the imagery of total synthesis’ (Miller, 1997: 41).  
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ethnomethodology as reasonable, it is also a rigorous declaration that makes sense of their own 
position.  With direct bearing on my own research position, in doing a purely 
ethnomethodological study, I would not have been able to have included most of what is in the 
previous chapters, because I would be no more capable than the members of saying what is right 
or correct.  Instead of just showing a concern for how convention is, I have also attempted to say 
what it is in its materialisation.  As a means of demonstrating that ethnomethodology and self-
reflection have been necessary partners within this research project, I will therefore reflect on 
aspects of my own research and discus where self-reflection and ethnomethodology brought 
their own particular limitations and insights.  
How can watching folk on a bus turn into research? 
Initially, despite reading Eric Laurier’s (2003) paper on participant observation and receiving 
much personal encouragement, I only had a theoretical idea about what I should be doing.  I 
spent days sitting on the bus with what seemed to be nothing to say.  I counted people, noted 
who sat next to who, who got off where, and so the list goes on, but it did not seem to be telling 
me anything.  It was only through having been fortunate enough to be able to participate in data 
sessions with “real” ethnomethodologists at Glasgow and Edinburgh Universities21 and seeing 
raw data being turned into papers that I could envisage developing this new way of looking at 
the world.  Throughout this research I have been plagued by the negative thought when reading 
other people’s ethnographic accounts that if I had had a more interesting topic, I would be a 
better researcher.  
 
However, it is only now after writing up my own research that this order appears to have 
coalesced.  When writing about our data, signposting and collating information into thematic 
chapters creates an inevitable sense of order.  For example, my own recurring comparison 
between the 23 and 33 bus routes suggests that there was an obvious comparison just waiting to 
be made.  The research reality, however, was very different.  At the beginning of this project, 
one of the institutional research options on offer was to look at issues surrounding anti-social 
behaviour.  Although I had many misgivings about the term and the underlying prescriptive 
motive behind the funding, I nevertheless treated it as an opportunity to study general behaviour 
on the bus, including behaviour classed as “anti-social”.  With this in mind I initially, focused 
on bus design, and selected the 33 and 30 bus routes.   
 
                                                   
21 In particular, Eric Laurier, Barry Brown, Ignaz Strebel, Hayden Lorimer  
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Figure 23 Single & double-decker bus routes  
 
The original rationale was that the 33s are double-deckers, and the 30s are usually serviced by 
single-decker buses, and I wanted to compare whether behaviour between the two types of 
buses differed significantly.  I initially made this systematic selection because the two routes 
cover similar areas of Edinburgh: both pick up passengers in West Side Plaza in Wester Hailes 
and make their way into the City Centre.  In the pilot study I assumed that the passengers would 
share similar demographic profiles simply based on residential location.  Equally, both buses 
also had a wide age-range of passengers.  The reason for this comparison was that I believed 
there were subtle differences in behaviour between the single and double-deckers.   
 
After extensive and illuminating, although uncertain, data collection, I felt sure that the bus 
design played a crucial role in the ‘subtle’ changes in behaviour, but I was unable to say exactly 
why.  It was only after changing my focus and spending time at the back of the 33 bus that I 
began to understand what this difference involved.  I was able to observe that the single-deckers 
lacked the intensity of the back-of-bus effect.  As was discussed in Chapter Khaki, however, the 
back-of-the-bus effect is contingent on who happens to be sitting at the back of the bus, how 
busy the bus is and the time of day.  Similarly, after non-specifically directed observations, I 
observed people waiting at the bus stops who let the 30 bus pass by, then getting on the 33 bus 
and go up stairs to sit at the back.  This particular group got off the bus in Princes Street at the 
same stop as they could have disembarked had they taken the 30.   
 
The back of the top deck provided a space where passengers could sit and talk, away from the 
more immediate scrutiny of the driver, and segregated from passengers who choose to remain 
on the lower deck.  Whilst it is therefore possible to conclude that the design of the bus changes 
behaviour, this statement, in isolation, is highly misleading.  The preference for choosing the 
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double-decker means that we are not comparing like-with-like.  The people who I describe as 
the back-of-bus brigade are stating a preference for the double-deckers because these buses 
provide them with the opportunity to monopolise the back-of-bus space.  However, this 
monopolisation is contingent on who else is on the top deck of the bus.  It is for this reason then 
that I refer to the uncertain nature of making observations, because there is no predetermination 
about what the observations would reveal.   
 
 ‘There are innumerable situations of sociological inquiry in which the investigator – whether 
he be a professional sociologist or a person undertaking an inquiry about social structures in 
the interests of managing his practical everyday affairs – can assign witnessed actual 
appearances to the status of an event of conduct only by imputing biography and prospects to 
the appearance.  This [s]he does by embedding the appearance in his[/her] presupposed 
knowledge of social structures.  Thus it frequently happens that in order for the investigator to 
decide what [s]he is now looking at [s]he must wait for future developments, only to find that 
these features in turn are informed by their history and future.  By waiting to see what will 
happen he learns what it was that he previously saw’ (Garfinkel, 1967: 77). 
 
Trying to make sense out of the what happens then at the back of the bus goes to the heart of the 
documentary method of interpretation22, as Garfinkel explains: 
‘The method consists of treating an actual appearance as “the document of,” as “pointing to,” 
as “standing on behalf of” a presupposed underlying pattern.  Not only is the underlying 
pattern derived from its individual documentary evidence, but the individual documentary 
evidence in their turn, are interpreted on the basis of what is known about the underlying 
pattern.  Each is used to elaborate the other’ (Ibid.: 78). 
Simply put, observations that we make are taken as indicators of an underlying pattern.  We put 
these pieces together as if we were piecing together a jigsaw, but we have to bring the concept 
of a jigsaw into being before we make the potentially unrelated parts fit into the jigsaw.  The 
parts that we make fit will then determine how we shape future pieces of observations.  The et 
cetera clause lets us ignore pieces that disrupt our understanding.  The drinks-coaster on the 
table beside the jigsaw may play a part in the wider situated action of the person doing the 
jigsaw puzzle, but, watching the scene, we all ‘know’ it is not relevant to the, seemingly, self-
contained jigsaw.  However, in our mundane everyday lives, the neatly boxed jigsaw is absent 
and the selecting and rejecting of aspects of a chosen pattern becomes a more complex 
accomplishment.  For Paul ten Have (2002), the documentary method of interpretation can be 
understood as a ‘...two layered model of social knowledge’ (Ibid.: 8).  One is a theoretical layer 
that creates patterns or in Schützian terms “typifications”.  The second layer is the concrete 
lifeworld where actual instances document that which is suggested in theory.         
                                                   
22 Here Garfinkel draws on Karl Mannheim term documentary method of interpretation (See Garfinkel, 
1967: 78).  
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Returning, therefore, to the example of the 30/33 bus investigation, it would have been easy to 
have stopped with the initial pattern of single and double-deckers having different types of 
behaviours, and then to present this as a product of bus design.  Instead, this example taught me 
how embedded my own sociological practices were, and that I had to rethink the idea of 
comparison.  I began to more fully understand the importance of in-situ observations being just 
that; part of their environment with their own rhythms and particularities. I had to learn to just 
be in a situation, without expectations.  It was only latterly that the idea of a comparison 
between the 23 and 33 bus routes emerged, but was very different in approach and was driven 
by a very different rationale.  At the outset, the idea of social exclusion was not a topic of study, 
but it was an issue that kept materialising through the practices of bus use.  The differentiation 
of the back-of-bus started to make sense as an area of the bus where exclusionary practices took 
place.  The people that claim this space are excluding outsiders by making them feel like they 
are trespassing, and the outsiders i.e. the majority of the bus are excluding the back-of-bus 
brigade through practices of disapproval. 
   
Inequality of service provision is another way that exclusionary practices materialise within the 
city, through, for example, variations of timetabling, route availability, buses that accommodate 
the physically impaired, and variable fare structures.  It was a combination of many of these 
issues, therefore, that determined the contrast between the 23/33 bus routes.  They differ in 
terms of how the bus is used as a mode of transport, and in the practices within the internal 
space of the bus.  Similarly, the social geography could not be ignored as playing its part in 
shaping the practices of how people interact with the city.  
 
‘...I am convinced that the actual evolution of research ideas does not take place in accord with 
the formal statements we read on research methods.  The ideas grow up in part out of our 
immersion in the data and out of the whole process of living...’  
(William Foote Whyte quoted in Duneier, 1999: 333) 
 
‘The fact that I did not know my specific research question at the start may seem counter to 
the way sociologists are supposed to operate...I began to get ideas from things I was seeing 
and hearing on the street’ (Duneier, 1999: 341).    
 
Conducting this research, then, was very much a layered process of eventually thinking and 
conducting observation like an ethnomethodologist and then considering the data self-
reflectively.  This said, I do not know how or whether the actual process of observing would be 
any different if I were to have said it was born out of a process of self-reflection.  Although 
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Raffel’s (1979)23 study of medical records was based on extensive observations within a large 
New York hospital, he does not say how he conducted the research.  The only other empirically- 
based self-reflection study is Kieran Bonner’s (1999) of the Canadian urban-rural debate of 
where to bring up children, which uses qualitative interviews, but focuses on ethical 
considerations rather than the actual ‘doing’ in the materialisation of the ethical.  Equally, much 
of the theorising had already taken place before he conducted the interviews.  In contrast, 
although there were certain expectations from within Napier University’s Transport Research 
Institute of what my research should be about, I did not have any research question in mind.  In 
this respect my own approach was nearer to that of Duneier’s (1999) quoted above.  
 
Ethics 
One of the most striking things about reading a mainstream sociology methodology as 
compared to that of an ethnomethodologist’s account is that ethnomethodologists do not seem 
too concerned about ethics24, or more precisely, do not consider the need to include ethics-as-
topic in their work.  This is partly because s/he is only making visible what is already there; 
there is an almost taken-for-granted commitment to follow Garfinkel’s edict of reporting on 
members without correction or irony.     
‘We do not deny that sociologists, as individuals are as entitled as anyone else in society to 
make judgements of fact and value, but enfranchisement as members of society, not derivative 
purely from their specific resources as theorist.  The adoption of the role of theorist involves a 
calculated (though partial) withdrawal from the status ‘members of society’ and therefore 
from the entitlement to make independent determinations of fact and value with respect to the 
affairs of daily life’ (Sharrock & Button, 1991: 148). 
 
In contrast, Bonner (1999) offers a reminder that within self-reflection ethical and political 
implications have to be considered from the outset and there is no getting away from the 
recognition that ‘...the practical and theoretical are inextricably linked’ (Ibid.: 141).  Yet, here in 
my own theoretical contrast between self-reflection and ethnomethodology, we still do not 
know what this difference looks like in its materialisation.  There is one particular incident that 
took place in my research that provides an illustration of a difficult moment where there is a 
potential clash between the two theoretical positions.  Similarly, it may be that some readers 
may fail to see a problem in that there is no controversy.  For me, however, the following 
example illustrates where my own principled action failed to materialise.   
 
                                                   
23 The book is based on the research he carried out during his Ph.D. (1975), which frustratingly is also 
without a methodology. 
24 Certainly, if Garfinkel tried to get his breaking experiments through a university ethics committee they 
would undoubtedly fail. 
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The Marker-Pen Kids: An Incident   
Sitting three rows from the back of the top deck of a 33 bus travelling westwards (away 
from the city centre), I deliberately timed my presence on this bus to coincide with 
school children travelling home from Tyncastle High School in Gorgie at 15:45 hours. 
Before they board there are two other adults behind me in either side of the back seats.  
I do not think the two men know each other.  Further towards the front of the bus, there 
is a scattering of five other adults on the upper deck.  The children quickly and nosily 
board and fill the back half of the bus.  They are all around a similar age of about 
thirteen and all seem to know each other.  As they take-up the available seats, and one 
of the boys is left with the last seat which is beside me.  There is no hesitation about 
sitting there.  My own presence there is accountable for the reason of its lack of 
presence.  I am being treated as if I am not there; I am an insignificant other within 
their midst.   
 
 
Figure 24: Marker-Pen Kids seating arrangements 
 
 
 
After about three stops into the journey, one of the girls, two rows in front on the other 
side of the aisle, starts to write her name on the back of the seat in front of her.  Part-
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way though this process she takes out two more pens and throws them to friends.  One 
of which is the boy next to me.  All the time she is doing this she is closely monitoring 
the adults in front to make sure no one is looking.  She is in the front line of children 
and is therefore the most visible towards the front.  The boy sitting beside me catches 
one of the pens, which is a black marker pen and writes “RON  S”.  Again I am treated 
as a non-presence because I can detect no concern or glances in my direction.  
Similarly, they show no concern for the two men that are behind me, but keep glancing 
up and looking towards the front-of-bus-adults25.  
 
The reason for providing this short account here is that I believe that it raises an ethical 
dilemma.  What I have withheld thus far from the account is the effect that this incident had on 
me.  Whilst the children were writing on the seats, I felt sick – my stomach was churning and I 
wanted to disassociate myself from this behaviour.  I was telling myself that I could not say 
anything to them because my job is to observe, not to pass judgement on the people I knew I 
would later be writing about.  Surely, if I took Sharrock & Button’s (1991) advice seriously 
(quoted on previous page) there should not have been an issue.  Equally, Macdonald (2001) for 
example, provides an enlightening and sympathetic account of graffiti artists in which, through 
a non-judgemental and open-minded attitude, gained the respect and trust of the artists who 
contributed towards her research.  Why, therefore, should what I witnessed be any different?  
 
I initially formulated my own reaction as a conflict of interest between being a non-judgemental 
researcher and being part of the community of bus-users who care about the fabric of the bus.  
This incident continued to trouble me, because this conflict of interest did not sufficiently 
explain the continuing sense of doubt.  Thinking about how my own situation varied from 
Macdonald’s (Ibid.) came down to the fact that she conducted interviews with the artists that 
featured in her research.  The difference, then, is that she has to seek their permission to write 
about them, and they also had an opportunity to discus their motives and emotions surrounding 
their graffiti participation; through their own dialogue, they could do identity work (Baker, 
1984; Hadden & Lester, 1978) to ensure they are not being placed in membership categories 
they would not choose for themselves.  The fact that the incident made me uncomfortable 
suggests that I had already categorised their activity as doing vandalism and/or doing graffiti, 
which could have affected me making a detailed record of their accomplishments.  For example, 
the “doing writing on the seats” involved participating in a shared activity that involved an 
                                                   
25 Chapter Khaki, makes a distinction between the attitudes of people choosing to sit either at the back or 
front.  As children become familiar with this praxeological divide they learn that they are much more 
likely to ‘get into trouble’ from adults at the front of the bus.  Trouble can range from a disapproving 
glance to reporting ‘bad’ behaviour to the driver.  The adults at the back of the bus may shout at the 
children to shut-up, and the more aggressive the shout, the more likely they are to respond.  For example, 
‘Fucking Shut It!’ is not an uncommon request/order that children generally respond to by lowering the 
volume.    
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element of risk, which was part of the fun.  Similarly, knowing “how to not get caught” also 
involved the skill of assessing which type of adults would give them trouble.  As Sacks (1992: 
Vol.1, 40) argues, categories are inference rich, and therefore I would be able to imply a 
particular negative identity without accountably saying what it was.   
 
Nevertheless, if this were the full extent of the dilemma, then it would still be possible to be 
self-reflective about the incident, and to consider where and how I could have responded 
differently.  Thinking, then, about what I would do next time, I still envisage a conflict of 
interest.  I now know that if there were a next time I would say something to the children.  So 
what has brought me to this conclusion?  Lena Jayyusi (1995) reminds us that the resolution of a 
dilemma ‘...involves privileging one categorization over another...privileging one identity and 
its attendant commitments’ (Ibid.: 79).  In my own case, I privileged being a researcher over a 
bus-user, but wished I had prioritised being a bus-user.  In terms of these two categories, 
Jayyusi would argue that I would have to weigh-up the ‘...multiplicity of activities, right and 
obligations’ (Ibid.)26 that accompany these roles.  In terms of self-reflection, I would need to 
think about what the deep needs are and who would benefit or suffer if I took a different course 
of action.   
 
Considering what these needs might be involves drawing on other bus observations involving 
children.  Crucially, then, one of the things many back-of-bus children do is try to get the 
attention of the front-of-bus adults.  On most occasions the adults try as hard as possible to 
ignore the children.  The “doing ignoring” and “not noticing” are visibly different situated 
activities.  People travelling together, for example, may be engrossed in their own interaction 
and do not notice others.  In contrast, adults doing ignoring, are highly aware of what it is they 
are ignoring, and usually try to avoid turning around to look at the children in case they provoke 
the children even further.  The adult silence is a passive achievement of moral categorisation.  
The adult’s ignoring of the child is either saying, I will not speak to you because you are not 
worthy of my attention, or if I do speak to you, you will cause me further trouble.  The silence is 
saying the children are a problem on the bus.  Therefore the children’s attempt to seek attention 
is to challenge their own problematic status by causing trouble.  In contrast, the children and 
adults at the back of the bus have similar behaviour, and it is only when the noise level become 
annoying that someone intervenes.  In this context telling the children to shut up is not 
confrontational, it is the adult exercising their authority over the child.  Trouble only 
materialises through a challenge to the authority.  The invisible tidal border in chapter Khaki 
represents a divided respect.  Each side shows respect for their own side, but not that which is 
                                                   
26 I would argue that as a follow-on from Jayyusi’s (1984) work on moral categorisations, this paper 
brings ethnomethodology to its closest point with self-reflection, despite the fact that Jayyusi is opposed 
to the idea of universal moral codes.            
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‘other’.  Back-of-bus children could therefore be seen as trying to challenge or test this respect 
boundary.   
 
My status can now be seen as a three way split, between researcher, front-of-bus adult, and 
intruder.  If I were not doing research, I would be on the other side of the invisible tidal border.  
As far as the children are concerned I must be a back-of-bus adult that has no concern for the 
fact that there is writing on the seats.  I do not show the children any lack of respect; therefore, I 
am not a potential source of trouble.  By saying something to the children, I would have had to 
announce my presence in someway without showing disrespect.  If a passenger sitting at the 
back of the bus asks another back-of-bus person to stop smoking, for example, there is usually a 
reaction of surprise, followed by a question as to why they are at the back of the bus if they 
don’t like people smoking.  There is often a “why don’t you move to the front of the bus” 
suggestion made.  Part of my own continuing dissatisfaction is because I was unable to be 
quick-witted enough to think of how I could have engaged the children in a positive exchange.  
Instead, although unvoiced or uninhibited, my disapproval of writing on seats, made my 
intruder status more spy than a researcher.  
 
Reflecting on this incident, then, it is not a case of showing a concern for the minor reversible 
damage to the seats.  It is a concern for a missed opportunity.  An occasion where there was the 
potential to build a bridge between back and front of bus.  Whilst to suddenly announce my 
presence there as a researcher interested in why children write on seats would have been a 
mistake, it would not have been unreasonable to gently ask the boy next to me, why he was not 
scared of getting into trouble.  We can only guess what the consequences would have been, but 
it is not unreasonable to judge that such a question would not cause harm to the children.  
Equally, the most likely risk for me would have been that the children treated me as a source of 
ridicule.  As Adler & Adler (1994) observe, ethnomethodologists are less concerned with their 
effect on the data because it is impossible to have a ‘view from nowhere’ (Haraway, 1999; 
Laurier & Philo, 1999; Nagel, 1986; Rose, 1997) observation point where one’s own presence 
will not form part of the construction of the data.  My own intervention would, then, have 
offered the potential for a different piece of data rather than being seen as a compromise.  My 
own source of dissatisfaction is therefore that I failed to take the risk of being principled in this 
situation.  As was argued in Chapter Khaki, even if boundaries are to be maintained, there is a 
“deep need” for the bus community to build a common respect across the invisible tidal 
boarder.  
 
Although the marker-pen incident did not totally rest on my demonstration of bias, it is an issue 
that still needs to be addressed. Yet, how do we formulate bias when ethnomethodology and 
self-reflection have shown us the impossibility of knowledge that is ‘independent of knowers’? 
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(Bonner, 2001: 278).  McHugh, Raffel, Foss and Blum (1974) suggest that rather than focus on 
ridding research from bias, we should focus our attention on the dialectical tension within bias.  
To do this we need to understand bias as a form of speech.  In an attempt to make speech 
intelligible to everyone, it is treated as if it were anonymous.  This anonymity is intended to 
protect it from private, or self-interest.  However, presenting anonymous knowledge claims of 
neutrality is not only misleading, but also the claim of neutrality means that no one takes 
responsibility for the speech.  The anonymous speech is an accomplishment of a moral 
commitment within the community of researchers.  Anonymous speech does not need to address 
the implications of the content of the speech, ‘...or face the contradictions embedded in ones 
inquiry’ (Bonner, 2001: 279)27.  The scientist or research ‘...must show commitment to non-
commitment and this commitment is unquestionable’ (McHugh, 1974: 74).  
 
If the marker-pen incident had instead been about one child being physically attacked by the 
other children, there would not be a need for this discussion because the moral imperative to 
step in would have been much more obvious.  Yet, the physiological sense of sickness 
surrounding the incident was an outcome of my own attempt to show commitment to non-
commitment.  To try and remain neutral in this situation was showing concern for the other 
interests groups who are damaged by these type of incidents.  One is the bus company, which 
has increased costs as a result of ‘vandalism’.  The second is a public interest that I briefly 
touched upon in Chapter Beige, where the appearance of graffiti makes some members of the 
community feel unsafe (See for example, Australian Institute of Criminology, 2003; Department 
for Transport, 2006).  However, as Macdonald (2001) has demonstrated, it is not to say that 
there are not people who gain pleasure or respect from ‘doing’ graffiti, and she informed people 
of the complexities surrounding these issues. I am not therefore saying that this is not a worthy 
area of study, but am instead suggesting that if I were to find myself in the same situation again, 
I would not be able to hide behind a principle to do or say nothing.   
 
It is here, then, in these dilemmas that the ongoing “working out” of city life are brought into 
view.  It is not in the marker-pen incident itself, but in the reaction that it causes and the 
response to reaction and in turn the reflection upon the action, inaction and reaction that gives 
city life its vitality.  As Blum (2003) stresses, 
‘Different ways of representing the city as a scene of collectivization typically come to view at 
critical moments and on a variety of occasions when routine matters are deliberated and 
contested’ (Ibid.: 3)    
 
                                                   
27 Kieran Bonner (2001: 278-279) provided an eloquent summery of this paper.     
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Name calling has no need of sticks or stones 
In a similar vein to the marker-pen incident, the quotidian events within this thesis are other 
examples of the collectivization of the city being made visible.   
‘Rather than refer to everyday life as the ‘rockbottom’ certainty to which our descriptions 
purport to correspond, such a notion of everyday life is itself a construction.  We use it as the 
point of reference for the conventions of speech and usage with which we begin our analyses.  
Everyday life is the source of the examples with which we begin and it acquires its analytic 
status for us as an example’ (McHugh et al., 1974: 11) 
It is within these expressions that I wanted to access the collective speech of the city.  With this 
in mind, Chapters Yellow, Olive, Brown, and Khaki, can be interpreted as the expression of the 
city’s deep needs which has been formulated around a concern for fairness and respect within 
the bus network.  Fairness and respect cannot stand in place of justice, but they are nevertheless 
issues that theories of justice have to take into account.  They are recurring themes within the 
practical accomplishment of bus use.  As Blum (2003) reminds us that in The Republic  
‘Plato wants to bring the question of justice down to earth by representing the way it can be 
realized in conversational practices, the way it materializes in and between us in our practices 
of working together’ (Ibid.: 8).   
My own aim was an entirely more modest one, in that I was not attempting to develop my own 
analysis or theory of justice, fairness or respect.  Instead, I wanted to encapsulate the collective 
concern, the principle of morality.   
 
Regardless of the form morality takes, it is nonetheless at the centre of all human interaction.  
As Lena Jayyusi (1984) asserts, morality is not locked inside members’ heads.  Instead, moral 
values are ‘…routinely displayed and available publicly in the very same instance as intentions 
and beliefs’ (Ibid.: 210).  Yet, as Jayyusi also notes, it is ‘…the weave of our practices, [that] 
generate the possibility of divergent moralities, of both agreement and disagreement’ (Ibid,: 19).  
It is the speech at these intersections between the potential agreement and disagreement that I 
wanted to access in someway.  I used characters with odd-sounding names within the quotidian 
events as a device to encapsulate the working out of the city’s speech.  In doing this, I was also 
highlighting the work that membership categorisation28 is doing.  Although membership 
categories refer to groups of people or recognised categories, the singling out of the members 
that were given descriptive names still required doing a similar type of activity to that of 
membership categorisation.  As Andrew Carlin explains:  
‘Membership categories are ordinary descriptions and identifications of persons and 
collections of persons, which are used and applied by members on a commonplace and routine 
basis, in order to organize the social world in which they live...It moves towards the 
                                                   
28 Harvey Sacks (1992) notes three important features within the membership categorization device.  1. 
‘which types sets’ such as sex, age, race or religion.  2. They are ‘inference rich’ ‘which are dependent on 
a wide span of knowledge that members of a society have about the society.  3. Any member of that 
category is presumptively a representative of that category (Ibid.: Vol.1: 40)     
Chapter Amber Research Reflections 225 
 
 
explication of observation as a linguistic, categorical activity, a gloss for an assemblage of 
members’ methods, such as categorization and making inferences, from visually available 
appearances’ (Carlin, 2003: 3). 
 
Categories, such as doctor, nurse, mother, baby and bus passenger are known and shared within 
a culture, almost unnoticeably merging into the normative organisation of everyday utterances 
(Housley & Fitzgerald, 2002). The characters in my descriptions, however, have either deviated 
from expectation or have been drawn into a noticeable event, and as a reflection of this I have 
moved beyond simply sticking to accepted categories such as age and gender.  Even though the 
names chosen for the people who became noticeable on the bus do not slip off the tongue as 
easily as driver or passenger, it would have also sounded strange if I had used Janet-and-John 
style pseudonyms.  This is because, as Lofland (1994: 26) notes, public spaces are generally 
understood to be ‘...inhabited by persons who are strangers to one another.  Therefore, if we are 
talking about strangers in the street or on a bus, we only usually have a limited number of 
categories available such as gender and life-cycle category, which are often accompanied by an 
adjective.  Carlin describes this process as members’ attempt to categorize and make 
‘...inferences from visually available appearances’ (2003: 3). 
 
Jayyusi (1984; 1991) argues that even the categories that we treat in an unproblematic way are 
nevertheless descriptive and are therefore morally and aesthetically constituted.  Morality is 
fundamentally embedded within our everyday routine operations, which require mutually 
oriented expectancies.  On the bus, therefore, the driver and passengers come ready-packaged 
with a set of rights, responsibilities and expectations (Jayyusi, 1984; 1995).  In addition, as soon 
as we add further description to standard categories such as female passenger, we enter an 
inference-rich realm.  Thus, if we add “tall”, or “short” to our gender category, we are adding 
what Jayyusi (1984) refers to as a class of person with a particular attribute, in this instance, 
either being tall or short.  If we were to say the “fat boy”, however, we may also be making an 
inference to the child’s life-style, such as not enough exercise, or  he is allowed to eat too much 
of the wrong type of foods.  However, I wanted to avoid using terms that were arbitrarily 
disrespectful.  I emphasise arbitrarily because “Loudmouth” and “Zimmer Woman” could be 
taken to be highly disrespectful.  Notwithstanding this difficulty, it was an intentional move to 
highlight the moral judgments that these characters were being subjected to. 
 
The names given therefore were a reflection of the observable behaviour that these characters 
exhibited.  The doing of the behaviour created an event.  In this instance, an event consists of 
making something noticeable, which thereby has to be embedded within an in-situ moral 
reflexivity.  However, these events also comprise another component that has not yet been 
discussed, which is the interaction with a non-human third party.  For example, Poly-Cup, 
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Buggy Man and Zimmer Woman were all given names that related to a co-present artefact29.  In 
the case of Zimmer Woman, the name makes sense outside the event because it draws on 
cultural knowledge and stereotypes of what it means to be an old or infirm person.  Indeed, the 
woman herself was drawing on this knowledge.  As well as the frame being a physical aid to 
walking, it was also being deployed as a visible aid to communicate her entitlement to the bus 
being lowered.  The reason that the event appeared amusing was that she was managing two 
inconsistent identities.  Her demand to the driver was highly assertive, whilst the interaction 
with the walking frame was one of helpless vulnerability.  People were amused because the two 
identities were both legitimate and recognisable in elderly people, but as stereotypes, are 
unexpectedly simultaneous within the one person.  Amusement can be read as a sign that the 
onlookers did not believe that she was as vulnerable as her portrayal, but were nevertheless 
sympathetic to her undeniable membership category of old woman.          
            
In contrast, Poly-Cup cannot be defined in the same way.  Her name sounds silly, rather than 
offensive or inappropriate.  Unlike Zimmer, Poly-Cup does not place her in any recognisable 
membership category; it lacks the reference to gender, and it does not have the cultural 
inferences that Zimmer has to a lack of mobility.  A Polystyrene drinks cup does not have any 
form of associated category incumbency (Jayyusi, 1984: 57), which means that there are no 
specific identities associated with drinking out of a disposable cup.  In this context, then, the 
name does not give us any clues about this woman’s perceived identity.  The name only makes 
sense within the quotidian event.  Poly-Cup directs our attention towards the work that the 
woman was doing with her hot drink, and by naming her Poly-Cup I was telling the reader that I 
was judging her action with the cup as an accountable action.  It was noticeable to me because 
she risked burning my legs with the hot drink.  Her name is focused on her achievement of 
using the hot drink as a means of intimidation, but if there had been other onlookers the incident 
could have passed unnoticed, in which case it would have remained a non event until it had been 
described.  Moreover, once the name Poly-Cup was given, it necessarily had to be relevant to 
the description.  Although the name is part of the construction process, I only gave people these 
names after I had written up the events, so the names evolved out of the descriptions, but 
nevertheless, once given, they establish the description as an event.  Once conceived, the names 
add and stress a particular emphasis.           
 
Although I have drawn heavily Lena Jayyusi’s work of the underlying morality within 
membership categories, my own work presents a difficultly that Jayyusi does not have to engage 
with.  As most of my descriptions are non-verbal it is apparently my own moral judgements that 
are embodied within the choice of names rather than that of the member’s own classification. 
                                                   
29 Although I think it would be appropriate to this situation, I am resisting introducing Bruno Latour’s 
concept of an actant, not because it contradicts what is being said, but only that it detracts from our focus 
on the moral judgements.     
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Where my own input is most controversial is in the case of Loudmouth.  If this had been a 
mainstream account of the back-of-bus, then a sociologist would perhaps have attempted to 
formulate this interaction in a neutral light, and whilst the ethnomethodologist rejects the 
existence of neutrality, s/he is likely to have attempted to use a term that is less value-loaded.  
However, from the start of this study, there has been widespread negative moral disapproval of 
the ‘anti-social’ behaviour associated with people at the back of the bus.  Rather than make 
existing categories my topic of study, then, I have attempted to highlight the underlying 
assumptions and judgments that were already in operation.  Similarly, my own description of 
anyone asking the question ‘What the fuck are you doing’, will unavoidably elicit some type of 
judgement, because, as was discussed in Chapter Khaki, it is a ‘question’ designed to disrupt the 
sequential order within a normal question.  Just as the question, defies a polite answer, the name 
Loudmouth, is highly inferential, suggesting that the person making a verbal noise is not 
communicating anything constructive.  If I had remained within the realms of 
ethnomethodology, I would not have been able to argue that the hostile question was causing 
self-harm, and thus the name Loudmouth would have been unjustified.   
 
Moreover, the terms Khaki and Brigade in conjunction with Loudmouth convey a sense of 
hostility and conflict, which can also be seen to be causing harm to both parties.  The reactions 
that I have received from the people who have read Chapter Khaki are of an uneasy nature.  
Although, the names Loudmouth and Zimmer Woman elicit uncomfortable comments, the 
names are not objected to on the grounds that they are incongruous to the descriptions of the 
characters.  This is then the response that I had hoped to achieve, because it highlights the 
fundamental difference between self-reflection and ethnomethodology.  Ethnomethodology 
refrains from making a judgement about a description, even though the researcher knows that it 
has the potential to be read in a negative light.  For example, Wooffitt (2001) expresses a desire 
for his analysis of mediums (people who claim to be able to speak to the dead) and their clients 
(sitters) not to be read as an attempt to debunk the mediums.  He says this in full knowledge that 
the work that he presents ‘invariably lends itself to the appropriation by a sceptical audience’ 
(Ibid.: 371).  Refraining from passing judgement whilst recognising how other people may 
interpret the data is certainly a legitimate research stance to take30.  Nevertheless this stance 
represents a line that some researchers refuse to cross, but it does not mean that crossing the line 
is ipso facto illicit. 
 
The names ‘Loudmouth’ and ‘Back-of-Bus Brigade’ represent the crossing of this line.  
Crossing this line, however, does not mean merely going beyond ethnomethodology, because if 
it did, it would mean that ethnomethodology was a method rather than a theory.  Crossing the 
                                                   
30 As has been discussed earlier, Blum and McHugh (1984) are highly critical of such a position, because 
they would argue it refuses to take responsibility for the consequences for what can ultimately be known 
through close inspection of the data.  My own position is that I see both sides as being legitimate.     
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line, then, fundamentally changes the whole balance of the research.  This balance is in 
continual tension, because providing detailed description without a final assessment can 
ultimately attract the criticism that the analytical description is futile if we are unable to make 
any judgements surrounding its wider significance.  On the other hand, making judgements that 
ultimately have to rely on theoretical discussion reduces the available resources that can be 
devoted to detailed descriptions.  With the exception of this chapter, my own motive and 
oriented action has been to deliver something that will potentially be of interest within a 
transport environment.  In addition, I have been conscious not to rely too heavily upon 
ethnomethodological terminology in my descriptions in an attempt to appeal to a broader 
sociological audience.  I have therefore oriented to the need of intelligibility.   
 
In this chapter, it has also been my intention that this work be read as a principled attempt to 
reflect upon the convention of intelligibility.  Returning to the opening words of Blum and 
McHugh on page 204, I hope that I have demonstrated my desire to reflect upon my own 
speech.  The unfolding discourse here has been born out of the need to exemplify a working out 
of ethnomethodology and self-reflection as a respect for the limits of ethnomethodology whilst 
concomitantly reflecting upon this limit.  It has been an attempt to provide an example of self-
reflective discourse as both question and answer.  Yet the difference between rule-guided and 
principled speech always seems to be just out of reach.  Ultimately, it is for the reader to judge 
whether this has been a significantly principled orientation.      
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Social context is at the heart of this thesis, both in terms of description and its theoretical 
foundations, and as a means of bringing this context to the fore, the Ethno Log is an attempt to 
provide additional texture and background knowledge.  I have included ten broad topics that 
mainly result from the operational issues surrounding transport provision in Edinburgh.  I have 
also included a brief account of the more mechanical side of the data collection that, although 
relevant, would have been out of place within Chapter Amber.  Supplementary 9 contrasts with 
the other entries because it is intended as a direct supplement to Chapter Khaki.    
Supplementary 1: Data Collection 
Household Travel Survey 
Throughout this thesis I have included opinions of bus users that were taken from a research 
project with which I was involved through the Transport Research Institute at Napier University 
(TRi).  The Scottish Executive (since August 2007 known as Scottish Government) and City of 
Edinburgh Council, commissioned a large Household Travel Survey, which was a self-
completion questionnaire.  Within this survey we included five open-ended questions, four of 
which gave us some feed-back about bus use.  Out of approximately 2,000 responses, there were 
about 500 respondents who completed the following open-ended questions:    
• If you use buses, please tell us in your own words what you like and dislike about 
travelling by bus in Edinburgh? 
• Are there any journeys you would like to make by bus from near your home, but are 
unable to for whatever reason? 
• How do you rate Edinburgh’s local transport in comparison to other cities? 
• Any other comments about travelling in Edinburgh? 
Although I have presented some of the responses, I am not using them to make any claims of 
statistical significance.  Instead, they are included as an illustrative device that provides a focus 
around which the substantive observations are discussed.  
Hearing and Seeing Fieldnotes 
My primary source of data collection was based on extensive real-time observations, and 
without the aid of video footage, was solely based on fieldnotes.  As Büsher (2005) asserts, 
however, the use of fieldnotes as the primary source of ethnomethodological data collection is 
highly problematic because,    
‘...the real-time production of social life happens faster than any note-taker could document, 
often quicker and with greater complexity than a human observer can consciously perceive, let 
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alone memorize. Moreover, post-hoc reflection tends to replace the prospective logic of 
production with retrospective rationality’  
(Ibid, http://www.socresonline.org.uk/10/1/buscher.html).   
Unfortunately, the use of video footage would not be ethically permissible within the confined 
space of the bus.  Although obviously not the ideal choice, manual note-taking was therefore the 
only available option for this study.  There was, in addition the advantage that, as a resident of 
the city, I was able to be both researcher and every-day bus passenger, and could revisit and re-
examine critical processes comprising daily life on the buses.  Clearly this was not possible for 
the quotidian events that have been identified throughout this thesis, but these situations are less 
about the detail than the moral work that is taking place (Jayyusi, 1984).  Thus, it was important 
to be seen to be looking like a passenger rather than some mysterious or official person writing 
notes.  In order to disguise the note-taking, I used old textbooks bought cheaply in second-hand 
‘charity’ shops and wrote in the margins.  Pictorial history books and town planning layouts 
were useful because they had large spaces around photographs and diagrams in which to write.  
The image I hoped to achieve here was one of an ill-disciplined student doing studying on the 
bus.  My covert tactics were designed to camouflage my interest in my surroundings and avoid 
people feeling like they were being watched.   
 
Doing Non-Interested Looking 
The note-taking, however, was not the main area where I was in danger of appearing 
conspicuous.  The most difficult aspect of observing people in a confined space where most of 
the seats face in one direction is to observe without being noticed.  If there were people of 
interest sitting behind me, I often had to rely upon reflections in the windows, or do sitting 
‘back-of-bus’ style with my back to the window, which means taking up a double seat, a 
practice that is often frowned upon downstairs on the bus.  This issue also had ramifications for 
glancing into other buses.  For example, waiting at the bus stop with the intention of sitting 
upstairs at the back of a bus, sometimes there were already people occupying these seats and it 
was therefore better to wait for the next bus (see Chapter Khaki).  The process of assessing 
strategic seat availability on approaching buses was made more difficult because standing on the 
street and looking up at the back of the top deck is a highly noticeable act to the back-of-bus 
brigade already on board.  Being seen to be looking up announces some sort of involvement 
with the back-of-bus brigade, and I therefore had to develop ways of watching that conveyed 
disinterest.   
 
Dress 
In order to conduct my research and blend in at the back of the bus, I dressed in a way that I 
would describe as dowdy, and to this end I also bought a ‘hoodie’ style coat.  Whenever I 
subsequently visited shops wearing my research ‘outfit’ I received a reaction that deviated from 
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my ‘normal’ shopping experience.  I felt that shop assistants were looking at me as if I was a 
potential shoplifter.  This visible surveillance was significantly different to my ‘own everyday’ 
interactions within shops.  Indeed, my new choice of dress brought to my attention an important 
example of exclusionary practices that take place routinely within the city.  This exclusion was, 
however, only rendered visible to me through my own comparative experience.  In contrast, for 
the poor, as represented by the ‘back-of-bus brigade’, the unwelcome reception experienced in 
many venues within Edinburgh is ‘normal’ everyday, and as such, goes comparatively 
unnoticed.  
Photography 
‘Photography, in order to surprise, photographs the notable; but soon, by a familiar reversal, it 
decrees notable whatever it photographs.  The “anything whatever” then becomes the 
sophisticated acme of value’ (Barthes, 2000: 34).   
Whilst I recognise the tensions that Roland Barthes’ has identified within the semiotic treatment 
of photographic images, there is not sufficient space to discuss these issues at any length here.  
My own approach to their use within this thesis has been to accept that they are not a neutral 
medium because although I do not have control over the viewer’s interpretation, my own 
intention is one of manipulation, in that the photographing of a bus, for example, removes it 
from the non-noteworthy, but nevertheless keeps it grounded within a quotidian representation 
of the city.          
 
Rather than focusing on the philosophical issues relating to the use of photography, I therefore 
wish to raise some of the practical aspects of its use in the field during my research.  As a 
consequence of the need to maintain a low profile during data collection, I carried out all of the 
photography after I had completed the observations.  When being a tourist, the issue of taking a 
picture is rarely questioned because people become accustomed seeing the same iconic 
landscapes being photographed over and over again.  Yet, despite the prevalence of cameras and 
tourists in Edinburgh, photographing something or somewhere that is considered to be mundane 
or even unnoticed until someone with a camera appears, is an event that can result in the 
photographer being called to account.  This happened, for example, when taking pictures of 
West Side Plaza in Wester Hailes, where the 33 bus stops.  People came up to me and asked if I 
was from the Evening News (a local Edinburgh newspaper).  This in itself reveals something 
about the area.  The most obvious is that tourists are not a common sight, but my suspicion is 
that the question also reveals an attitude amongst the residents that they live in an area not 
normally considered to be worthy of capturing photographically.   
 
The apparently simple task of taking photographs depicting the roadscape of the two routes 
proved to be more complicated than expected.  Ultimately, for passengers, the best vantage 
point to view the route of the bus is the front seats of the upper deck.  I therefore chose to take 
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my photographs from this position as a fixed vantage point, but only looking forwards.  
Inevitably, this is much more limited than the passengers’ view, which naturally entails lateral 
scoping and is also selective, focusing on features of personal interest.    Frustrating problems 
that were encountered included dirty windows, reflections (which in the end I chose to tolerate 
as a reminder of my own presence), the varying height of safety rails across the front window 
(despite similar bus models), variable weather and lighting conditions.   
 
It was, in fact, through the taking of these photographs that it became increasingly clear that the 
rhythms of journeys on a particular bus route can never be identical.  For example, in the battle 
against camera-shake, it soon became clear that some drivers drive faster than others (especially 
at the end of their shift), whilst many also apply the brakes with more ferocity than their 
colleagues.  Equally, external traffic conditions vary constantly, and many of the journeys’ 
photographs were rendered unusable, for example, because the view from the bus became 
obscured by lorries and other buses within the traffic flow directly in front.  
 
My original intention had been to use this photography to reinforce the findings of my on-board 
observations.  However, the experience gained from taking this new activity proved to be 
illuminating its own right.  In particular, it brought Henri Lefebvre’s theoretical observations in 
Rhythmanalysis into a highly pragmatic environment.  
 
Supplementary 2: Attitudes Towards Children  
Children have not featured to any great extent within this study.  This is not because they were 
not prominent in my observations and fieldnotes.  From a pilot study I carried out at the start of 
this research, it became clear that this group is worthy of a study in its own right.  Similarly, 
reports by The Department of Transport and Scottish Executive have serious policy implications 
for the way in which young people are treated within public transport networks.  These reports 
present children and young people in a troublesome light, and in so doing, change their 
relational status to adult passengers.  For example, McWhannell & Braunholz’s (2002) report 
for the Scottish Executive found that many transport providers have negative attitudes towards 
children under sixteen, and do not consider them to be a ‘target audience’ (Ibid.: 63).  This is 
because they only pay half the adult fare, and are travelling to school at the same peak time as 
adult commuters.  It is reported that there is resentment that children pay less for the same 
amount of valuable space.  The assumption is that the space is an adult space within which 
children are being given concessionary rights (Cahill, 1990; Holloway & Valentine, 2000; 
Valentine, 1996a; 1996b).  Rather than seeing public transport fulfilling a community need, 
children are being treated like inferior consumers. 
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Children and young people are also placed at he centre of the problematic issues of ‘personal 
safety’ and ‘fear of crime’.  A number of reports, such as Wardman et al. (2001) Department for 
Transport (2002b; 2003) highlight that people often feel unsafe when using public transport, and 
when waiting at deserted bus stops.  The point is often made that children and adults share 
similar fears of crime (Crime Concern, 1997; 1999; DfT, 2002a; 2002b).  However Crime 
Concern’s (1999) own report uncritically presents young people as the ‘perpetrators’ and 
‘victims’ of “crime” and “anti-social behaviour”.  There is no attempt made to define anti-social 
behaviour, and as a result, the report, assumes that any divergence from adult behaviour must 
automatically be wrong. 
 
‘The presence of rowdy young people, especially in groups, is known to intimidate both staff 
and other passengers using public transport.  In particular, it impacts on the perceptions of 
older people…Most young people regard their behaviour as normal and do not recognise that 
they may be intimidating or threatening to other passengers or staff.  Few young people admit 
to being involved in serious anti-social behaviour or violence’  [Italics own emphasis] (Ibid.; 
17). 
 
This extract reveals the implicit assumption conveyed by the use of the term ‘recognise’, which 
implies that young people are guilty of not taking responsibility for their behaviour.  In contrast, 
the elderly must, by implication, be the innocent party1.  There is no question here that adults’ 
perceptions may be unfair or overly critical2.  Moreover, a non-admission of taking part in “anti-
social behaviour” is taken as implicit guilt.  The authors of this report attempt to back up their 
claim by referring to their own prior research.  ‘Earlier research has shown that young people 
can be reluctant to acknowledge their own poor behaviour’ (Ibid.: 47).  It seems that the 
researchers have set their own standards of what they consider to be poor behaviour, and expect 
the young people to engage in a dialogue without knowing what these standards are.  For 
example, the term ‘rowdy’ is used extensively throughout this document without any attempt 
being made to define what is meant by ‘rowdy’.  Rowdy could range from, talking slightly more 
loudly than older passengers, to being abusive to fellow passengers. 
 
Another criticism that can be levelled at this extract, in common with news reports, is the use of 
the terms ‘anti-social’ and ‘violence’ in the same sentence.  Over a period of time, people come 
to see these potentially unrelated phenomena as synonymous (Billig, 1987; Bourdieu, 1987).  
Similarly, the pairing of ‘anti-social behaviour’ and ‘crime’ has the effect of criminalising 
relatively harmless activities that just happen to be annoying to some people.  Hence, the 
                                                   
1 Qvortrup et al. (1994: 1) refer to sanctions that put distance between adults and children as a ‘status 
offence’ 
2 Cahill (1990) observes that teenagers are ‘seldom given the benefit of the doubt, and, unlike younger 
children, …are not relieved of moral responsibility for their acts’ (Ibid.: 398).   
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teenagers at the back of the bus talking loudly to one another not only risk being labelled anti-
social, but worse still, may be perceived as violent criminals.            
 
Reports that deal with the issue of “anti-social behaviour and crime” make the point that it is 
young people who are most likely to be involved in these negative activities.  In an attempt to 
appear impartial, these comments are qualified with the observation that young people are just 
as likely to be the victims of crime as they are the perpetrators (Crime Concern, 1997; 1999; 
Mccarthy et al., 2002; Scottish Executive, 1999; 2003; Social Exclusion Unit, 2002).  This 
binary of victim or perpetrator is consistent with Jenks’s (1996) Apollonian and Dionysian,and 
Valentine’s (1996a) angels and devils3 observations about how childhood is commonly 
constructed. 
 
Valentine (1996a; 1996b) and Holloway and Valentine (2000) argue that these contradictory 
binaries produce a pubic space that is inherently an adult space.  Casting children as angels 
creates the situation where they are less competent than adults, and in a public arena where there 
is a growing concern of “stranger-danger”, it is not considered to be safe to let children out 
without adult supervision.  Valentine (1996b) also acknowledges Qvortrup et al.’s (1994) 
argument that it is convenient to emphasise children’s incompetence and exaggerate the risks 
that they face in order to keep public spaces adult spaces.  The oppositional didactic of children 
portrayed as “little devils” also works to protect adult public space.  As devils, they have the 
potential to wreak havoc, if left to their own, un-rule-governed devices.  Valentine (1996b) 
notes that adult’s ‘spatial hegemony is more openly contested by teenagers struggling to assert 
their independence’ (Ibid.: 213).  She argues that legislation that is intended to create a more 
open space where children and young people are given rights that protect them from adult 
power are being seen as a threat to the necessary ‘adult regulatory regimes’ (Ibid.: 214).  These 
regimes include suspicious glances and shakes of the head, which are used when the appropriate 
level of adult deference has not been met.  She argues that a common adult argument that is 
used in response to the loss of an asymmetrical respect is a call for the return of corporal 
punishment or other tough measures designed to return the public space to adult’s control.  
Similarly, Cahill (1990) observes that ‘…adults seldom reciprocate the deference that they 
expect those children to accord them’ (Ibid.: 399). 
 
Supplementary 3: Edinburgh Hiatus  
Edinburgh is often referred to as The Festival City, because from the end of July to the 
beginning of September each year, it is host to a number of festivals: The International Jazz and 
                                                   
3 Philo (2000) argues that rather than the term angels and devils being used as a binary, it should be seen 
as a continuum, and consideration should be given to where different adults draw these lines.    
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Blues Festival, The International Film Festival, The Festival Fringe, The International Book 
Festival, The Tattoo, and The International Festival.  In keeping with Edinburgh being a global 
tourist destination, the majority of the festivals claim international status.  However, many local 
residents merely refer to the various events as ‘The Festival’. 
‘For six weeks, a thriving street life brings tourists, performers, and residents into proximity 
where difference in appearance, language, and behaviour becomes the norm of city centre 
public life’ (Jamieson, 2004: 64).  
 
From a transport perspective, Princes Street and adjacent side streets, are closed to traffic for 
several hours on three occasions during the year4.     
1. The Hogmanay Street Party celebrating new year 
2. The Festival Cavalcade at the beginning of August to mark the start of the Edinburgh 
International Festival and Fringe 
3. The Festival Fireworks at the end of the Festival  
 
Each of these events takes a great deal of planning and substantial resources by the local 
authority.  The disruptive impact is experienced most keenly by passengers dependent upon the 
bus network because the majority of routes (including those run by companies other than 
Lothian Buses) pass along Princes Street, and are re-routed along streets that rarely see a bus.  
Even the services that do not travel this route are affected by the resulting traffic congestion that 
accumulates in other parts of the city, and access to the main railway station is also affected. 
 
                                                   
4 This does not include occasional organised marches and demonstrations, which can also close the streets 
to vehicular traffic in the city centre.  
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Figure 25: A 23 breaks free whilst other buses are trapped by the Fringe cavalcade5 
 
As an example, the hiatus caused by the Festival Cavalcade Parade reveals the shared 
knowledge of the bus-riding community.  People are amused and sometimes bewildered to see 
‘their’ bus driving down an unfamiliar street.  Although buses are a flexible mode of transport 
compared to trams, the extent of the inscription of the routes upon the collective knowledge of 
the city becomes apparent when the normal expectations of particular routes are modified: the 
bus has broken free.  Travelling on the bus at this time also demonstrates people’s adaptability.  
A dominating topic of conversation in overheard mobile phone conversations is an account of 
where the bus is currently and where it is expected to link back into its normal route.  Meeting 
places are often changed to accommodate the detours.    
 
                                                   
5 These photographs were taken during the 2006 Festival Cavalcade, and show some of the congestion 
affecting the centre of the city.  Many buses are trapped in long tailbacks, but a 23 manages to escape via 
a diversion into Leith Street.  In terms of physical distance, it is only a quarter of a mile from its normal 
route, but in the context of its everyday practice, it has entered uncharted territory.  
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Supplementary 4: CCTV 
The photographs below have been provided by Lothian Buses to illustrate the views recorded 
from on-board Closed-Circuit Television (CCTV) on a typical modern double-decker bus in the 
company’s fleet.  The views shown here are intended to illustrate the coverage provided by the 
cameras, but do not include passengers because, under the Data Protection Act (1998), I am 
unable to show stills from the CCTV cameras that contain identifiable pictures of members of 
the public.  In June 2007, 50% of all Lothian Buses were fitted with CCTV.   
 
Figure 26: Upper-deck camera views   
 
In addition to cameras recording the internal space of the bus, there is also a camera positioned 
on the front of the vehicle that records the road ahead.  This view provides the bus company 
with valuable footage in the event of a traffic accident.  Initially, the intended function of CCTV 
cameras on the buses was as a means of deterring anti-social behaviour.  However, it is also 
used to find lost property.  For example, if someone reports an important item that has been lost, 
 Lothian Buses plc  
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the footage can be checked to see if the item in question was left on the bus, or indeed if the 
person brought it onto the bus in the first place.  Similarly, it is used to settle disputes, such as 
whether the driver allowed a passenger enough time to disembark. 
 
Figure 27: Lower-deck camera views   
 
Supplementary 5: Provision of Travel Information 
For the unfamiliar traveller there are three free6 means of gaining ‘official’ information about 
available Lothian Bus services: 
1. There are three Lothian Buses Travelshops where paper-based timetables and maps can 
be acquired.  Timetables are produced in leaflet form – a separate one for each service, 
with additional thematic leaflets.  For example, there is a leaflet dedicated to the buses 
that go to the New Edinburgh Royal Infirmary.  There is also a colour-coded route map 
showing all the company’s services together.  As well as free information, these shops 
are also where RidaCards and other types of ticket can be purchased.   
 
 
 
 
                                                   
6 Information can also be sought through dedicated telephone lines such as those of Lothian Buses or 
Traveline Scotland.  
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Figure 28: Travelshops & paper-based timetables  
 
2. For those who have access to a computer and the internet either at work or home, or 
through web-enabled mobile devices, the most up-to-date 24-hour access to travel 
information can either be obtained through the Traveline Scotland or Lothian Buses 
websites. 
 
 
Figure 29: Lothian Buses interactive colour-coded route map 
 
 
 Lothian Buses plc  
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The advantage of the website is that regularly updated news pages enable people to 
check if there are any road works, organised events or industrial action that might cause 
delays.    
 
Figure 30: News Alerts (http://www.lothianbuses.com/routemap.shtml) 
 
3. Not everyone, however, has access to the Internet, or is able to coordinate with the 
opening times of the Travelshops.  The information that is provided at bus stops is 
therefore essential for many bus users.  Even familiar travellers with access to other 
forms of information may find themselves having to use a different service without 
prior preparation and planning.  Unfortunately, the timetable information at bus stops is 
limited only to the times at which the buses arrive at that particular stop, so it is 
impossible to calculate journey times to locations further along the route.  Equally, 
although a schematic map is displayed for the individual routes of buses frequenting 
specific bus stops, there is no overall network map such as that depicted in Figure 29 
(above), so people who need to make connections with other services are not told where 
they can make the necessary transfer.  In the case of the more important route 
intersections, officially recognised ‘Interchange’ bus stops are marked with peppermint 
green cones perched on top of the bus-stop ‘flag’ poles.  
 Lothian Buses plc  
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Figure 31: Interchange bus stop & interchange route information 
City of Edinburgh Council are charged with responsibility for the provision of roadside travel 
information.  In their own Edinburgh Bus Information Strategy: Consultation Document (2007), 
they set out the minimum requirements for bus stop information which are as follows: 
• Bus stop flag at every bus stop 
• City of Edinburgh Council (CEC) Logo 
• Bus stop name, which corresponds to the names on printed timetables 
• Bus Stop number issues by CEC 
• Bus operator name 
• Service numbers 
• Main destination or ‘to city’ ‘from city’ 
• Traveline Scotland logo, telephone number and web address 
•  ‘Time from this stop’ timetables [currently only the time of arrival at this stop, so not 
possible to calculate journey times] 
• Days of operation 
• Route diagram showing intermediate (including interchanges/railway stations) and 
final destinations with journey times7 
• Operator contact details 
• Basic fare information or contact details (pp13 -14) 
In list format, this seems like a considerable amount of information, but the most important 
element lacking here is an integrated network map.  Even though interchanges are shown on the 
diagram, there are many other places not marked were people can potentially change routes.   
                                                   
7 Despite this being in their own literature, journey times are not available at most bus stops.  Transport 
for London have addressed this issue by showing the “You Are Here” destination line in one column and 
a timeline alongside stating average midday journey times.   
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Figure 32: Standard information panel 
 
Realtime Information 
The City of Edinburgh Council first made a commitment to 
the introduction of real-time passenger information in 
2002.  The Bus Tracker project, as it has been named, is 
supplied by Ineo Systrans, and is a satellite-tracking system 
that is supposed to display minute-by-minute updates of 
bus arrival times at stops throughout Edinburgh and its 
surrounding areas.  At present there are 186 displays, with 
an intention eventually to increase this number to 390 in 
City of Edinburgh and a further 32 in East Lothian and 
Midlothian.  At present First Bus, Edinburgh’s largest 
alternative bus company, has not joined the scheme, and it 
is only Lothian’s buses that are displayed on the system.   
 
Some buses on the real-time routes are not fitted with the satellite tracking system and the times 
given are only estimated, based on the published timetable.  Observations at bus stops show that  
some passengers arriving at these stops do not bother to check the real-time screen, but that this 
information is used by most by people who have a longer potential wait.  For example, someone 
turning up to catch a 22 does not usually check the screen because the buses arrive at about 5 
minute intervals and waiting time is likely to be minimal.  In contrast, especially where there is 
a choice of bus services available, there are also passengers who deliberately make a point of 
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choosing stops where there is Real-time information available so that they can select the 
quickest option available.        
On-Street Ticket Machines 
In September 2007, in addition to the minimum requirements, Lothian Buses placed solar-
powered on-street ticket machines at ‘prime8’ locations throughout the city centre. 
 
   
Figure 33: Lothian Buses: (http://www.lothianbuses.com/routemap.shtml)  
 
It is hoped that the new ticket machines will help speed up boarding times, reducing the need for 
the on-board purchase of tickets at busy stops.  However, like the buses themselves, the 
machines give no change, requiring the exact fare to be tendered. 
                                                   
8 High passenger volume stops 
 Lothian Buses plc  
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Supplementary 6: Route Branding & Liveries  
Livery Service 
Number 
Livery Description 
 
 
3/3A 
A route with the slogan, "Club Class - across the City and 
Midlothian", this is one of four playing-card themes.   The 
bus is also marked with an area of yellow around the front, 
continuing onto the roof. 
 
 
 
15/15A 
This route’s plain livery is similar to the 23, but uses a more 
orange-based red in place of the traditional madder. 
 
 
 
 
23 
The traditional livery of Edinburgh’s buses in recent 
decades.  It is planned to keep the madder and white on this 
route as a heritage brand.   
 
 
 
 
26 
The first of the city’s routes to be overtly branded, 
introducing the playing card theme with the red heart and 
number 26 pierced by an arrow.  It carries the slogan, “East 
to West through the heart of the city”  
   
 
 
29 
One of the latest single-decker routes to be branded, with the 
slogan, “29 Best Deal”.  The front of the vehicle has the 
addition of a narrow green line along the bottom.   
   
 
 
30 
Not overtly branded, but instead bearing an orange strip 
along the sides above the windows stating the route 
destinations 
 
 
 
31 
Another of the playing-card series, this bears the slogan 
“Ace of Spades - cutting across the city and Midlothian”, 
and features an area of orange around the front, continuing 
onto the roof.. 
 
 
 
35 
Bears the slogan, “Airport-Holyrood-Executive link”, set 
inside a purple circle towards the front of both the near and 
offside, as well as a thin purple stripe beneath the top 
window on each side. 
 
 
 
37/47 
X47 
A suite of routes collectively branded as “Penicuik City 
Link” running from Midlothian to the north side of 
Edinburgh.  Its distinguishing feature is an area of blue 
around the front, continuing onto the roof. 
 
 
 
44 
The diamond in the playing card theme, the route has the 
slogan “Service with a Sparkle”, and bears a gold diamond 
within a black area around the front of the bus, which 
continues onto the roof. 
 
 
 
49 
The most recent of the branded routes with ALF single-
decker vehicles, and continuing the playing-card theme with 
the slogan, “49 Leader of the Pack” 
 
Figure 34: Livery & route branding  
Bus Brand Photographs  Lothian Buses plc  
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In addition, to the buses in Figure 34, there are other routes that have been branded, such as the 
2 and 22 routes, which are marketed as the “Edinburgh Fastlink” services, running along the 
guided busway between Edinburgh Park (a business park on the western edge of the city) and 
the City Centre.  Similarly, the X48 connects the city Centre with a park & ride facility at 
Ratho, near the airport on the west side of the city.  
 
The aim of the route branding is to provide an addition visual marker of a particular route.  The 
liveries illustrated in Figure 34 reveal the way in which for five of the routes (3, 31, 37/47, 44 
and 49)9, distinct colours have been applied to the fronts and roofs of the bus, following the 
contours of the bodywork.  By utilising the space around the margins of the front windows, 
passengers waiting at stops can clearly identify their particular bus from a greater distance.  In 
addition, the colour coding of the 37, 47 and X47 routes helps tie related services together.  The 
use of these colours has also been applied to associated printed timetables, on the internet and 
on paper route maps, reinforcing the route brands.  
 
However, as Figure 34 vividly illustrates, viewing all the branded routes together reveals an 
incongruous mixture which, when encountered on Princes Street, for example, produces a 
confused visual message. Furthermore, the variety of different liveries operated by Lothian 
Buses makes it difficult for passengers to distinguish between their buses and those being 
operated by competing bus companies10.  The visual confusion is exacerbated by advertising 
panels on the sides of the buses that further undermine the rationale behind the route branding. 
Indeed, Figure 34 significantly under-represents the problem because none of the illustrations 
depict buses displaying commercial advertisements. 
 
Lothian Buses Fleet Liveries 
 
The new route branding started to emerge after the introduction of a new company Livery.  As 
new buses are brought into service, all receive the new harlequin colours11.  The older buses 
brought into service for the Airport are blue and the Park-and-Ride buses are green with the 
                                                   
9 All of which are Volvo B7TLs with Wright Eclipse Gemini bodywork, except the single-decker 49. 
10  People buying day tickets cannot switch between buses operated by different bus companies, and many 
passengers travelling outwith the city of Edinburgh, such as to West Lothian, are not served by Lothian 
routes.  Clear bus company identification is therefore important. 
11 A bus vehicle is usually in service for about fifteen years, but it is not currently possible to estimate 
how long the new models will last.  Informal chats with some of the Lothian Bus engineers indicate that 
there are some doubts about whether the newer buses will have such longevity.     
© Lothian Buses plc 
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partial harlequin colours around the middle of the bus.  Lothian Buses has, meanwhile, taken the 
decision to keep the madder and white on the 23 route.  Part of the rationale behind this is the 
desire to retain a link with the past12. The old madder and white livery has a long history that 
dates back to the 1930’s.  These colours are a familiar sight in historic prints and paintings  
depicting trams and buses within nostalgic portraits of the cityscape.  
Supplementary 7: Bus Wraps 
 
Lothian Bus 969 Volvo Olympian chassis and Alexander RH body, in disguise livery 
 
The last few years have seen a growing trend in the phenomenon of ‘bus wraps’, which is the 
covering of one or of both sides (and sometimes the back) of a bus with an advertisement, 
obliterating any form of recognisable livery.  Although bus wraps have been used sporadically 
for more than a decade, changes in the production process have lead to a reduction in the 
monetary cost of achieving this bus-blitz effect, which makes it an economically viable option 
within the armoury of many an adverting campaigns. 
 
Indeed producers of these wraps make bold claims about the market potential that can be gained 
from their use.  For example, an American advertisement  by Brilliant Color enthusiastically 
claims, 
‘Imagine being able to cover vehicle windows with bold advertising graphics while still 
allowing light through.  It’s possible thanks to new printing material called perforated window 
films. Now, advertisers and fleet managers can wrap their messages over an entire vehicle, 
                                                   
12 Different liveries on different routes is also part of the process of route branding.  There is also an 
operational reason for this, which is that there is a junction that only the older-style buses can negotiate.  
All the newer buses have a longer wheelbase that is unable to cope with turning out of this junction and 
up the hill (the reverse of the picture journey).    
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including the windows’ (http://www.brilliantcolor.com/shownews.asp?newsid=19, Accessed, 
23/08/07) 
Similarly, in a British context, Pyramid Visuals claims that in this new ‘vinyl revolution...  
Many companies are increasingly aware of the effectiveness of vehicle branding as a means of 
reaching their target audience. They can reach consumers in conditions that radio, television 
and print are ineffective and they are appreciated for their ability to humour motorists and 
pedestrians as well as alleviate boredom when stuck in traffic.  Most important is that "wraps" 
are one of the only forms of advertising that cannot be switched off, tuned out or lost in a 
quicksand of other advertisements’. 
(Pyramid Visuals, http://www.pyramidvisuals.co.uk/services/vehicle_wrap/ Accessed 
23/08/07) 
Unfortunately, counter to the claims of the manufactures, putting mesh across the glass 
seriously impedes the view through the windows.  Although the city is not entirely invisible 
from behind this form of shroud, it nevertheless looks as if it is out of focus, and frequently the 
mesh is a dark colour which makes the bus interior seem dingy, reducing the light and 
associated colours penetrating the windows.  
 
 
Figure 35: Historic Scotland 2006 bus wrap advertising Edinburgh Castle  
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The photographs included in Figure 35 are depicting a Historic Scotland advertising campaign 
where, rather than using a mesh, the windows have been coved by an opaque plastic that is 
supposed to be simulating the effect of stained glass.  Regardless of the effect, from the bus 
user’s perspective it totally cuts out 40% of the view.  As a city, Edinburgh has a higher than 
average number of architecturally recognised buildings, which is reflected in the unusually large 
number of listed buildings and conservation areas, the statutory status of which is intended to 
protect the visual integrity of the city.  In addition to the externally imposed regulations relating 
to the UNESCO “World Heritage” status of parts of the city, it is Edinburgh City Council and 
Historic Scotland that are charged with the job of protecting and regulating the built 
environment.  With this in mind, it seems perplexing that Historic Scotland should have 
engaged in its own bus wrap advertising campaign. 
 
 
Figure 36: TRi Survey, 2003, respondents’ likes & dislikes: enjoy the views 
 
As has already been observed, Lothian Buses is marketing itself as a high-quality bus service 
provider, and in 2007 has won the UK Bus Operators Award for the third time six years.  The 
mission statement of the UK Bus Awards organisation states that:  
‘ The UK Bus Awards exists to recognise, reward and inspire excellence and good practice in 
the UK bus industry’ (http://www.ukbusawards.com/ Accessed 14/11/07). 
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As with all transport providers, one of the most important criteria for being considered a 
successful company is passenger satisfaction.  It is therefore disappointing that the company is 
prepared to compromise passenger’s enjoyment of looking out the windows. 
 
 
Similarly, seeing a wrap on any form of public transport advertising a car seems incongruous, 
but the absurdity of it worsens when we consider that 94% of Lothian Buses is owned by 
Edinburgh City Council who publicly state their commitment to promote public transport and 
reduce car use in the city centre. 
 
 Figure 37: Renault car bus wrap on a 23        
   
 ‘...it was always the first glimpse of some loyal green bus dipping in to the stops on the 
southern estates of the city like a bee at the work of pollination that gave me the warm and 
comforting sense of having come home...Their corporate presence spoke of continuity, civic 
pride and a sense of place, where the liveries of their successors [In this instance, Arriva and 
First Bus] speak simply of money’ (McKie, 2006: 14-15). 
 
David McKie is referring to what has happened in the UK since bus deregulation in 1985, and 
whilst his observations may be politically motivated, he nevertheless speaks with passion about 
the importance of the visual iconography of bus livery.  In the light of the growing trend in bus 
wraps, McKie’s words seem even more apposite.  As was discussed in Chapter Olive, high-
frequency buses continually travelling along the same route give a material presence to the city.  
People become used to seeing buses travelling along a route.  The more often the bus is spotted 
the less uncertain people feel about waiting at bus stops because they learn from previous 
experiences that they will probably not have long to wait.  The visual presence of a bus 
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therefore plays an important role both internally from the aspect of people seeing where they are 
going and externally as a means of providing the city with visual continuity. 
 
Supplementary 8:  Edinburgh Trams Revisited  
Trams are currently a highly topical issue in Edinburgh.  Without rehearsing the merits and 
disadvantages of trams, I would briefly like to mention the visual iconography used in their 
promotion.  There has been a longstanding campaign undertaken by various parties, supported 
by City of Edinburgh Council, to advance the idea of trams within the city.  Over the last ten 
years there have been many artists’ impressions and computer simulations illustrating what 
trams in the streets of Edinburgh might look like.  Many of these images are regularly featured 
in the local newspapers, local authority newsletters, and various websites such as City of 
Edinburgh Council, tie (Transport Initiative Edinburgh) and Trams for Edinburgh.      
 
Figure 38: Promotional tram images in Edinburgh          
These six pictures have been taken from the following websites: 
http://www.envision3d.co.uk/photomontage/tram.htm 
http://www.edinburgh-tram.co.uk/system.htm  
http://www.tramtime.com 
http://www.tie.ltd.uk/tie_pro_trams.html 
 
These images have one important feature in common, which is that none of the simulations 
depict trams with advertisements on their sides. Although two of the pictures are now quite 
dated, rather than advertising someone else’s products, the trams are selling themselves as state-
of-the-art technology.  The images are intended to give the impression of a high-investment 
transport choice.  All six pictures are offering something new: trams promise to be the new and 
exciting element missing from the city.   
 
Photographs  tie, City of Edinburgh Council & Trams for Edinburgh  
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In a similar vein, Aiello & Thurlow (2006) analyzed the visual resources used in the promotion 
of 30 European Cities’ bids within the European City of Culture scheme.  The authors’ 
observations surrounding these visual practices have much in common with Edinburgh’s tram 
promotion. 
‘With the focus on buildings rather than people, and usually taken from a distance, these views 
are often disembodied and detached, with seldom any indication of the more gritty, 
idiosyncratic aspects of city life that might otherwise be revealed upon closer inspection’ 
(Ibid.: 152-3)  
In particular, the detached, disembodied, sanitised aspects of city life chime with the visual 
discourse of tram promotions.  The buildings in the background provide a generic specificity, as 
the pictures locate the trams in Edinburgh, but it is a sterile version of the city.  Another 
observation in common with Aiello & Thurlow (Ibid.) is that, where people feature in the 
discourse, it is at a distance, and where there are close-ups, these pictures often comprise young 
children, which speaks of inclusiveness whilst also being non-threatening. 
 
Supplementary 9: On the Road to Prison 
 
Figure 39: HMP Edinburgh fills the view through the back of a number 33 
 
HMP Edinburgh (or Saughton Prison, but known to a select few as ‘the shneck’), with its 67913 
inmates, is Scotland’s second largest prison.  Its recent expansion, including its imposing 
perimeter wall, has a major visual impact on the landscape of Saughton, Sighthill and 
Longstone, which are neighbouring suburbs on the western outskirts of Edinburgh.  With the 
exception perhaps of Edinburgh Castle, the prison is the most dominant landmark on the 33 bus 
                                                   
13 This figure is based on HM Inspectorate of Prisons for Scotland Report on HM Prison Edinburgh 
(2000).  The older part of the prison was built between 1914-1930.  Two new extensions were added in 
between 2000-2.  Although this is a male-only prison, the description that follows of people serving time 
applies equally to women.  
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route14.  
 
Figure 40: Westward bound route past prison on 33 bus 
                                                   
14 One of the elements missing from the journey sequence of the number 33 in Chapter Beige is the view 
out of the side windows.  For the purpose of methodological consistency, the camera stayed focused on 
what was straight ahead.  However this is not how passengers experience the view because they 
selectively choose subjects on which to focus.  Their eyes may even be drawn to certain features as a 
matter of reflex.  The pictures in the diagram below (Figure 40) are taken from a bus travelling in the 
opposite direction to those featured in route sequence. 
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Travelling westwards in an ‘out-of-town’ direction, there are three main places along the 33 bus 
route that have a clear view of the prison.  Before these points, it appears as part of an 
agglomerated general view in the distance, so unless it is already known to the passenger, it 
blends into its urban landscape.  The houses in the foreground engage the eye, distracting from  
what lies beyond.  Travelling further westwards, the first clear sighting is the prison gates, 
which sit at the end of a short tree-lined road leading to the prison car park.  The road’s entrance 
looks rather ordinary, and is framed by the hedges of two private houses.  This is an oblique and 
fleeting view as the bus speeds past in its designated bus lane.  As it passes the gates, 
fragmentary snippets of the imposing wall and prison roofline can be seen through the gaps in 
the houses. The second picture (see Figure 40) shows where the prison is closest to the main 
road.  Here, the prison wall, the same colour as the houses, forms a dramatic, but simultaneously 
mundane backdrop to the residential gardens and streetscape in the foreground.  In terms of 
colour and height, it blends into its surroundings, but it conceptually jars with the landscape 
because the high wall and razorwire create an indisputable divide between the knowable outside 
world and a strange and undesirable destination beyond. 
 
One of the significant themes to have emerged from listening to conversations on the 33 bus 
was that the prison attracted more comments than any other landmark on the route, in spite of 
the fact that the 33 also passes Edinburgh Castle, which is Scotland’s most visited landmark.  It 
is usually the view of the prison from the Longstone roundabout (see picture three, in Figure 40) 
that induces the most comments.  Here the uninterrupted vista gives the clearest view of the 
perimeter fence and wall, with the new extension behind.  Although not as architecturally 
interesting at close quarters, it is just as imposing as the castle, but has none of its positive 
connotations.  For many, the castle signifies military prowess, national pride and fortification 
from invaders.   
 
Putting aside potential nationalistic jingoism and revenue from tourism, the castle symbolises a 
place of ‘nourishment’15 in the form of protection.  In contrast, the prison denies nourishment.  
It incarcerates and isolates enemies from within its own community.  There is a dialectical 
tension here between fortification and incarceration.  The castle symbolises the success of a 
society’s ability to protect itself from those who are ‘other’, and reproduces a set of social 
values.  In contrast, the prison stands simultaneously as a symbolic failure arising from that 
same society’s inability to reproduce social values that everyone either identifies with or is able 
to live-up to.  Political rhetoric demanding that we ‘get tough on crime’, and which talks of 
showing zero tolerance to anti-social behaviour, situates the convicts as the ‘enemy from 
within’.  Herein lies a further tension, which is that the majority of those incarcerated are only 
locked away for a short time, and are therefore only temporarily incapacitated.  Yet, the bleak 
                                                   
15  See the discussion in Chapter Olive about how we derive nourishment from place. 
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exterior makes it hard to imagine an inner sanctuary that could be conducive to self-
improvement and rehabilitation.  Instead, its hostile appearance offers a visible deterrent against 
stepping out of line 
Supplementary 10: Increasing Mobility 
 
 
Figure 41: Try a Bus Day poster    
 
‘Try a Bus Day 2007’ was a multi-stakeholder event designed to provide a more conducive 
environment for people with disabilities, providing them with the opportunity to manoeuvre on 
and off newly-equipped stationary buses without the added pressure of on-looking able-bodied 
passengers.  A major aim of this and similar initiatives is to encourage less able-bodied people 
Poster  Multi-agency (see above) 
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to use the bus, especially now that equalities legislation has encouraged the introduction of new 
bus models designed to facilitate easier access, particularly for wheel-chair users (The Public 
Service Vehicles Accessibility (Amendment) Regulations 2005, Disability Discrimination Act 
2005) 
 
As has already been observed in Chapter Navy, the layout of the new vehicles has in effect 
reserved areas of the bus for the use of wheel-chair users, and in general, this is recognised by 
passengers using adjacent fold-down seats, who readily vacate the space to allow wheel-chairs 
to be parked.  However, a significant side effect of creating this facility has been that people 
with buggies carrying young children have tended to colonise the space, automatically assuming 
that it has been created for their use, despite the clear notices indicating priority should be given 
to disabled passengers.  Whilst there is no doubt that large numbers of parents and carers with 
children benefit from the reserved space and associated low-access boarding facility, there is a 
potential tension between the different groups using these facilities. 
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Bus-world Glossary  
 
   
   
Accessible Low Floor 
bus (ALF) 
 
 A bus vehicle providing easier access by permitting the 
bus floor to lower to curb level, also extending a retractable 
ramp across the gap between the bus and the kerb. 
 
Alexander Dennis Ltd   Bus and Coach Builder.  Formed in 2004 after the collapse 
of Transbus International.  Chassis production - Guildford, 
and Body production – Falkirk.  One of the main suppliers 
to Lothian Buses.   
   
Annandale Street   Lothian Buses’ Headquarters and central bus terminal 
 
Bandit Screen  The clear perspex panel that encloses the driver within 
her/his cabin area.  This is the term given to it by drivers.  
 
Bell  Buttons activating the Bell are positioned throughout the 
bus, are located on vertical poles, and are the sole official 
means by which passengers indicate to the driver that they 
wish to disembark at the next stop.  Due to the frequency 
of stops, buses do not automatically pause at every stop 
unless requested to do so by waiting passengers, or by 
passengers already aboard pressing the bell.  Thoughtful 
bell ringers attempt to time their request so as not to ring 
too early or at the last minute.     
 
Buggies  Children’s push-chairs which, prior to the introduction of 
newer buses with reserved space for passengers in 
wheelchairs, could only be accommodated if children were 
removed from the buggy and the push-chair folded and 
stowed.  If there is space available, people with buggies 
can now wheel their push-chair directly onto the new 
buses.  
 
Bus Lane   A dedicated portion of a road within which buses are given 
priority at specified times of the day.  In Edinburgh, a 
‘Greenways’ system of bus lanes is in operation. 
 
Bus Model  Lothian Buses regularly refreshes its fleet with new buses.  
To date, the average length of service for bus vehicles is 
estimated to be about 15 years.  Bus models are a 
combination of separate body and chassis types, often 
produced by different manufacturers.  
For example, one of the oldest models still running is the 
Plaxton Pointer 2 (body type) with a Denis Dart chassis.  
These single-decker buses are used on the Ingliston Park 
Park and Ride route. 
The newest bus models are the Wright Eclipse Gemini 
(body type) which is built for a Volvo B7TL.  These have 
been branded and run on the 3, 3A, 31, 37, 44, 47, and 
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47x routes.   
Spotting different models provides a hobby for bus 
enthusiasts.  For further information, see the following 
websites: 
http://alistair268.fotopic.net/ 
http://www.britishmodelbuses.com/Gallery_Plaxton%20President.htm 
http://www.busstation.net/busuk/busukscl.htm 
 
Bus Pass  Informal term for a form of season ticket providing old-
aged pensioners with free concessionary travel.  See 
Concessionary Fares. 
 
Bus Stops   The official points on bus routes at which buses pause to 
pick up passengers, or permit them to disembark.  For 
safety reasons, buses are not generally permitted to 
disgorge or pick up passengers between stops.  The 
maintenance of the stops themselves is the responsibility 
of City of Edinburgh Council, although some with 
illuminated shelters and display space on busy routes are 
owned by advertising companies. 
 
Bus War  A term dating originally from the early 20th century when 
bus companies vigorously competed for custom on 
profitable routes, often to the detriment of the remainder of 
the network and the flow of traffic in general.  The 
phenomenon was revived following the deregulation of 
buses in the UK in the 1980s, and in Edinburgh resulted in 
the introduction of duplicate services at cut prices on a 
number of primary routes as recently as in 2001. 
 
Canny boarders  Passengers who board the bus ahead of those observing 
the etiquette of the ‘Invisible Queue’.  Canny is used in 
Chapter Brown in the context of its 16th Century Scottish 
usage of ‘know’.  However to be canny, boarders must 
hide their knowledge of the informal queue.  Hence it is 
closest to the contemporary definition of canny as skilful 
and cunning, as opposed to cautious.    
 
CCTV  Video surveillance cameras installed in more-modern 
buses to record events on the bus, and through the 
posting of notices advertising their presence, to deter 
passengers from smoking, vandalism or other illegal or 
anti-social activities. 
 
Child fares  Accompanied children under 5 travel free, and those 
between 5 and 15 years of age pay a flat fare of 60p. 
 
City Single  A pack of 21 pre-paid single bus tickets, currently sold for 
£20 
 
Clippies  Bus conductors who patrol the bus, taking fares and 
issuing tickets to passengers.  Associated with bus and 
tram travel before the introduction of pay-as-you-enter and 
exact-fare buses, the presence of the clippies was often 
regarded as enhancing security on buses (especially the 
upper deck of double-deckers).  They also left the driver to 
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concentrate on driving, which tended to speed up the 
boarding process and the progress of the bus itself along 
its route. 
 
Concessionary Fares   Reduced fares that are available for a number of types of 
passengers.  These include pensioners (aged over 60) 
who travel free with Scottish National Entitlement Cards, 
disabled people, children, and young students (16-25). 
 
Day-Saver-Ticket  A bargain ticket offered by bus companies providing 
unlimited travel on its buses throughout the day on which it 
was purchased, saving money for those planning several 
single journeys, and, like a season ticket, permitting 
flexible journey patterns by allowing passengers to flit 
between bus routes at no extra cost.   
 
Deregulation (buses)  The process of removing local-government regulatory 
powers over bus services and bus companies that had 
been inherited through municipalisation in the early 
decades of the 20th century.  In much of Britain during the 
1980s, the direct ownership of bus companies by local 
authorities was specifically outlawed by deregulation in the 
belief that a combination of competition brought about by 
unregulated market forces and private-sector expertise 
would deliver a better services and reduce the need for 
subsidies. 
 
Driver  The driver of the bus, who is the sole representative of the 
bus company, and in addition to driving the vehicle, has 
the responsibility for collecting fares and checking tickets.   
 
Dug 
(Local dialect) 
 Local dialect for a Dog.  Dogs and small animals travel at 
the discretion of the driver and there is an informal rule of 
only one dog on single-deckers and two dogs on double-
deckers.  To the annoyance of some fare-paying 
passengers, animals travel free. 
 
Dwell-time  The time that a bus pauses at a bus stop.  A complex 
factor because of issues of accurate time-keeping, 
congestion, lack of road space, and connectivity between 
buses sharing individual bus stops. 
 
Exact Fare Only  A system introduced following the abolition of ‘Clippies’ 
and the introduction of ‘Pay-as-you-Enter’ buses, which 
requires the driver to collect fares and issue tickets.  
Demanding exact fares (or refusing to give change) was 
introduced because the process of giving change greatly 
hindered the progress of the bus along its route. 
 
Exit Doors  A second set of doors situated half way down the bus 
through which passengers are supposed to disembark.  
Once a standard feature of Edinburgh buses, they have 
been phased out in most recently acquired models for a 
number of reasons, including safety.  However, the Tram 
system currently being constructed for the city will operate 
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tramcars with exit doors. 
 
FastLink  Routes 2 & 22 marked as Edinburgh FastLink because 
they travel along a short section of Guided Busway. 
 
First Edinburgh  The main rival to Edinburgh’s principal bus company, 
Lothian Buses, First Edinburgh is part of the First Group, a 
large transport company based in Aberdeen with bus and 
train franchises across the UK and beyond.  First took over 
the services of Scottish Motor Traction (SMT) in the 
Edinburgh area in 1999, and runs routes that extend 
beyond the those offered by Lothian, well into the 
hinterland.  First Edinburgh unsuccessfully attempted to 
take advantage of de-regulation by introducing predatory 
fares and duplicate services in 2001 with the aim of 
breaking Lothian Buses’ dominance of inner city services. 
 
Flag  The inscribed metal panel installed on the top of bus-stop 
poles which in Edinburgh bears the number of the routes 
servicing the stop.  The term ‘flag’ is also used to describe 
the process by which passengers indicate to a driver that 
they wish to board the bus.   
 
Frequency  A term used here to describe the number of buses 
operating on a route in a particular period.  There are large 
variations in frequency throughout the city, some bus 
services running at hourly, half-hour or 15-minute intervals, 
others operating every 5 minutes.   
 
Greenways  A statutory bus-priority system which reserves a lane for 
the exclusive use of buses (and sometimes taxis), and 
which, in the case of Edinburgh, is painted green.  Time 
restrictions on the use of Greenways bus lanes by other 
traffic vary from route to route, but restrictions are always 
applied during morning and evening rush hours on 
weekdays, with fines being imposed on errant vehicles.  
 
Guided Busway  Dedicated concrete carriageway between Edinburgh Park 
and Broomhouse along which FastLink buses travel 
unimpeded by other road traffic, guided by a lateral wheel 
on the bus side running along a specially designed kerb. 
    
Hot Food and Drink   Notable here because hot food and drink is banned from 
all Lothian Buses.  Drivers will therefore refuse access to 
passengers carrying these items.   
 
Information  A range of bus information is available in the form printed 
leaflets, posters on bus shelters and bus-stop poles, and 
via the internet and telephone enquiries.  Some buses 
have route information painted onto their bodywork 
 
Inspector  An official of the bus company whose ‘visible’ function is to 
move from bus to bus checking that passengers’ tickets 
and passes are valid.  Their wider function is to oversee 
operational issues. 
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Interchange  An officially recognised and labelled bus stop where many 
routes intersect, and where passengers are encouraged to 
change buses. 
 
Invisible Queue  A type of informal queue which accumulates at bus stops, 
taking no obvious physical form but materializing on the 
arrival of the bus, at which point passengers try to respect 
the order in which they each had arrived at the stop. 
    
Kassel Kerb  Specially designed kerbs that are raised in height from the 
standard 125mm to between 140-160mm.  They also have 
a rounded profile which allows buses to minimise both the 
vertical and horizontal gap between the bus floor and the 
pavement.  In 1999 City of Edinburgh Council stated a 
commitment to introduce these throughout the city, but 
implementations is still ongoing 
 
Limited Service  A term used by bus companies, especially on their 
timetables, to describe the reduced service often provided 
on routes that are much less busy over weekends or other 
distinct periods within the calendar. 
 
Longstone  Bus Depot and terminating stop on the west side of 
Edinburgh 
 
Lothian Buses  The main bus company serving the City of Edinburgh, and 
formed as a result of the de-regulation of the city’s buses 
from the former company, Lothian Regional Transport.  
Studies of two of Lothian Buses routes form the heart of 
this work. 
 
LRT  The acronym for Edinburgh’s, Lothian Regional Transport, 
the city’s principal bus company prior to de-regulation in 
the 1980s.  LRT subsequently became a private company, 
Lothian Buses, the ownership of which is shared between 
the four council areas within which the company operates.  
It is still quite common to overhear people refer to Lothian 
buses by this name 
 
Madder  The tradition maroon colour associated with older 
Edinburgh Corporation and Lothian buses. 
 
Maps  In the context of buses, route information depicted at a 
variety of scales for the benefit of passengers planning 
journeys within the city.  Simplified maps are included 
within printed timetables, on bus-stop timetables, and 
sometimes on the sides of specific buses.  Schematic city-
centre bus route maps have also been produced by 
Lothian Buses, but the city-wide map is out of print 
because regular changes to routes makes it difficult to 
update in hard copy form.  
 
 
Metro  A newspaper published by the Daily Mail’s parent 
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company, Associated Newspapers, and distributed free on 
city buses, at train stations and on the streets of several 
cities in the UK, including Edinburgh. 
 
National Entitlement 
Card 
 A concessionary travel card scheme issued by Transport 
Scotland to elderly and disabled people, allowing them to 
travel free on buses throughout Scotland. 
 
Ned  A controversial and derogatory term meaning ‘Non-
Educated Delinquent’. 
 
Ned Seats  The expression used by Lothian Buses staff and some 
passengers to describe the seats at the back of the bus. 
 
Ned TV  A term used by Lothian Bus staff to describe the on-board 
CCTV. Much of their surveillance work and associated 
incident reports relate to passengers engaged in what is 
perceived to be anti-social behaviour. 
 
Night Buses  Bus services provided after the cessation of the day 
timetable, provided in Edinburgh solely by Lothian Buses.  
A single flat fare provides access to all night buses for the 
remainder of the night, and RidaCard holders are entitled 
to a reduced fare.  Day Saver tickets are not valid. 
 
Orbital Route  A single bus route that circulates around the middle or 
outskirts of the city and does not enter the centre.  In 
recent years, Lothian Buses have broken up these circuits 
because of their vulnerability to operational disruption.   
  
Part Route  Not all buses travel the entire journey associated with their 
route number, and are therefore usually identified by a 
crimson ‘Part Route’ sign on their front to warn passengers 
that they are not going the whole way.  Part-route buses 
multiply in number immediately after the rush hour when 
buses are returning to their depots rather than travelling to 
the end of their route.  This is a particularly frustrating time 
to travel because buses are often plentiful, but the thinning 
of the timetable into the evening schedule means that few 
now take passengers all the way to their desired 
destination. 
 
Pay-as-you-enter  A system of bus fare collection in which passengers pay 
their fares (or show their season tickets or ‘Day Savers’) to 
the driver on entering the bus.  The system was introduced 
to replace conductors (or clippies). 
 
Queue   In the context of this work, a line of people waiting for a 
bus, which can take visible and invisible forms.  See 
Chapter Brown. 
 
Radial Route  The majority of Edinburgh’s bus routes are radial, 
emanating from the centre of the city.  People on the 
outskirts of the city often therefore have to travel into town 
to make a bus change in order to travel back out of town.  
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Real-time Passenger 
Information 
 A system recently installed at bus stops in Edinburgh that 
provides live information on bus times via electronic 
display panels.  Introduced on major bus corridors, and 
gradually being extended across the city, it reduces the 
frustration and uncertainty associated with waiting for 
buses.  However, the system has not yet been totally 
successful because not all buses have so far been 
equipped with the tracker, and the majority of the city, 
especially the outer suburbs, has yet to be covered by the 
scheme. 
 
RidaCard  A type of travel card or season ticket which contains a 
computer chip that can be read by ticket machines on 
Lothian Buses, and which permits travel on all Lothian 
Buses, saving money and adding convenience for frequent 
travellers.  The ticket can be topped up in various ways, 
and ticket-reading machines are updated accordingly.  
Those people choosing to pay by direct-debit receive a 
discount.  
 
Routemaster  A double-decker bus with open rear access for 
passengers, designed and built by London Transport, in 
association with the Associated Equipment Company Ltd, 
and later by British Leyland Motor Corporation.  First 
introduced to service in 1956, Routemasters gained iconic 
status and became a symbol of the City of London.  Their 
operation required a clippie to sell tickets and check 
passes because the driver was isolated in a cab, her/his 
role being restricted to driving and stopping the bus at the 
signal of the clippie and passengers wishing to alight.  
Routemasters were gradually withdrawn from the 1980s, 
and by 2007, only a few had been maintained in London 
on specific ‘heritage’ routes.   
 
Schemie   A derogatory term, based on social-class, and referring to 
a person perceived to be from a poor public-housing 
scheme, often towards the periphery of the city.  It is 
usually used by working class people to differentiate 
themselves as being of higher status, and is also often 
associated with the use of the term NED (non-educated 
delinquent). 
 
Seafield/Marine  Bus Depot at the east side of Edinburgh 
 
Service  A general term used to describe bus provision as a whole, 
but also often to describe a specific bus route. 
 
Shneck  Local dialect meaning Prison, and in the case of 
Edinburgh, Saughton Jail, officially known as ‘HMP 
Edinburgh’.  Situated on the west side of the city, 
Saughton is a prominent landmark, particularly when 
viewed from the upper deck of a bus. 
 
Single Decker  A bus with only one deck, as opposed to double-decker 
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vehicles.  Single deckers are currently less numerous in 
Edinburgh, but do operate in significant numbers on a 
number of prominent routes, including the 22, 49, Park & 
Ride. 
 
Single Ticket  The simplest form of ticket which entitles a passenger to 
any single journey, but on only one bus.  There is a flat 
fare (currently £1), so the ticket applies to journeys ranging 
from the entire route to a single stop.  Passengers wishing 
to change buses to complete a journey must either buy 
another single ticket, or consider buying a Day Saver. 
Smoking  Buses were amongst the first public areas in the UK to be 
affected by anti-smoking legislation, but double-deckers 
are particularly prone to bouts of illegal smoking by unruly 
passengers congregating at the back of the bus.  Often a 
source of friction with other passengers on busier buses, it 
is the responsibility of the driver to confront, and if 
necessary, eject offending passengers. 
 
Tag  A type of graffiti used by gang members or individuals to 
mark out territory, sometimes manifesting itself as a form 
of vandalism on buses.   
 
Teencard  A bus identity card providing proof of the age of a young 
passenger, thereby demonstrating that they are under the 
age of 15 and therefore qualify for a concessionary child 
fare. 
 
Ticket  Those passengers who do not have a bus pass or travel 
card must purchase a paper ticket by paying the driver the 
exact fare on entering the bus.  This is printed by a 
machine mounted on the side of the drivers cab.  Some 
busy routes and interchanges were equipped with solar-
powered bus-ticket machines in 2007. 
 
Timetables  Bus information relating to routes that is posted on the web 
and on bus stops, and is also available in printed form in 
leaflets, and through telephone enquiries 
 
Tourists  Visitors to the city who swell bus use, particularly in the 
summer when buses would be comparatively empty 
because of the absence of students and school children.   
Tourists originate from Scotland itself, the rest of the UK 
and overseas, and those who cannot speak English, are 
unprepared, or who struggle with maps, are sometimes 
treated impatiently by drivers whose schedule is delayed 
by their often lengthy questions. 
 
Town  In local vocabulary, town is often used to indicate city-
centre, usually accompanied by a preposition such as, ‘up 
the toon’. 
 
 
Tram  A form of ‘streetcar’ or light railway operating along roads 
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in towns and cities, running on rails, but often sharing the 
road space with other vehicles.  Normally electrically 
driven from overhead cables mounted on pylons or 
brackets on adjacent buildings, they can be made up of 
one or several vehicles coupled together.  Extensive tram 
networks once operated in most Scottish cities, but they 
had been removed by the 1960s and replaced with buses.  
Edinburgh is in the process of building a new but limited 
tram network, the first phase of which will provide a link 
between Ocean Terminal and the Airport.  The estimated 
cost of the first phase is £450m, and the trams will have to 
share existing road space with other vehicular traffic. 
 
Transport Scotland  A Scottish Government agency working to co-ordinate 
private and public transport systems and information 
throughout Scotland.  It is also responsible for 
administering the National Entitlement Card, which entitles 
various groups, including people over 60 and the disabled, 
to concessionary or free travel on buses and trains. 
Traveline  A National Public Transport Information Service accessed 
either by phone 0870 608 2 608, via or their website 
www.traveline.org.uk 
 
Travelshop  One of three shops operated by Lothian Buses at which 
tickets and passes can be bought or renewed, and where 
information and advice is provided, including maps and 
printed timetables. 
 
UK Bus Awards  Bus Industry annual awards.  Lothian Buses won the City 
Operator of the Year Award in 2007 for the second time in 
three years. 
http://www.ukbusawards.co.uk/About+UK+Bus+Awards  
 
Vehicle Number  In addition to registration numbers, all vehicles have a fleet 
number painted onto the left side of the front of the bus, 
and inside at the front just below the ceiling between the 
entrance and the driver’s cab. 
 
Wrap  A type of advertisement taking the form of a printed 
meshed covering enveloping much of the bodywork of a 
bus, including side and back windows.  The aim is to 
maximise advertising space beyond the constraints of 
conventional advertising panels on the sides of buses, and 
to produce a large eye-catching effect for people on the 
streets through which the bus passes.   
 
‘X ‘ route  An ‘X’ prefix before a route number indicates that it is an 
express bus.  Some routes have an ‘X’ version (e.g. X47) 
which travel the same route as the standard bus  but 
service fewer stops, speeding up the journey.  Other 
express routes include service 100, the airport link. 
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